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A TRANSPORTATION POLICY 
At the close of a session of Congress that, though it 
has done little that will result in serious harm in the 
transportation field, has, nevertheless, kept the friends 
of sound transportation policies on the verge of nervous 
prostration and escaped committing grievious errors only 
by narrow margins and largely because of strenuous ef- 


forts on the part of agencies like the National Industrial 
Trafic League and the Associated Traffic Clubs of 


America, it behooves us to think a little about what our 
country’s transportation policy should be and ways and 
means of getting into the minds of our lawmakers the 
proper concept, before another session of Congress con- 
venes. The next Congress will be a better body than the 
one that has just completed its deliberations, no doubt, 
but it will still contain some of the elements that have 
disturbed conditions in the past and, even without those 
elements, Congress needs education and settled ideas in 
connection with this subject. 


It seems to us that the fundamental difficulty in the 
situation is the refusal or failure of our lawmakers gen- 
erally—and of the public—to accept entirely the idea 
that the carriers are entitled to and must have an ade- 
quate revenue. The transportation act of 1920 incor- 
porates this idea clearly and the Commission has endeav- 


ored to execute the law. But on all sides there are en- 
deavors to cut down the revenue of the carriers on the 


theory that they are doing “well enough” and that some 
of them are greatly prospering. One who, in Congress 
or elsewhere, insists that they have not yet reached the 
degree of prosperity intended by the law and that, at 
least, they must not be reduced below their present level, 
is branded as “pro-railroad.” Hence, there is a hesitancy, 
even on the part of some who think clearly, to say what 
they think and the statements of the ignorant and the 
malicious are allowed to go unchallenged. 
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So we say that the railroads and all who believe in 
a fair degree of railroad prosperity must unite in “putting 
over” this idea as the first requirement of a sound trans- 
portation situation. 

In the next place, there must be a realization of the 
unwisdom of attempts at direct Congressional rate mak- 
ing. Congress and the public must be brought to see 
that, though Congress has the legal right to make rates. 
it adopted the proper course in creating the Interstate 
Commerce Commission to do that work and it should 
permit it, unhampered, to do its work, under such gen- 
eral instructions as, for instance, are contained in the 
transportation act. 

In the next place, if the Commission is to be allowed 


to continue its regulatory function, it is necessary that 
the importance of its work and the necessity for the ap- 


pointment of the right kind of men to membership on it 
be recognized. The Commission is and always has been 
a body in which confidence can be reposed, both as to 
probity and ability. But it is undoubtedly a fact that 
it is not as able a body 4s it once was. This is because 
the importance of its work has not always been recog- 
nized and it has been used, as other government de- 
partments are used, to furnish places for men whose ap- 
pointments seemed wise, for political reasons. 


All this does not mean that advocates of such a pro- 
gram should cease keeping a watchful eye on the car- 
riers; that they should fail to note extravagance and 
lack of efficient methods; that they should regard with 
complacency evidences.of failure to cooperate with ship- 
pers and to give them due consideration ; in other words, 
it does not mean that one who is a shipper or anything 
but a railroad man should become, in fact, “pro-railroad,” 
in the sense intended by those who too often apply that 
epithet to men who are merely thinking sanely and who, 
in the course of their thinking, conclude that the rail- 
roads are not only entitled to fair treatment and a living 
wage, but that they must have it if they are to give the 
business of the country the adequate transportation it 
requires. 


INLAND WATERWAYS 
The bad logic and loose statement of which advo- 
cates of inland waterway transportation are sometimes 
guilty is well illustrated in a series of articles on “water- 
ways and inland seaports,” by Gen. T. O. Ashburn, 
U. S. A., chairman and executive, Inland Waterways 
Corporation, published in the Chicago Daily News. The 
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flustration is the more striking since General Ashburn 
would be supposed to know what he was talking about 
and to avoid extravagant statement where he was not 
sure. 

In the first place, he approaches the problem from 
the wrong point of view, his object being, in article No. 
5, for instance, to show that development and use of in- 
land waterways would bring down rail rates. Does he 

' not know that the transportation act of 1920 was enacted 
for the purpose of putting rail rates on a basis that would 
enable the railroads to earn enough money to give them 
a living wage and to finance their operations—this, not 
out of consideration for the railroads, but in the public 
interest? Does he think that was a wrong policy, or that 
Congress fixed a rate of return higher than necessary to 
accomplish its purpose? In either case, is not the remedy 
in amending the act rather than in furnishing the rail- 
roads with water competition that would force down 
rates? And if Congress and those who agree with it are 
right in their idea as to a living wage for the railroads, 
why talk about forcing down rail rates when the rail- 
roads, as a whole, have not yet approached the level of 
net revenue set for them by the law? Moreover, if wa- 
ter competition forced some rates down, would not 
other rates have to go up in order to maintain the level 
of adequate total revenue? 


As an example of loose statement, General Ashburn 
says that, until there is actual river competition, no re- 
duction in railroad rates can come from the expenditure 
of money for the improvement of rivers, “because the 
law says no such authorization shall be granted on ac- 
count of merely potential water competition not actually 
in existence.” What General Ashburn is quoting from is 
the fourth section of the act to regulate commerce, which 
says that departures from the provisions of the fourth 
section shall not be granted on account of merely poten- 
tial water competition. If he is talking about reduced 
rates under the fourth section—lower rates for a longer 
than for a shorter haul embraced within it—that is one 
thing; but that does not appear to be what he is talking 
about, and his quoting of the law only serves to befog 
the situation. 


Again, he says it will not be possible for boats to 
float on the rivers as long as the Commission “has the 
power to grant the privilege to the railroads of strangling 
competition.” Does the Commission do that? If it does 
not, we do not see that mere possession of the power 
to do so would be much of a menace. It has the power 
todo many things it does not do, being a reasonably able 
and fair body of men. If it is doing it, or if the railroads 
are voluntarily reducing rates to meet river competition, 
what is the general complaining about, since his argu- 
ment in favor of waterway development is that it would 
and should bring down rail rates; and what becomes of 
his argument that, under the law, reduction in rail rates 
cannot be authorized on account of potential water com- 
petition? It would appear that he is entangled in the 
meshes of his own logic. The Commission, by most 
radicals, is charged with permitting rates that are too 
high. Now, it seems, it is strangling competition by 
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granting rates that are too low. If that is not what Gen- 
eral Ashburn means, what does he mean? 

We have no quarrel with advocates of inland water- 
way expansion, as long as they stay within the facts and 
do not use distorted logic. Indeed, there are many things 
to be said in favor of a reasonable policy of inland wa- 
terway development. But we insist that advocates of 
waterways consider the transportation problem as a 
whole and not from the narrow point of view of the ad- 
vocate of this, that, or the other project, regardless of 
its bearing on the whole situation. One cannot con- 
sider the problem as a whole without keeping in mind 
that the railroads will always have to be depended on to 
carry the bulk of the traffic in this country and, in order 
to enable them to do this to the satisfaction of industry, 
they must be allowed to make some money out of their 
business. Waterways are all right as a supplemental 
transportation agency, if they can be developed and used 
on a reasonable commercial basis. But, when one talks 
of their value as a means of depressing rail rates, he 
shows that he has no comprehension of the greater 
transportation problem and either no realization of the 
function of the Interstate Commerce Commission or no 
confidence in that body. 


REFORM IN THE SENATE 


Speaking of the United States Senate, now that the 
excitement incident to the explosion caused by Vice- 
President Dawes in his inaugural address has quieted 
somewhat, perhaps we may be permitted to express an 
idea. It is this: Whatever one may think about the 
rules of the Senate, under which it is possible for a 
few senators or even one senator to prevent legislation 
(either good or bad), and whatever one may think about 
the propriety of the conduct of the Vice-President or 
his motives (as to whether he was actuated by a gen- 
uine desire for reform, or whether he was seeking the 
limelight, or whether his characteristic method of speech 
merely led him to express a passing thought in an of- 
fensive way), he went about the matter of getting the 
rules changed in the only way that is at all likely to get 
results. Does anyone who knows the United States 
Senate believe that pussy-footing, diplomatic overtures 
by the Vice-President of the United States, whose job is 
to sleep quietly while others run the train, would get 
anywhere? The Senate has to be jarred by public opin- 
ion before it moves, and the method used by Mr. Dawes 
was the effective method of arousing public attention 
and giving the Senate the necessary jar. 


It seems to us that, regardless of methods and mo- 
tives, and regardless also of the admitted fact that the 
present Senate rules sometimes permit the smothering 
of unwise legislation as well as the prevention of benef- 
icent laws, the rules ought to be changed so that the 
Senate may vote when the majority thinks it ought to 
vote on any measure before it. The Senate is not, or 
ought not to be, a vaudeville show or a game of strategy. 
It is a law-making body and its members are sent there 
to represent their constituents in the enactment of laws. 

As to what the Senate may do to Dawes, it is to 
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laugh. A smaller man might be stung by what the sen- 
ators could do, but what has he to fear from the antics 
of his inferiors? It is as if a school principal were being 
warned as to what a lot of disorderly children might do 
to him. They might annoy him, but they could mean 
little to him in the final outcome. 


THE GOODING POINT OF VIEW 

We have been criticized in some quarters for our 
questioning of the genuineness of Senator Gooding’s 
statesmanship. We might disagree with his fourth sec- 
tion ideas, it has been pointed out, and still give him the, 
credit of high motives. To those who are not acquainted 
with the senatorial mind and ethics in general, and with 
those of Senator Gooding in particular, that point might 
seem well taken. But we call attention to the following 
remarks made by Senator Gooding in the Senate at the 
time his final attempt to get his fourth section bill en- 
acted was defeated: 


I wish the senators from New England, however, to under- 
stand that from now on they had better get somebody besides 
the west to fight their battles. They voted against good roads; 
they have voted against everything the west has asked for. If 
that is what you want; if you are going to destroy my section 
of the country, all right; but perhaps when we build this coun- 
try over again we will build it better. I think that might be 
done. Let me say, however, that when we go down they will 
go with us. That is what usually happens. 

In other words, Senator Gooding expected the New 
England senators to vote for his bill whether they ap- 
proved it or not, and he will vote against their measures 
whether he approves them or not. His understanding 
of the function of legislation is that it is a trading prop- 
osition. You scratch my back and I'll scratch yours. 
He is not able to understand that one may have convic- 
tions and may even vote them. There is nothing start- 
ling about this to anyone who knows anything about the 
United States Senate. That is the way the Senate fre- 
quently enacts the laws by which we are governed. But 
we should hardly call a senator who is controlled by such 
motives, and who has not even the good sense to conceal 
them, a statesman. 





HEAVIER LOADING FALLACY 


In “Railroad Data,” published by the committee on public 
relations of the eastern railroads, for March 6, appeared an 
article headed, “Heavier Loading Will Benefit both Shipper 
and Roads.” It said: 


Heavier loading of freight cars is needed in the interests of both 
the railroads and shippers. In a pamphlet just issued ard being 
circulated among the shippers along its lines, the New York, New 
Haven & Hartford Railroad urges that the average load per car be 
increased in order to save operating expenses for the railroad and 
increase the efficiency of transportation for the shippers. 

The New Haven sets forth the records of freight train and freight 


car performance on its line in support of its efforts to obtain this 
heavier loading. * * * 


W. H. Chandler, manager of the traffic bureau of the 
Merchants’ Association of New York, has written the following 
letter to the committee: 


I have received your publication, ‘‘Railroad Data,’ dated March 
6. There is one item shown in this data that I thought had been 
put to rest, but it seems that the New Haven Railroad is still agitat- 
ing something that has been pointed out as being deceptive and more 
cee to influence shippers against railroads than in their favor. 
refer to the item on page 20 under the caption, ‘Heavier 
Loading Will Benefit Both Shippers and Roads.’”’ A great deal has 
been said on this subject, a great deal of misinformation has been 
circulated, and after having had the matter called to the attention 
of such men as Mr. Pierson, Mr. Loree, Mr. Willard, and others, it 
is rather depressing to find that, after letting this subject drop, 
they are now renewing their efforts to instill life into something that 
ought to be embalmed and put away to rest. 
The article means nothing more or less than by simple mathe- 
matics it has been demonstrated that the total tonnage of 1924 could 
have been loaded into a smaller number of cars if it had been pos- 
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sible to load more frei 
into it. 


That is all there is to the calculation. It leaves out of the count 
mercarstile conditions, mercantile requirements, the volume of freight 
going to each point, the days on which such freight could be shippeq 
and many other factors which, in ordinary business, it is . 


impossible 
to ignore and anyone would want to ignore them except for the pur. 


pose of tonnage legerdemain. The only effect of shippers increasin 
the carload minimum would be to turn over more freight to the 
railroad than mercantile requirements warrant. 

Many of the cars were loaded by the railroads and it is a no- 
torious fact that the New Haver Railroad is one of the worst offen. 
ers in this respect. Its attention has been repeatedly called to its 
failure fully to load cars when the loading wa¥ done by that com- 
pany, and in everp case the president of the New Haven has de- 
fended his employes instead of attempting to correct the practice, 

Until the carriers learn to practice what they preach such data 
as this will have the effect of alienating shippers who are earnestly 
endeavoring to help the railroads in all situations where help is 
warranted and business relations between the shipper and the re. 
ceiver are such as to permit of heavier loading. 

Railroad officers have repeatedly stated that information of this 
character is not propaganda for increased carloading minimum. May. 
be it is not, but I am inclined to believe that it is. I would not 
be warranted in saying this were it not for the fact that the im. 
practicability of loading a year’s total tonnage in a smaller number 
of cars is purely theoretical and mot susceptible of practical applica- 
tion. 
moving between two points and the shipper is not loading cars to 
their available capacity, in such cases they could undoubtedly in. 
crease the carloading by calling the matter to the attention of those 
directly interested. It is not conceivable that there is arsy great 
abuse in this respect. If there is it will not be reached by any such 
statement as that which caused me to write this letter. 


ght into each car than was actually loadeg 


in compendiums of useful information many years ago. Such, for 
instance, as the total length of miles that would be covered if the 
hairs on one of the seven Sutherlin sisters were placed end to end. 
It is perfectly obvious that they never could be put end to end and 
just as obvious as the suggestion that a year’s tonnage could not 
be placed in a smaller number of cars by shippers loading each car 
on the average of three tons heavier. 


en you consider that a very large number of cars are loaded 


to capacity, it would necessitate very much more than three tons f 


additional on those that are not to bring up the average. 


But aside from all this, the space that you used for this article 


could have been used to much better advantage had it been directed 


to the railroad in some effective way, if possible, that would insure | 


some improvement in the handling at terminal yards. 


N. P. LAND GRANT CASE 


The Trafic World Washington Bureau 

The joint congressional committee on the investigation of 
the Northern Pacific railroad land grant began hearings March 
18 with Charles Donnelly, president of the Northern Pacific, as 
the first witness. The investigation was provided for in a joint 
resolution of Congress approved June 5, 1924, but the beginning 
of the investigation was delayed until Congress recently voted 
$50,000 for the expenses of the committee. 

The Department of Agriculture and the Department of the 
Interior asked Congress to settle the question of whether approx- 
imately 3,000,000 acres of land in national forests in Montana, 
Idaho and Washington, valued by the government at approxi- 
mately $30,000,000, should remain in public ownership or should 
be given to the Northern Pacific. 

The Forest Service of the Department of Agriculture con- 
tends that the Northern Pacific land grant has been fully satis- 
fied while the carrier contends that it has the right to make 
selections from and obtain title to land in the national forests in 
the states named under the land grant. Mr. Donnelly made the 
point in his testimony that the government had not surveyed all 
of the grant as it was obligated to do and that as a result the 
railroad had not been able to obtain title to lands involved. It 
— expected that the investigation would continue for some 

me. 

The joint congressional committee is composed of Represen- 
tative Sinnott, of Oregon, chairman; Senator Ladd, of North 
Dakota; Senator Norbeck, of South Dakota; Senator Spencer, of 
Missouri; Senator Kendrick, of Wyoming: Senator Caraway, of 
Arkansas; Representative Vaile, of Colorado: Representative 
Williams, of Michigan; Representative Raker, of California, and 
Representative Driver, of Arkansas. 

Senator Ladd withdrew from the committee March 18 and 
Senator Stanfield, of Oregon, was appointed in his place. 


WOODLOCK AGAIN NAMED 


President Coolidge March 18 sent to the Senate for the 
second time the nomination of Thomas F. Woodlock as suc: 
cessor to former Commissioner Potter. Later in the day the 
special session of the Senate came to an end without any 
action having been taken on the Woodlock nomination. The 
Interstate Commerce committee, to which the nomination was 
referred, again took no action on it. The nomination was 
opposed %y southern senators, who desired the President to 
nominate some from the south. If an effort had been made 
to get a vote on the nomination in the Senate it would also 
have resulted in opposition from some of the insurgents be- 
cause Of Woodlock’s association with “Wall Street” as a finan- 


cial writer. It was understood that President Coolidge might 
offer Woodlock a recess appointment. 


If the carriers find that there is a large volume of tonnage 


The mathe. 7 
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Now the Fathers Chuckle Contentedly.—It is believed to 
pe a fair assumption that, in whatever place of departed spirits 
the fathers of the Constitution are dwelling, they are holding 
their sides because of the mix-up between President Coolidge 
and the Senate. Washington got heated over that affair. That 
however, is a characteristic of Washington. The makers of 
the Constitution aimed to produce a government of checks and 
palances. That is why it is suggested that they are now 
gleeful. Their machine works as intended. Last week the 
country laughed because Vice President Dawes roared against 
the Senate rules. This week it is the President who has 
jearned about checks and balances. Eighteen months hence, 
if the country thinks the Senate made an ass of itself, it can 
spank such of the senators, as, in its opinion, put too much of 
a check on Calvin Coolidge. The rejections of Charles B. War- 
ren are unlike any prior rejections. Calvin Coolidge is the 
only president whose nominee has been denied confirmation 
while the man in the White House was a rising and not a set- 
ting sun, unless it be assumed that it would be unthinkable 
that he could be a candidate for a second term in 1928. An- 
drew Jackson was on the down grade when the Senate refused 
to confirm Roger B. Taney. Tyler was a vice president acting 
as President when the Senate refused to confirm his nominee. 
The same was true of Andrew Jackson when three of his nomi- 
nees were rejected. Perhaps the most significant fact in con- 
nection with the matter is that the coalition that controlled the 
Senate in the last Congress ig still in the saddle, with LaFol- 
lette and Walsh, of Montana, as leaders. The “regular” Demo- 
crats did not long keep out of the procession led by the “irregu- 
lar’ Republicans. The really pitiful figure in the matter was 
the man who, in sincerity, started to find out what might be 
the law in the matter of the President’s right to appoint men 
to office. The fact is that there is no law on the subject, except 
such as may be made from day to day, by the President and 
the Senate. The law they make is like an excursion ticket— 
“sood for this day and date only.” Any proposition any one 
can make as to the right and duty of the Senate, under the 
Constitution, giving it the power to “advise and consent” to 
the appointment of men to office, has already been made. One 
day it is “yes” to a given proposition and some other day it is 
‘no” to the same thing. The courts cannot declare the law 
in the matter because the questions are purely political; that 
is to say, they have to do with matters of policy and not with 
contests between private citizens or between private citizens 
and officials. One of the propositions laid down in the course 
of the debate was that President Coolidge could not give Mr. 
Warren a recess appointment because the vacancy did not 
“happen” in a recess of the Senate. It existed while the Sen- 
ate was in session. Yet Roosevelt, for years, kept a man in 
office at Charleston, S. C., by successive recess appointments. 
However, Roosevelt probably cared less about law than any 
prominent American before or since his time. His idea was 
that the President could lawfully do whatever was not for- 
bidden, notwithstanding that, for more than a century, the 
courts had been pointing out that the federal government had 
no power other than that specifically granted by the Constitu- 
tion or necessarily implied by its grants of power. At times, 
he also showed the barbarian’s conception as to what consti- 
tutes an upright judge—namely, one who will rule your way. 
As in the case of many other strong men, Roosevelt’s idea 
of law seemed to be that that was law which he thought right. 
Lecturing judges for what he conceived to be their shortcom- 
ings was common with him. 





As to Delphic Utterances.—It was the custom of the Del- 
Dhiec oracle to phrase utterances in such a way that, no mat- 
ter what happened, the man’ who went there for comfort about 
the future could view what happened to him or the things in 
which he was interested and find, after the event, that the 
oracle had foretold accurately just the thing that took place. 
It has been suggested that, no matter what is the result of the 
Investigation instituted by the Commission in compliance with 
the Hoch-Smitn resolution, that result can be compared with 
the Commission’s order instituting it and the reader will be 
able to see that the outcome was plainly indicated by the order. 
And that is not suggested in criticism of the Commission. The 
Joint resolution, as has been pointed out, is of such character 
that it has been dubbed the “Hoax-Smith resolution.” It has 
been taken by many who who have thought on the matter, that, 
of course, nearly every industry will seize the opportunity 
afforded by the Commission’s invitation to send in suggestions 
by May 15, to say it should have reduced rates or cases in 
Which it has a special interest should be further considered. The 
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railroad supply houses may make an exception and say they 
think rates now are just and reasonable but hardly high enough 
to give the railroads a margin such as a well managed business 
needs on which “to come and go on” as the homely phrase 
goes. If any industry is so rash as to indicate precisely the 
traffic on which there should be increases, the industry so 
singled out may say, not later than June 15, why it should not 
pay higher rates. All the railroads may be expected to answer, 
by the same day, all the representations made in behalf of 
lower rates. One of their best answers, it may be found, will 
be the declaration of M. O. Lorenz, chief of the Commission’s 
bureau of statistics, that, while there have been heavy in- 
creases in freight rates and passenger fares in recent years, 
none of the money so collected has gone to increase the wages 
of the dollars used in building the railroads and keeping them 
in shape to carry goods for shippers and pay wages to the 
railroad employees. But the first job, obviously, is to find out 
what the Hoch-Smith resolution means. The next is to see 
what, under the facts, if anything, can be done to comply with 
the meaning the Commission is able to attach to it, using its 
own reasoning faculties and making use of the ideag of those 


= contribute thoughts by May 15, or perhaps not until June 
15. 





A Real Country Lawyer.—John Garibaldi Sargent, President 
Coolidge’s second choice, officially speaking, for Attorney-Gen- 
eral, will never be accused of familiarity with questionable 
large affairs by reason of his professional employments. He 
is a sane, jolly, country lawyer, recognized throughout New 
England as sound in his views as to the Constitution and, 
therefore, opposed, as unnecessary, to recent amendments to 
that document. He opposed the prohibition amendment, the 
woman’s suffrage amendment, and the amendment providing 
for election of senators by direct vote, thereby showing, many 
believe, extreme sanity and a realization that a constitution is 
something that should not be changed simply because it is 
desired to change the way for selecting a dog catcher. Sena- 
tors voted for his confirmation unanimously and so quickly 
that the vote may be taken as a confession that, in voting 
against Warren, they knew they were opposing him on what 
many regarded as purely political grounds and, therefore, un- 
justifiable. Those who think that way, however, as a rule, 
are willing to concede that there are good arguments in favor 
of the proposition that a senator, in voting on confirmation, 
must consider the political as well as the moral fitness of 
the nominee. There is nothing of the long, drawn-out Yankee 
about Sargent. He is more than six feet tall, with a heavy 
basso voice. Were it possible for'a gentleman to weigh more 
than 200 pounds, it would be interesting to speculate on how 
much more than that he weighs. He and the members of his 
firm have been in general practice, including among their cli- 
ents the Boston & Maine. In Vermont, general practice 
means taking cases where the sum involved may be lesg than 
$100—a sum at which the office boy of a New York corporation 
lawyer would sniff contemptuously. Attorney-General Sargent 
was attorney general in Vermont, an office of great dignity in 
a state like Vermont, if not in states where big corporation 
practice is the reward for which lawyers strive. 





Federal Trade Commission Changes its Ways.—The Federal 
Trade Commission, by a vote of three to two, has changed its 
rules of procedure so that it will not entertain proceedings 
about alleged unfair practices where the alleged violation of 
law is a purely private controversy redressable in the courts, 
except where the practices substantially tend to suppress com- 
petition as affecting the public. In all cases that the Com- 
mission will entertain there must be three parties—the com- 
plaining competitor, the respondent, and the public. Where 
it is a fight between two competitors, cognizable by the courts, 
the Commission will not step in. That change in the policy 
of the Commission was voted by Chairman Van Fleet, and 
commissioners Hunt and Humphrey. Commissioners Nugent 
and Thompson voted against the change. The body, which 
has not had a high standing in the estimation of the business 
public, also voted to give a person against whom charges had 
been made an informal hearing at which he may submit facts 
or law to show that he should not be formally accused and 
brought to a hearing. At present, the proceedings prior to the 
issuance of a complaint are largely, if not purely, ex parte. 
The trade body, in announcing the determination to afford 
such an opportunity, said that, while, under the old rule, a 
notice and hearing were given after complaint had been issued, 
it was of the opinion that the mere issuance of a complaint 
often was of damage to a respondent, even if it should be 
found that the respondent was not guilty. These changes are 
regarded, by those who have thought about the ways of the 
trade body, as evidence that it is no longer going to be used 
as a besmirching machine but will be used in such a@ way as 
to help business mend its ways and not primarily to keep the 
commissioners in the eyes of the public as defenders of the 
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“plain peepul” from the assaults of “the interests” and ‘“male- 
factors of great wealth.” 





Commission Needs a Poet LaureatePoetry, hitherto, 
allowed, if not encouraged, as a sort of unofficial embroidery 
to cases, has found its way into exceptions submitted to the 
Commission. Joseph C. Colquitt, in No. 15347, National .Coun- 
cil of Furniture Associations vs. Ann Arbor et al., not liking 
an observation of Examiner McGrath, made in a proposed re- 
port in that case, that “furniture, at the present time, to a 
considerable extent, may well be considered within the cate- 
gory of luxuries,” said that McGrath, when he made that ob- 
servation, must have had in mind such furniture as Lord Byron 
thought of when he wrote, in Don Juan: “Sofas ’twas a sin to 
sit upon, so costly they were; carpets, every stitch of work- 
manship so rare, they make you wish you could glide over 
them like golden fish.” Colquitt said, speaking for himself 
and his associates in that case, that their idea of luxury had 
always been something like the description Quarles gave in 
Emblems—namely: “Luxury is an enticing pleasure, a bas- 
tard mirth, which has honey in her mouth, gall in her heart, 
and a sting in her tail.” Lest the blame or credit for the. use 
of poetry rest not solely on Colquitt, a devotee to the poetical 
work of a classification committee, it may be set forth that 
others whose names are signed to the exceptions are J. T. 
Ryan, E. L. Ewing, and C. S. Bather. They may have con- 
sulted the reference books for a suitable, poetical, description 
of luxury. At any rate, the fact that poetry has been quoted 
suggests the necessity for a laureate. At this time only one 
name presents itself for that honor—that of Examiner J. Edgar 
Smith. Hig sport is hunting for the perfect sonnet. Thus 
far he has found fewer than thirty that measure up to the 
standard of the proper number of lines and the proper meter 
for each line. The offerings of lawyers appearing before the 
Commission, it is suggested, should be submitted to Smith, 
and each offering subjected to the proposed report rule, so 
that Smith’s views would become a matter of record.—A. E. H. 





ASSIGNED CAR CASE 


The Trafic World Washington Bureau 


The railroad view of the Commission’s order in the assigned 
car case, in so far as its legality is concerned, is set forth in the 
application of the Akron, Canton & Youngstown and thirty-four 
other carriers, made to the federal court at Philadelphia, for an 
order enjoining, setting aside, and annulling the Commission’s 
order on the ground that it was beyond the power of the Com- 
mission to issue, and that therefore it is null and void. 

The effect of the order, the railroads declared, would be to 
deprive them of lawful and effective means of procuring at all 
times suitable coal for the operation of their railroads in depend- 
able volume. They contended that the enactment of paragraph 
12 of section 1 was intended to give legislative form to the as- 
signed car rule that had been in effect since 1907. That rule, 
they asserted, had been litigated and sustained by the courts. 
They said that the legislative history of the enactment of para- 
graph 12 showed the intent of Congress to put into the statute 
the rule that had been in effect prior to federal control, but not 
in that period. 

The discrimination which the Commission purported to find, 
said the application for an injunction, was not a discrimination 
in public transportation facilities or service and was not within 
the provision of the act condemning unjust discrimination and 
undue preference. As to railroad fuel cars, it said the order for- 
bade as discriminatory the use of coal cars assigned to carry a 
commodity “necessary and intended for” their “use in the con- 
duct of transportation.” Such designation and assignment, it 
said, were necessarily contemplated by the commodities clause. 
They said the order would operate to reduce the number of coal 
cars available for transportation and tq deprive them of the 
freight revenue therefrom to the extent that such cars might not 
be placed at mines designated by their owners in excess of the 
prevailing pro rata allotment of system cars. 

Carriers alleged that the primary purpose of the order was 
to remedy what the Commission conceived to be evils in the coal 
industry and that it had assumed to regulate the industry over 
which regulation the Commission had no power. They further 
asserted that the orders, both the original and the one that 
finally went into effect, involved the assumption of legislative 
and other powers not delegated to the Commission, and if en- 
forced, would deprive them, unlawfully, of the right to operate 
owned or controlled mines and contract for fuel and deprive 
them of the benefit of private coal car equipment at mines desig- 
nated by their owners. 

“Plaintiffs have the right to receive and transport private 
coal cars, whether legally required to do so or not, and many of 
plaintiffs have been and are willing so to do,” says the petition. 

They further asserted that the orders would require them to 
retain, on sidetracks, empty cars which would otherwise be used 
for the shipment of coal and from the transportation of which 
they would otherwise derive substantial earnings. 
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The railroads suggested that it did not support the claim of 
power to make the orders issued in this case for the Commission 
to say that if and when the carriers could not obtain sufficient 
coal because they had not been allowed to assign cars for their 
fuel requirements it could treat such a situation as an emergency 
and issue preference and priority for their benefit “and revive 


the preference or discrimination which the Commission finds 
undue.” 


REVENUE FREIGHT LOADING 


“Loading of rtvenue freight for the week ended on March 
7 exceeded the corresponding weeks in all previous years on 


record,” says the car service division of the American Railway 
Association. 


“The total for the week was 930,009 cars. This exceeded 
by 628 cars the corresponding week last year and by 24,665 
cars the corresponding week in 1923. It also exceeded by a 
wide margin the corresponding week in 1920, 1921 and 1922. 


“The total for the week also was an increase of 67,099 
cars over the preceding week this year when loadings were 


reduced owing to the observance of Washington’s Birthday on 
Monday, February 28. 


“Except for live stock, coke and ore, increases over the 
preceding week were reported in the loading of all commodi- 
ties, the largest gains being in the loading of merchandise and 
less than carload lot freight, miscellaneous freight and coal.” 

Loading by districts the week ended March 7 and for the 
corresponding period of 1924 was as follows: 


Eastern district: Grain arsd grain products, 7,856 and 9,030; live 
stock, 2,574 and 3,071; coal, 41,412 and 45,708; coke, 2,566 and 3,455; 
forest poe 6,772 and 7,800; ore, 1,600 and 2,123; merchandise, 

L., 73,191 and 68,972; miscellaneous, 82,524 and 87,593; total, 
1925, "218, 495; 1924, 227, 752; 1923, 220,041. 


Allegheny district: Grain and grain products, 2,853 and 2,960; live 
stock, 2,137 and 2,415; coal, 44,588 and 48,209; coke, 6,304 and 7,525; 
forest products, 3,439 and "3,636; ore, 2,379 and 2,795; mercharslise, 


C. L., 52,693 and 51,897; miscellaneous, 75,110 and. 75, 067; total, 1925, 
Tio. 503; "1924, 194,504; 1923, 193,109. 


Pocahontas district: Grain and grain products, 173 and 268; 
stock, 57 and 64; coal, 27,906 and 29,385; coke, 546 —- 497; forest 
products, 1,597 and i; 694; ore, 195 and 129; "merchandise Cc. ia 


7,277 
7,014; miscellaneous, 4,022 and 4,418; total, 1925, 41, Ta9s 1924, 43,- 
469; 1923, 35,9 


Southern » a Grain arsd grain products, 3,685 and 3,972; live 
stock, 2,000 and 2,120; coal, 22,341 and 21,860; coke, 1,106 ‘and 997; 
forest products, 25, 257 Py 24, 418; ore, 1, 483 and a3 603: merchandise, 
Ix. ©. ag €1,089 and 0,729; miscellaneous, 58,958 and 53,296; total, 
1925, 155, 919, 1924, 148, 995; 1923, 146,564. 


Northwestern district: Grain and grain products, 11,831 and 12,033 
live stock, 8,478 and 10,482; coal, 7,820 and 6,184; coke, 1,819 and 1, 393; 
forest products, 24,713 and 27, 194; ore, 845 ‘and 862; mercharaiise, 
Cc. L., 30,422 and 29, 476; miscellaneous, 33,518 and 32, 729; total, 1925, 
119, 446; 1924, 120,353; 1923, 118,586. 

Central Western district: Grain and grain ee 12,320 and 
12,868; live stock, 10,722 and 11,004; coal, 14,789 and 14,230; coke, 313 
and 286; forest products, 10,696 "and 10, 051; ore, 3,346 and 2,857; mer- 
chandise, iL. 37,163 and 37,122; miscellaneous, 48,650 and ‘44, 553; 
total, 1925, 137, 999: 1924, 132,975; 1923, 136,289. 

Southwestern district: Grain and grain products, 5,227 and 5,157; 
live stock, 2,234 and 2,003; coal, 4,675 and 4,216; coke, 171 and 171; 
forest products, 9,060 and 8, 795; ore, 476 and 694; merchandise, L. C. 
L., 15,502 and 15, 413: miscellaneous, 29,529 and 24, 888; total 1925, 66,- 
874; 1924, 61,337; 1923, 54,836. 

Total, all roads: Grain and grain products, 43,945 and 46,288; 
live stock, 28,202 and 31,159; coal, 163,531 and 169,792; "coke, 12,829 and 
14,324; forest products, 81, 534 and 83, 588; ore, 10, 324 and 11, 063; mer- 
chandise, L 257, 337 and 256,6 332, 311 and 


2: = ,623; miscellarseous, 
322,544; total, 1925, 930, 009; 1924, 929,381; "1923, 905,344. 


Compared by districts, all showed increases over the pre- 
ceding week in the total loading of all commodities. The 
Southern, Central Western and Southwestern districts were 
the only ones to show increases over the corresponding week 
in 1924. Increases over the corrtsponding week in 1923 were 
reported in all except the Eastern and Allegheny districts. 


Loading of revenue freight this year compared with the 
two previous years follows: 


live 


i 1925 1924 1923 
Five weeks of January........... 4,450,993 4,294,270 4,239,379 
Four weeks of February ......... 3,619,326 3,631,819 3,414,809 
Week of March Tth....cccvcseccccss 30,009 929,381 "905, 344 
EE acwucweeous abacus ecce 9,000,328 8,855,470 8,559,532 


——- 


TRAIN CONTROL CASE 


The Commission has been notified that the federal court 
for the southern district of New York will hear the application 
of the Delaware & Hudson for an injunction in the automatic 
train control device case, on March 27. The railroad, which 
did not complete the installation of the automatic devices in 
accordance with the order of the Commission by the day 
named, January 1, 1925, is seeking to have the order enjoined, 
annulled and set aside. Unless that is done, the railroad, in 
name, will be liable to fine of $100 per day for each day be- 
tween the day the installation should have been made and the 


day it is completed. The amount of the penalty to be exacted 
is fixed by the statute. 
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COMMISSION GRANTS INCREASES 


The Commission, in a mimeographed report on No. 11689, 
Marion & Eastern vs. Chicago & Eastern Illinois et al., has re- 
versed the original decision in this case, 68 I. C. C., 17, on fur- 
ther hearing, in which it denied the application of the short line 
for increased divisions. In the report on further hearing, it has 
found present divisions accorded to the complainant out of joint 
rates on coal from mines on its line, to interstate destinations, 
unjust, unreasonable and inequitable, but not unjustly discrimi- 
natory and prescribed just, reasonable and equitable divisions, 
retroactively to January 1, 1922. It found that the just, reason- 
able and equitable divisions were 24 cents per ton from January 
1, 1922, to June 30, 1922, both inclusive, and 22 cents per ton on 
and since July 1, 1922. The revision of the divisions as indi- 
cated in the finding is to be made on or before May 18. 

In the first report the Commission found the divisions not 
unjust, unreasonable, inequitable, or unjustly discriminatory and 
dismissed the complaint. In the report on further hearing the 
Commission said the original report dealt with the Marion & 
Eastern’s financial operating result for 1919 and the first six 
months of 1920, and the finding rested in part upon an estimated 
favorable return on the claimed value of the company’s property 
for those and future years. In arriving at that estimate Mr. 
Campbell said certain amounts improperly treated as operating 
expenses were deducted and allowance was made for increased 
freight and passenger revenue under the general increases of 1920, 
increased coal tonnage, and reductions in operating expenses 
under the general downward trend of labor and other costs. As 
to the complainant’s condition, the report says: 


Complainant’s divisions and passenger fares were increased and a 
marked increase in its coal traffic is shown, but it now appears that 
its accounts there considered were inaccurate, that compelling cir- 
cumstances required substantial increases in its wage scale, and that 
other factors beyond its control contributed to increased operating 
costs, so that since 1919 its revenues have been insufficient to pay 
operating expenses, taxes, and hire of eauinpment. In fact, its finan- 
cial situation is now so acute that it asks preferred and favorable 
consideration of this case in order that it may quickly secure relief. 
failing which it asserts, and the record indicates, that discontinuance 
of operations and liquidation of its affairs is imminent. 


The connections of the Marion & Eastern contended that its 
accounts included excessive charges to administration and su- 
pervision, particularly for travel by the president and general 
manager; that certain charges to law expenses, for premiums 
on insurance policy on the life of the president and general man- 
ager as further security for a bond issue, and to depreciation on 
way and structures should be eliminated; and that the passenger 
service of the Marion & Eastern placed a burden on coal traffic 
to which they might not be required to contribute through in- 
creased divisions. The Commission said the travel expenses 
seemed too high but it added that the Marion & Eastern appeared 
to have kept its operating costs well within reasonable limits 
except as to the items for travel and related items of expense. 
In disposing of the matter, it said: 


Continued operation of the complainant line is of essential im- 
portance to the transportation needs of the public in the territory 
which it serves. As stated, it serves exclusively five coal mines, and 
another mine local to its line is now being opened. The five mines 
were developed in 1916 and later years, are modernly equipped, and 
represent an investment of over $3,000,000. They have produced and 
shipped great quantities of coal. It is estimated that upwards of 
40,000,000 tons of coal tributary to complainant’s line remain to be 
mined. Coal fields in the western part of Williamson County around 
Herrin are rapidly becoming exhausted and the miners and their fam- 
ilies are moving into this comparatively new field in the eastern part 
of the county with resulting increase in population and business 
activities along the line, including the extension of electric power 
lines and the erection of generating stations. The population of 
Pittsburg and Paulton, served only by complainant, is approximately 
2,500 and 1,500, respectively. The miners have invested over $1,000,000 
in homes at Pittsbure. 

The Supreme Court has spoken of the provisions of the interstate 
commerce act concerning divisions as ‘‘an integral part of the ma- 
chinery for distributing the funds expected to be raised by the new 
rate-making sections.’’ Under those sections we authorized general 
increases in freight rates, including those on coal here considered, 
effective August 26, 1920, to enable the carriers in the respective 
groups, under honest, efficient, and economical management and 
reasonable expenditures for maintenance of way, structures, and 
equipment, to earn an aggregate annual railway operating income 
equal, as nearly as may be, to a fair return upon the aggregate value 
of their property held for and used in the service of transportation. 
Increased Rates, 1920, 58 I. C. C. 220. Applying all of the elements 
required by the statute to be considered in prescribing divisions of 
joint rates to the facts disclosed upon the record in this case, we 
are of opinion that complainant is lawfullv entitled to a larger share 
of the increases just mentioned than was accorded it. 

Defendants’ contention that we may not require any readjust- 
ment of divisions on the ground that the joint rates here considered 
were not established pursuant to a finding or order by us, and that in 
any event such readjustment should not extend back of May 31, 
1924, the date of the further hearing, is not sustained. Complainant’s 
petition requested a reopening of this case upon all of the issues in 
the complaint as amended prior to the original hearing, and that 


THE TRAFFIC WORLD 


| Decisions of Interstate Com 


merce C 





ommission 





petition was granted. The amended complaint prays for a readjust- 
ment of divisions from March 1, 1920, and that prayer is now again 
before us. All of the joint rates here considered were established 
pursuant to our findings in Increased Rates, 1920, supra, and our later 
findings in Reduced Rates, 1922. 68 I. C. C. 676. We have found in 
a number of cases that rates so established come within the plain 
language of paragraph (6) of section 15, which gives us power to 
require a readjustment of divisions for the period subsequent to the 
filing of the complaint in cases where the joint rates were established 
pursuant to a finding or order of the Commission. New York Dock 
Ry. v. B. & O. R. R. Co., 89 I. C. C. 695. Under the circumstances 
of this case, however, we do not think that a retroactive adjustment 
should be required for the period prior to January 1, 1922. 

We find that the divisions received by complainant out of the 
joint rates on coal here under consideration were, on and after 
January 1, 1922, are, and for the future will be, unjust, unreasonable, 
and inequitable, but not unjustly discriminatory. We further find 
that the just, reasonaDle, and equitable division to be received by 
complainant out of such joint rates applving between January 1, 
1922, and June 30, 1922, both inclusive. would have been 24 cents 
per net ton; and that the just, reasonable, and equitable division to 
be received by complainant out of such joint rates applying on and 
after July 1, 1922, would have been, is, and for the future will be, 22 
cents per net ton. 


We further find that the just, reasonable, and equitable divisions 
of defendants out of said joint rates were. are. and will be, their. 
divisions reduced, respectively, by the amounts by which complain- 
ant’s corresponding divisions are increased. 


Commissioner Eastman concurred but he said he thought the 
record did not warrant retroactive adjustment of the divisions. 

Commissioner Hall, dissenting, treated the decision as one 
resting solely upon what was found to be the need of the Marion 
& Eastern and said that no other ground for increasing the divi- 
sions was shown in the record. 

Commissioner Cox also dissented but did not set forth his 
views on the questions raised in the case. 


THE LAW OF REPARATION 


In a report written by Commissioner Campbell on No. 12550, 
Barrett Company vs. Director-General, Pennsylvania et al., opin- 
ion No. 10207, 96 I. C. C., 226-8, the Commission re-stated the law 
as to reparation. The case was on reconsideration. The original 
report, 88 I. C. C., 5385, was modified, in part. Commissioners 
Hall, Lewis, Cox and McManamy dissented, without, however, 
stating their reasons for disagreeing with the majority. 

Two classes of shipments of rags, waste paper, cottonseed- 
hull shavings and cotton linters, in carloads, from Latrobe to 
Kingston, Pa., as parts of through movements from various in- 
terstate points to Kingston were under consideration. On one 
class of shipments, the ones on which the complainant paid the 
freight, in a physical sense, it awarded reparation. In the other 
class, in which the invoice price was made high enough to cover 
the freight, it denied reparation. 

In the original report, Commissioner Campbell said, the Com- 
Barrett Company vs. Director-General, Pennsylvania, et al., opin- 
mission found, among other things, that on and after March 26, 
1920, the rates on the commodities mentioned, between Latrobe, 
Pa., the junction point of the Ligonier Valley, a short line, with 
the Pennsylvania, and Kingston, as components of through rates 
between Kingston and various interstate points, were, are and for 
the future would be unreasonable to the extent they exceeded or 
might exceed specified amounts. It also found that the com- 
plainant paid and bore the freight charges on the outbound ship- 
ments and also on certain of the inbound shipments which were 
bought f. o. b. point of origin and on which the Barrett company 
paid the freight charges direct to the carrier. Reparation was 
awarded on such shipments. 

Some of the inbound shipments were bought, the Commis- 
sion said, at a price which included an amount sufficient to pay 
the freight charges and on which the complainant paid the 
charges and deducted them from the invoice price. On others 
the consignors prepaid the charges. On the last two classes of 
shipment the Commission found the complainant did not bear 
the freight charges and denied reparation. The further consid- 
eration was as to those classes. As to them the report says: 


In Missouri Portland Cement Co. vs. Director General, 88 I. C. C. 
492, report in which was issued subsequent to the original report in 
this case, we interpreted the law not to require us to go beyond the 
first step in the payment of freight charges. Following that deci- 
sion, we now find that on all of the inbound shipments on which 
complainant paid the freight charges to the carrier complainant was 
damaged in the amount of the difference between the charges paid 
and those which would have accrued at the rates found reasonable 
in the original report and is entitled to reparation with interest. 

On the remaining class of shipments the consignor prepaid the 
freight charges and included them in the invoice price, not as freight 
charges, but as a part of the price of the goods. The record con- 
tains no copy of the contract of sale, but the testimony of complain- 
ant is that these shipments were purchased f. o. b. point of destina- 
tion and that the contarct price was the price of the goods plus the 
freight charges. Complainant contends, therefore, that it paid and 
bore the freight charges and is entitled to reparation on this class of 
shipments also. 

In Missouri Portland Cement Co. vs. Director General, supra, we 
recognize the well-established rule of law that where the con- 
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signor tontracts with the railroad for the movement of the goods, 
but sells the goods f. o. b. point of origin and collects the freight 
charges from the consignee, the consignor is acting as agent, and 
the consignee is the undisclosed principal in the transaction. In 
such a case either the principal or his agent may sue in his own 
name. In the case of the class of complainant’s shipments now being 
considered the contract of sale called for a delivered price, which 
was arrived at by adding the freight charges to the market price 
f. o. b. shipping point. Complainant states that this form of con-, 
tract was used because the consignor, being located on a larger 
railroad, was able to secure more prompt adjustment of claims for 
overcharges than would have been possible with complainant. The 
contract calling for a price f. o. b. destination, the consignor was 
obligated to pay the freight charges, not for the consignee, but for 
himself. We have here, therefore, no question of principal and 
agent. Complainant’s claim fails to meet any one of the principles 
of law ander which a claim for damages may be maintained against 
a carrier: (1) That of privity of contract, the consignor having en- 
tered into the contract of shipment with the carrier as principal and 
not as agent for the consignee complainant; (2) that of principal 
and agent, because, the contract calling for a price f. o. b. destination, 
the consignee was not obligated to pay the freight charges and the 
consignor paid them not as agent but as principal; and (3) that laid 
down by the Supreme Court in Southern Pacific Co. vs. Darnell- 
Taenzer Co., 245 U. S. 531, to the effect that the general tendency of 
the law with regard to damages is not to go beyond the first step, 
the first step here having been taken by the consignor. Accordingly, 
reparation on such shipments must be denied, and in that respect 
our original report herein is affirmed. 


Complainant should comply with Rule V of the Rules of Practice 


with respect to the shipments on which it paid the freight charges 
to the delivering carrier. 


WESTBOUND RATES ORDERED 


An order intended to give operators of mines on the Vir- 
ginian in the New River.district of West Virginia the same rates 
on coal westbound as are used by some of their competitors has 
been issued, effective May 20, in connection with the Commis- 
sion’s report, written by Commissioner Hall, in No. 14454, Wyo- 
ming Coal Company et al. vs. Virginian, and No. 13832, Gulf Coal 
Company vs. Virginian et al. The territory to which the district 
rates will apply is that defined in C. & O., I. C. C., 8665, and sup- 
plements Nos. 14, 21 and 25 thereto; C. & O., 1. C. C. 9363; C. & 
O., I. C. C. 9206, supplement 1 thereto; C. & O., I. C. C. 9366; 
C. & O., 1. C. C. 9369; and C. & O., 1. C. C. 9368. 

In a mimeographed report on the cases mentioned the Com- 
mission found the*ates from mines on the Virginian in the New 
River district, to the destinations in the tariffs mentioned, unrea- 
sonable and unduly prejudicial to the extent they may exceed 
the rates contemporaneously maintained from main and branch- 
line points on the Chesapeake & Ohio in the New River district. 

Commissioner Cox, in a dissent, called attention to the fact 
that on coal from mines on its rails, sent westward, the Vir- 
ginian would have an average haul of only 64.7 miles, including 
the expensive assembling haul, as against a haul of about 444 
miles if the coal went eastward, the direction in which the build- 
ers of the Virginian intended to haul coal when they built that 
line and incurred great expense to procure a line of about 340 
miles in which the maximum grade would be only two tenths of 
one per cent. 

“In my opinion the extension of the group rates to the Vir- 
ginian mines is not necessary or desirable in the public inter- 
est,” said Mr. Cox. 

The complainants have mines at Hot Coal, Wyco, Jonben, 
Devil’s Fork, Corinne and Fireco. Those mines, the report said, 
were served exclusively by the Virginian. In the leading com- 
plaint the allegation was made that the rates to the territory 
covered by the Chesapeake & Ohio tariffs mentioned were unrea- 
sonable and unduly prejudicial. In the other complaint, the Gulf 
company alleged, among other things, that the failure of the 
Virginian to establish necessary track connections whereby the 
complainant’s mine might enjoy joint rates and joint service by 
the Virginian and the Chesapeake & Ohio, resulted in undue pre- 
judice to it and undue preference of competing mines which had 
joint rates and joint service through the medium of trackage or 
operating agreements specifically set forth. The complaint also 
alleged violation of the first, third, sixth and fifteenth sections of 
the act. In view of the finding the Commissioner said it was not 
necessary to discuss separtely those allegations. 

Petitions of intervention opposing the establishment of rates 
from the complainant’s mines on the New River district basis 
were filed by many operators of mines served exclusively by the 
Virginian or jointly by the two roads through trackage or oper- 
ating agreements, Mr. Hall said. 

Complainants’ mines and others served exclusively by the 
Virginian, 54 in all, Mr. Hall said, were the only mines in the 
Outer Crescent districts named by him which were denied the 
benefit of district rates. They were entirely surrounded, he 
said, by mines taking the district rates which the complainants 
sought, to the destinations in central territory. There were 45 
mines, he said, on the Virginian, within the New River district 
which received the benefit of the district rates under the track- 
age agreements. The combinations paid by the complainants, 
he said, ran from $1.14 to $2.52 per ton in excess of the district 
rates. The attorney for the Virginian, he indicated, was frank 
in speaking of the situation. Mr. Hall said the counsel said, in 
effect, that it was the policy of the Virginian to discourage west- 
bound movement from the mines on its line. Speaking of the 
combination rates, Mr. Hall quoted the counsel as saying “they 
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are not merely unreasonable rates—I will frankly say to your 
Honor that they are impossible rates.” In respect of the policy 


avowed and the prior cases bearing on the present cases, Mr. 
Hall said: 


Much evidence was introduced to show the advantages or dis- 
advantages which would result to complainants, to interveners, and 
to defendants from opening the western markets to complainants’ 
mines, and as to whether such action would be in the public interest. 
Irrespective of these considerations complainants are entitled to 
move their coal to any market at reasonable and nonprejudicial rates. 
We have repeatedly condemned the action of carriers in adjusting 
rates so as to impede or stifle the movement of commodities in any 
given direction. Cardiff Coal Co. vs. C., M. & St. P. Ry. Co., 13 
I. C. C. 460; Star Grain & Lumber Co. vs. A., T. & S. F. ay- Co., 
14 I. C. C. 364; Chamber of Commerce of Milwaukee vs. C., R, & P. 
Ry. Co., 15 I. C. C. 460; Wichita Board of Trade vs. A., T. & S. F. 
Ry. Co., 25 I. C. C. 625; Rates on Plaster and Gypsum Rock, 27 L. 
C. C. 67; Coal from W. Va. Mines, 59 I. C. C. 486. Complainants’ 
right and defendants’ duty in this respect are not affected by the 
fact that the Virginian was constructed and has been and is being 
improved, with a view to moving coal eastbound only. Hughes Creek 
Coal Co. vs. K. & M. Ry. Co., 29 I. C. C. 671; Coal from W. Va. 
Mines, supra. 

The Virginian refers to Loup Creek Colliery Co. vs. Virginian 
Ry. Co., 12 I. C. C. 471, decided November 6, 1907, wheré we refused 
to order the establishment of joint rates east and west to points 
outside of West Virginia via Deepwater and the C. & O. from a 
mine at Page, W. Va., on the Virginian, 9 miles south of Deepwater. 
At that time the Virginian’s line to Sewalls Point was in course of 
construction. About half of it had been completed and was in opera- 
tion. The complainant was paying 10 cents for the movement frem 
Page to Deepwater and the district rates beyond. This amount com- 
pared favorably with that paid by other operators on independent 
short lines connecting with the C. & O. within the district. At that 
time the C. & O. did not accord district rates from mines on any 
independent short-line connection, and to do so from mines on the 
Virginian would have resulted in undue prejudice. At the present 
time the situation is reversed. The Virginian mines are the only 
mines in the district which are not accorded district rates. The 
position of the Virginian is also reversed. There it supported, here 
it opposes, the establishment of district rates. 

At the hearing the freight traffic manager of the C. & O. as 
a witness for that defendant stated that although the C. & O. had 
opposed the establishment of district rates from small independent 
and lateral lines it regarded “the Virginian Railway as in quite a 
different situation.’’ As stated, the C .& O. accords district rates 
from all mines on its branch lines within the New River district 
and as a result of our orders in McKell Coal & Coke Co. vs. C 10) 
Ry. Co. and Nelson Fuel Co. vs. C. & O. Ry. Co., supra, from mines 
on the Kanawha, Glen Jean & Eastern and the Greenbrier & Eastern. 
In Coal from Sewell Valley R. R. Stations, 58 I. C. C. 261, we re- 
quired the maintenance of joint rates from mines on that line on 
the district basis and condemned the policy of withholding such 
rates from independent short lines, thus restricting the markets for 
their mines. It is testified by a witness for complainants, and not 
denied by defendants, that approximately 90 per cent of the coal 


ne on the C. & O. in its New River district comes from branch 
ines. 


Commissioner Hall said the two principal defendants, and 
those of the opposing interveners now having the benefit of dis- 
trict rates, expressed fear that the establishment of joint rates 
as prayed would so deplete the car supply of all mines, by reason 
of Virginian cars being sent on long hauls to central territory, 
that all mines, including those of complainants, would have to 
suspend operations to an even greater extent than heretofore, in 
periods of car shortage. The Virginian estimated that under 
joint rates 2,000,000 tons would move westbound. The complain- 
ants estimated just half that amount. The opposing interveners, 
Mr. Hall said, took the position, as set forth by one of their wit- 
nesses, that by allowing a rate west over the Virginian, the Com- 
mission would depreciate their properties on the Virginian and 
stop them “from making good money” which he hoped the Com- 
mission would not do. 

“It is this ability to choose markets which these interveners 
would deny to complainants,” said Mr. Hall. Other opposing in- 
terveners, those whose mines were served exclusively by the 
Virginian, Mr. Hall said, objected to the establishment of the 
district rates because they feared that the car supply of the Vir- 
ginian would be depleted to their disadvantage. He said that 
whatever might have been the policy of the Chesapeake & Ohio 
in respect of the extension of its district rates to mines within 
the New River district, the fact remained that, with the excep- 
tion of the mines on the Virginian, all mines on other lines con- 
necting with the Chesapeake & Ohio now enjoyed the district 
rates. He said that that road did not oppose the extension and 
that the counsel for the Virginian admitted the complainants 
could not compete with other mines in the district on account of 
the “impossible rates.” 

“No sufficient reason, from an operating standpoint, appears 
why the mines on the Virginian should be kept on a different 
rate footing from mines on the branch lines of the C. & O. or on 
independent short lines within the district,” said Mr. Hall. ‘“Un- 
der such circumstances it must be concluded that the prejudice 
against complainants’ mines is undue within the meaning of the 
act.” 

As to the issue of reasonableness, Mr. Hall said that under 
the circumstances of this case relative unreasonableness, rather 
than intrinsic reasonableness, because the important thing to be 
considered, and that other criteria, such as ton-mile earnings, 
fell into the background. That was by way of answer to the 
proposition of the Virginian that in view of the fact that the 
cost of handling the westbound coal, from the complaining mines 
to Deepwater, the interchange point, which it figured at 47.221 
cents per ton, and that Deepwater was the easternmost point 
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on the C. & O. from which the Kanawha rate applied, the low- 
est possible basis would be the Kanawha rate plus $1 per ton. 
In its computations the Virginian said the C. & O. could not 
possibly be expected to take, as a division on the westbound 
coal, anything less than the Kanawha rates, which range from 
10 to 25 cents per ton less than the New River rates. The Vir- 
ginian figured that it should have $1.01. Mr. Hall said the 
matter of divisions was not before the Commission in this pro- 
ceeding. 

The findings of unreasonableness and undue prejudice will 
leave no option to the carriers of meeting the situation by in- 
creasing instead of reducing rates. 

In his dissent Commissioner Cox said that “every car of coal 
moved westward would be equivalent to removing at least two 


and a half similar cars from the eastbound service.” Continu- 
ing he said: 


To move 2,000,000 tons of coal westbound the Virginian claims that 
5,000 additional cars costing $15,000,000 would be required. What- 
ever the expense, I question whether it would not be largely wast- 
age if the equipment is to be devoted to an uneconomical long-haul 
service not more necessary than that asked in this complaint. The 
Virginian would be compelled to rearrange its tracks within the 
district at considerable expense to accommodate the western move- 
ment; a cross current of traffic would be created which would in- 
crease assembling costs on all its coal, and on a substantial vol- 
ume of tonnage it woul dbe deprived of the line haul whereby it 
earns the funds necessary to maintain its present efficiency. In 
so far as the Chesapeake & Ohio is concerned, west of Huntington 
that defendant already moves, according to the testimony of one of 
its witnesses, its trains as close together as safety will permit. I 
am unable to agree that rates from mines on the Virginian in the 
New River district are unreasonable and unduly prejudicial to the 


extent that they exceed rates from mines on the Chesapeake & Ohio 
within that district. ° 


SULPHUR RATES AND ALLOWANCES 


The Commission has dismissed No. 13466, Texas Gulf Sul- 
phur Co. vs. Atchison, Topeka & Santa Fe et al., No. 18653, Same 
vs. Gulf, Colorado & Santa Fe et al., and discontinued No. 14916, 
allowances or divisions received by the Texas Gulf Sulphur 
Company, mimeographed. It has found rates on sulphur, in 
carloads, from Gulf Hill, Tex., to interstate destinations, and on 
imported fuel oil from Texas City to Gulf Hill, not unreasonable 
or unduly prejudicial. It has found the Texas Gulf Sulphur Co. 
not entitled to an allowance from the Gulf, Colorado & Santa 
Fe for services in respect of shipments under the rates in con- 
troversy. 

Commissioner Hall, who wrote the report, said the com- 
plaining sulphur company operated a plant situated on a private 
spur, about three miles long, extending from Gulf Hill, a local 
station on the Gulf, Colorado & Santa Fe. In complaint No. 
13466, he said the sulphur company assailed, as unjust, unreason- 
able and unduly prejudicial, the carload rates on sulphur from 
Gulf Hill to all points in the United States, and alleged that the 
practice of the defendants in refusing to make a reasonable 
allowance to it for handling carload shipments of sulphur be- 
tween Gulf and Gulf Hill was and is unreasonable. In the 
other formal docket case he said a similar allegation was made 
in respect of fuel oil, from Texas City, to Gulf. In addition the 
refusal in respect of fuel oil was said to be also unduly preju- 
dicial. The other formal docket number was an investigation 
instituted by the Commission “concerning the justness, reason- 
ableness and equitableness of the allowances or divisions re- 
ceived by the Texas Gulf Sulphur Co. out of the rates applic- 


able to the transportation of sulphur, in carloads, from Gulf Hill 
to Texas gulf ports. 


The Freeport Sulphur Co. and the Union Sulphur Co., operat- 
ing mines at Freeport, Tex., and Sulphur Mine, La., respectively, 
intervened, Mr. Hall said, but did not oppose an allowance to 
the complainant, the former urging, on brief and argument, that 
if an allowance were made it should be upon established prin- 
ciples of accounting as to cost of service. 

Mr. Hall said the general issues presented were (1) whether 
the service performed by the complainant at its plant at Gulf 
and between that plant and Gulf Hill, or any part of it, was a 
service of transportation covered by the line-haul rates; and if 
so, (2) whether complainant was entitled to an allowance there- 
for from the Santa Fe, its trunk line connection, and if so (3) 
the maximum reasonable allowance which it should receive. 

The complainant owns the land upon which the switch 
tracks and all but 1.74 miles of the spur are located. The ex- 
ception as to the ownership of the land is where the spur is 
laid on the right of way of the Santa Fe. The sulphur com- 
pany owns two locomotives and 40 tank cars but it does not 
profess to be a common carrier. What freight it hauls for per- 
sons other than itself, the report says, is hauled without charge 
but about 98 per cent of the traffic is that of the sulphur com- 
pany, either inbound raw material and supplies, or outbound 
sulphur. The plant began operat ng, so far as shipments are 
concerned, in 1919. At that time the switching was done partly 
by the sulphur company and partly by the Santa Fe, each inter- 
est maintaining one locomotive. Neither of the engines was 
used in the service between Gulf Hill and the plant. Santa Fe 
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road locomotives were used between the junction and the plant 
storage tracks. Eventually, the report said, the sulphur com- 
pany elected to perform all switching at the plant as well as 
between Gulf Hill and the plant and so advised the Santa Fe, 
in April, 1921. Since that time the sulphur company has done 
all the work. That, Mr. Hall said, necessitated the building 
of storage tracks by the Santa Fe at Gulf Hill for the accom- 


modation of traffic to and from the plant. In disposing of the 
case the Commission said: 


The record clearly indicates that when complainant elected 
to perform the switching beyond Gulf Hill there was no agree- 
ment or understanding between it and the Santa Fe that it would 
be compensated by the Santa Fe. There is nothing of record to 
indicate that the Santa Fe was not willing to continue to perform 
the service or that complainant has since that time ever requested 
the Santa Fe again to perform such service. On brief and argu- 
ment counsel for the Santa Fe stated that it has always been 
ready and willing to perform the service, but has been prevented 
from so doing by complainant. 

The rates on traffic to or from complainant’s plant are pub- 
lished as applying to or from Gulf Hill. Since May 26, 1923, the 
Santa Fe has made an allowance of $9 per car to complainant on 
carloads of sulphur to Galveston, Houston, and Texas City, for 
export or coastwise movement. This allowance applies on about 
80 per cent of the outbound movement of sulphur. 
ance has been made on sulphur moving all-rail nor on inbound 
shipments of fuel oil, although substantially the same service has 
been and is performed on them by complainant as on the ship- 
ments of sulphur to the ports named. 

The record clearly indicates that complainant does not desire 
the Santa Fe to perform any of the switching at the plant, or 
between the plant and Gulf Hill, but only desires to receive an 
allowance for performing the service; that this switching must 
be done to meet the needs and convenience of the plant, and 
that it would not be satisfactory to complainant for the Santa 
Fe to perform all or a part of the switching. 

We are of opinion and find that one movement of inbound 
and outbound cars between Gulf Hill and complainant’s plant, 
substantially similar to the service performed by the Santa Fe’s 
road locomotives prior to April 22, 1921, is the only transporta- 
tion service which the Santa Fe may lawfully be required to per- 
form under the line haul rates. 

A carrier has the right to itself perform any transportation 
service which it may lawfully be required to perform. Atchison 
Railway Co. vs. United States, 232 U. S. 199. "When, as here, it 
is prevented from performing the service by the election of the 
industry to itself perform it, and when the service of the carrier 
would not meet the needs and convenience of or be satisfactory 
to the industry, as is also here the case, the carrier’s duty to 
perform the service is discharged, and consequently there is no 
obligation resting upon the Santa Fe to make an allowance 
to the Sulphur Company for performing the service. 

The allowance of $9 per car made to complainant by the 
Santa Fe was made wholly without consideration of the cost of 
the service to complainant, but solely to place complainant more 
nearly on a parity with its competitor, ‘the Union Sulphur Com- 
pany, intervener herein, which at that time had a rate of _73 cents 
per ton on sulphur to Sabine, Texas, from Brimstone Junction, 
La., the junction of the Southern Pacific system lines and the 
Brimstone Railroad & Canal Company, a common carrier subject 
to the interstate commerce act controlled by and serving the 
plant of the Union Sulphur Company. Divisions Received by 
Brimstone R. R. & Canal Co., 68 I. C. C. 375. This rate has since 
been cancelled and the same rate, 97 cents per ton, now applies 
from Sulphur Mines, La., on the Brimstone Railroad & Canal 
Company, to Sabine and other gulf ports as that from Gulf Hill 
to Galveston, Houston, and Texas City. Out of the 97-cent rate 
the Brimstone Railroad & Canal Company receives a division. We 
instituted an investigation to determine the justness, reasonable- 
ness, and equitableness of this division as well as of the dividends 
received by this road out of other joint rates. Our examiner in 
his proposed report in that case recommended that the Brim- 
stone Railroad & Canal Company receive a division of $9 per 
ear for its haul from Sulphur Mine to its connection with the 
Southern Pacific lines. It was because of this recommendation 
that the amount of the allowance to complainant by the Santa 
Fe was fixed at $9 per car. The recommendation of the examiner 
was not adopted, and the maximum division to be received by 
the Brimstone Railroad & Canal Company for the haul referred 
to has not been finally determined. 

The Santa Fe’s desire to place complainant more nearly on a 
rate parity with its competitor, the Union Sulphur Company, ap- 
pears to have been due in part to a fear that it might lose com- 
plainant’s Gulf port traffic to a water route composed of com- 
plainant’s private canal connecting its plant with the Intercoastal 
Canal to Galveston. The record shows that this route cannot be 
used until the depth of the Intercoastal Canal is increased from 
five feet to nine feet. 

A commercial allowance such as the $9 per ton car received 
by complainant, made wholly without regard to the cost of the 
service, may defeat one of the main purposes for which the act 
to regulate commerce was passed. 

Upon this record we find that the rates assailed were not and 
are not unreasonable or unduly prejudicial. We further find that 
complainant was not and is not entitled to any allowance from 
defendant Gulf, Colorado & Santa Fe Railway Company for ser- 
vices in respect of shipments under those rates. 


MISROUTING REPARATION 


The Commission, in a mimeographed report on No. 15947, 
Bogue Supply Co. vs. Nevada Copper Belt and Director-Gen- 
eral, found that one car containing mining machinery, shipped 
in August, 1919, from Yerington, Nev., to Salt Lake City, was 
misrouted and awarded reparation amounting to $91.47, with 
interest from August 19, 1919. The complaint alleged the rate 
charged was unreasonable and in violation of the aggregate of 
intermediates part of the fourth section. It was filed infor- 
mally in 1921. When formally filed it was presented under the 
shortened procedure form. 

Charges were collected at a rate of $1.345. The report 
said that, apparently, the intention was to assess the charges 
at a rate of $1.35, a combination of 12.5 cents to Wabuska, the 
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Copper Belt Junction point, and $1.225, the rate of the South- 
ern Pacific from the junction to the final destination. 

Complainant contended that $1.08 was the proper rate, 
composed of 12.5 cents to the junction, 26.5 from the junction 
to Hazen, Nev., and a commodity rate of 69 cents to Salt Lake 
City. * 

The Commission said no violation of the fourth section 
was disclosed by the record. The shipment moved, after 
reaching the junction, on an unrouted bill, Southern Pacific to 
Weso, Nev., and thence over the Western Pacific to destina- 
tion. It said the $1.225 factor used, from Wabuska, did not 
apply over the Western Pacific. It said the same wag true 
of the 69 cent factor mentioned by the complainant as 
applying from Hazen. It said the applicable rate over the 
route of movement was $1.725, composed of the undisputed 
factor of 12.5 cents to Wabuska, 82.5 cents from Wabuska to 
Weso and 77.5 cents beyond to Salt Lake City. 


At the time of the shipment, the Commission said, the 
Director-General was using the tracks of the Southern Pacific 
for westbound traffic and the parallel tracks of the Western 
Pacific for eastbound freight. The shipment, accordingly, was 
handled over the Western Pacific. But the Commission said 
that the shipper, in the absence of specific routing, the fact in 
this case, was entitled to the protection of the lowest rate 
over a reasonable route. It said the lines of the Southern 
Pacific from Wabuska to Ogden, and the Oregon Short Line 
from Ogden to Salt Lake City, formed a reasonable route. 


The Commission said a commodity rate of 69 cents, pub- 
lished from California groups to points in Utah, including Salt 
Lake City, applied over those lines under the intermediate 
provisions of the tariff as supplemented. The Director-Gen- 
eral contended, however, that the 69 cent rate did not apply 
from Hazen, inasmuch as the tariff naming the specific class 
rate from that point did not carry reference to the tariff nam- 
ing the former rate. The Commission, however, said the inter- 
mediate provision of the tariff naming the 69 cent rate did not 
contain any restriction making its application dependent upon 
reference being made thereto by other tariffs. It held that 
the $1.08 rate was the one to have been applied. It said the 
Copper Belt was not responsible for the misrouting. Its order 
requires reparation by the Director-General. 


VIRGINIA HARD COAL RATES 


A revision of hard coal rates, not later than June 1, in 
accordance with the terms of a fourth section order, is to be 
made in compliance with findings in No. 14334, City of New- 
port News, Va., vs. Baltimore & Ohio et al. A mimeographed 
report written by Commissioner Cox gives fourth section relief 
from which Commissioner Campbell dissented.. The Commis- 
sion found rates on prepared sizes of anthracite coal, from the 
Pennsylvania field to Newport News, Va., not unreasonable 
except to the extent that the rates via Cape Charles exceed 
$4.30 per long ton. The report also found the relative adjust- 
ment unduly prejudicial to Newport News and unduly prefer- 
ential of Norfolk and Richmond. The complaint alleged the 
rates were unreasonable, unduly prejudicial and unduly prefer- 
ential of Norfolk and Richmond. The complaint asked the 
Commission to prescribe rates by way of Richmond and by 
way of Cape Charles not higher than those contemporaneously 
maintained to Richmond and Norfolk. The report covers parts 
of fourth section applications No. 272 filed on behalf of the 
Pennsylvania; No. 1589, on behalf o the Reading; No. 1623, by 


yo of New Jersey; and No. 4966, by the Chesapeake 
io. 


The Pennsylvania, Commissioner Cox said, assumed the 
burden of the defense and referred, in his report, to the carriers 
as if there were only one defendant. He said that that com- 
pany conceded that a joint rate of $4.30 should be maintained 
by way of Richmond and also by way of Cape Charles through 
Port Norfolk. He said it defended that rate and the propriety 
of the resulting adjustment. It said that additional service 
by an additional carrier was required to serve Newport News 
beyond Norfolk and Richmond. It also contended that the 
rates on hard coal to those points were on a depressed basis. 
It further contended that water competition exerted a greater 
influence at Norfolk than at Newport News. 


The Commission, by means of fourth section order No. 
9106, gave relief so as to enable the carriers to make the 
adjustment in accordance with the following finding: 


We find that the rates assailed are not unreasonable except to 
the extent that the rate by way of Cape Charles exceeds $4.30 per 
long ton. We further find that the relative adjustment is unduly 

rejudicial to Newport News and unduly prefererstial to Norfolk and 

ichmond and that this prejudice would be removed by the publica- 
tion of rates to Newport News applicable by way of routes through 
Richmond and by way of routes through Cape Charles not more than 
51 cents higher than the rates contemporaneously in effect to Rich- 
mond or Norfolk. In view of the carriers’ statement that no thought 
had been given to increasing the Richmond or Norfolk rates and of 
their former willingness to publish the $3.91 rate to Newport News, 
no order will be entered but the carriers will be expected to pub- 
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lish rates in conformity with our findings within 60 days from the 
date of service of this report. 


HOG CASE DISMISSED 


The Commission has dismissed No. 15601, J. W. Patterson 
Commission Co., et al., vs. Central of Georgia et al., mimeo- 
graphed, finding the rates on hogs, from Atlanta and other points 
in Georgia to destinations in Ohio and Indiana not unreason- 
able or otherwise unlawful. The complainants alleged that by 
reason of the failure of the carriers operating south of the 
Ohio to publish rates on hogs, in double-deck cars, they were 
charged unreasonable, unjustly discriminatory and unduly preju- 
dicial rates. In disposing of the case the Commission said: 





In 1919 the director general of railroads, against the protest of 
the Southern established rates on hogs in double-deck cars from 
Montgomery, Ala., to Richmond, Va., and certair eastern points, 
which were later made effective from Atlanta. During the period 
covered by this complaint the rate per car to Richmond was $129.50, 
but_the tariff carrying that rate provided that the loading of hogs 
in double-deck cars would not be permifted. Complainants predicate 
their allegation of undue prejudice on defendants’ failure to publish 
double-deck rates to Cincinnati while mairtaining such rates to Rich- 
mond and assert that the existence of the latter rates had a tend- 
ency to depress the prices at which complainants sold their hogs in 
Ohio and Indiana. Their testimony on this point will not support a 
finding that they suffered damage from a violation of sectior 3. 

Prior to May 16, 1923, there were few rates on hogs in double- 
deck cars in southern territory. The southern lines for many years 
have been opposed to the use of such cars for the transportation of 
hogs on the ground that the empty movement is large, as they are 
not suitable for other kinds of freight, and that damage claims due 
to overloading are enharxed because of climatic conditions in the 
south. They published double-deck rates as a part of the readjust- 
ment of southern livestock rates which resulted from the Live Stock 
case, 74 I. C. C, 419, and thereupon acquired a few double-deck cars, 
but shipments tendered for transportation in such cars are generally 
carried in single-deck cars under two-for-one rules. 

The readjustment which followed the Live Stock case, supra, was 
agreed upon as a compromise by the carriers and shippers at the 
hearing in that proceedirg, and we did not pass upon the reasonable- 
ness of the resulting rates. The publication of the double-deck rate 
and a reduced single-deck rate on hogs from Atlanta to Cincinnati 
under that readjustment is, in itself, insufficient to establish the un- 
reasonableness of the former rate, as applied to either single or 
multiple shipmersts. Complainants call attention to the rate of 51 
cents per 100 pounds on hogs in double-deck cars for 567 miles, which 
is the distance from Atlanta to Washington Court House, prescribed 
from the southeast to Fort Worth. Texas, in Armour & Co. vs. 
C. of G. Ry. Co., 81 I. C. C. 33. That case was decided after the 
southern carriers had agreed to publish double-deck rates within 
the southeast and the scale there prescribed was necessary to make 
the rates between the southeast and southwest consistent with those 
in effect within the two territories. 

_ Defendants coreede that the rate of $112.50 from Atlanta to Cin- 
cinnati was out of line with other contemporaneous rates which could 
be shown, but they instance a large number of rates on hogs between 
points in the southeast and various Ohio and Mississippi River cross- 
ings, with which it compares favorably. They also show that the 
revenue on hogs from Atlanta and Hazelhurst, Ga., to Cincinnati 
was considerably lower than that derived from the transportation of 
lumber, marble, cast-iron pipe, pig iron, naval stores and hides to 
Cincinnati from the same and other important points of origin in 
the southeast. We find that the rates assailed were not unreasonable 
or otherwise unlawful. The complaint will be dismissed. 


Commissioner Campbell, pointing out the car-mile earn- 
ings on shipments to southern Ohio points, said he thought 
them too high and that the Commission should have found 
them unreasonable at least to the extent they exceeded those 
published May 16, 1923. The shipments in question were made 
in the first four months of 1922. 


CEMENT CASE DISMISSED 


The Commission has dismissed No. 14914, Oklahoma Port- 
land Cement Company vs. St. Louis-San Francisco et al., mime- 
graphed, finding that the rates on cement, from Ada, Okla., to 
destinations on the Texas & Pacific, directly intermediate to 
New Orleans, higher than to New Orleans, had not been shown 
to have been unreasonable. It further found that the propriety 
of the relationship of the rates to New Orleans and to the inter- 
mediate points involved, should not be determined in advance 
of a hearing on the fourth section applications under which the 
Texas & Pacific maintained the lower rate to New Orleans. The 
applications were not set for hearing in connection with this 
case. The intermediate points are around Alexandria, La., south 
of Shreveport, on that part of the Texas & Pacific after it makes 


- bend to the south and runs along the Red and Mississippi 
vers. 


REPARATION ON LINSEED OIL 


A finding of unreasonableness and an award of reparation 
have been made in No. 15310, Pratt & Lambert, Inc., vs. New 
York Central et al., mimeographed, as to rates and the charges 
thereunder, on linseed oil, from New York harbor points, to 
Black Rock and Buffalo, N. Y., and Bridgeburg, Ont. The com- 
plaint alleged the rates imposed on imported linseed oil were 
unreasonable, unjustly discriminatory and unduly prejudicial to 
the extent they exceeded the contemporaneous rates on cotton- 
seed and other vegetable oils. Thirty-nine shipments moved 


over the New York Central to Black Rock and Buffale, while 
thirty-three moved over the West Shore, New York Central and 
Michigan Central to Bridgeburg. Fifth class was imposed. The 
cottonseed oil rates contemporaneously in effect were commodity 
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rates, approximating, the Commission said, sixth class. Upon 
the record in this case and the rule laid down in Midland Lin- 
seed Products Company vs. Director-General, 68 I. C. C., the 
Commission made the finding of unreasonableness and awarded 
reparation. The railroads did not oppose the entry of an order 
awarding reparation, if the complainants paid and bore the 
charges. 


BURLAP BAG REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15457, Jackson Traffic Bureau for Gober’s 
Great “8” Milling Company vs. Illinois Central, mimeographed, 
as to the rates on burlap bags, in carloads, and the charges 
thereunder, from New Orleans, to Jackson, Miss., between Octo- 
per 29, 1921, and April 27, 1922. The complaint was that the 
rates were unjust, unreasonable, unduly prejudicial and in viola- 
tion of the long and short haul provision of the fourth section. 
The prayer was for reparation only. Rates of 50 and 48.5 cents 
were imposed. On July 10, 1922, a commodity rate of 29 cents 
was established. The Commission found the assailed rates un- 


reasonable to the extent they exceeded 36.5 cents and awarded 
reparation to that basis. 


NEW LEPIDOLITE RATE 


The Commission in a mimeographed report on No. 15085, 

State Corporation Commission of New Mexico et al. vs. Atchison, 
Topeka & Santa Fe et al., has condemned, as unreasonable, a 
combination rate of 66 cents on lepidolite, a mineral used in 
making so-called opaque glass, such ag is used in fruit jar tops 
and indirect lighting fixtures, from Embudo, N. M., to Wheelng, 
W. Va., awarded reparation and ordered the establishment of a 
rate, not exceeding 51 cents per 100 pounds, on an 80,000 pound 
minimum, not later than May 18. It awarded reparation to the 
Mineral Mining & Milling Corporation, on shipments since July 
1, 1922. 
’ The complaint was that the combination was unreasonable, 
unjustly discriminatory and unduly prejudicial as compared with 
the rate on fluorspar from more distant points. The report said 
they sought a rate of 51 cents equivalent to the $10.20 per ton 
rate of fluorspar from Silver City, N. M., to Wheeling, and repa- 
ration. It said the railroads declined to establish that rate 
from Embudo largely because of the failure of the eastern and 
western lines to agree upon divisions. 


COAL SCREENINGS RATES 


The Commission has dismissed No. 15430, Ford Roofing 
Products Co. vs. Director-General, Chicago & North Western 
et al., finding rates on coal screenings, from Cantrall, Spring- 
field and Pana, Ill. to Lyons, Ia., between January 2, 1918, and 
January 3, 1920, not unreasonable. The complaint alleged the 
rates were unreasonable, unjustly discriminatory and unduly 
prejudicial. Lyons is within the switching limits of Clinton, 
la., three miles beyond Clinton station. The Commission said 
the case was based on the fact that higher rates were imposed 
to Lyons than to Clinton. The difference in rates, the Com- 
mission said, was due to an error in publication of tariffs, 
made in October, 1917 when a rate of 102.5 cents instead of 
112.5 cents was published to Clinton. It found that the earn- 
ings per car of 90,000 pounds to Lyons from Cantrall, were 
$50.63 and the ton-mile 6.32 for a haul of 190 miles. 





LIVE POULTRY CASES DISMISSED 


An order of dismissal has been made in No. 15619, Clayton 
N. Risser et al. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, and two sub-numbers, Albert Benton Wilkerson vs. 
Boston & Albany et al., and Live Poultry and Dairy Shippers 
Traffic Association vs. A. T. & S. F. et al., on a finding that 
rates on live poultry, between January 1, and June 30, 1922, 
from points west of the Mississippi river to eastern destina- 
tions were not unreasonable. The cases grew out of the fact 
that the eastern carriers did not make a ten per cent reduction 
in rates on live poultry on January 1, 1922, although the Com- 
mission gave them permission to do so. Shipments made on 
combinations based on the Mississippi did not obtain the bene- 
fit of the ten per cent reduction in the eastern factors. The 
Commission said that the fact that rates other than those on 
live poultry were reduced and the fact that such rates as were 
reduced caused a temporary disruption of a former rate rela- 
tionship wags not a sufficient basis for a finding that the rates 
not reduced and complained of were unreasonable. 


HANDLING CHARGE CASE 


The Commission has dismissed No. 15168, New Orleans 
Export Company, Ltd., vs. Illinois Central, et al., mimeographed, 
finding the charge for handling cottonseed cake over the Illinois 
Central docks at New Orleans applicable and not unreasonable. 
The complainant alleged that the handling charge of 50 cents 
per net ton collected on its shipments of cottonseed cake, ex- 
ported over the Illinois Central docks at New Orleans, between 
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October, 1922, and April, 1923, was illegal and unreasonable. 
The prayer was for reparation and the establishment of a 
charge of 25 cents per net ton. 

The shipments consisted of 87 cars of cottonseed cake, in 
bulk. They were placed by the Illinois Central at its Stuyvesant 
Docks where they were unloaded. They remained on the docks 
in excess of the free time, the report said, and storage charges, 
as well as the handling charge, were assessed. Only the 
handling charge was under assault. The question was as to the 
construction of tariff provisions. The complainant contended, 
the report said, that any handling performed by the railroad 
was incidental to storage and that the cost thereof, under Item 
15 in Emerson’s I. C. C. Nos. 67 and 75, was included in the 
storage charges and that the handling charge, theregore, was 
inapplicable. The Commission said the handling charge covered 
handling to or from shipside. Under rule 4, it said, the handling 
charge would apply to shipments handled to shipside from 
either cars or storage, but under complainant’s contention that 
any handling performed by the defendant was incidental to 
storage charges and that the handling charge, therefore, was 
shipment handled between cars and storage and between storage 
and shipside. It said that unless the “cost of handling inci- 
dental to storage” included in the storage charges was the 
published charge for handling to or from shipside, complainant’s 
position was untenable. It said there was no published charge 
for handling except that to or from shipside. It said that if it 
accepted the complainant’s view as correct, “cost of handling 
incidental to storage,’ and the charge for “handling to or from 
shipside,” would become synonymous, and the latter charge 
would apply only to shipments handled between cars and ship- 
side. It said the tariff, under such a construction, would be 
made contradictory in its terms. Obviously, it said, such a 
construction should not be placed upon it unless clearly required 
by the tariff itself. 

“We are of opinion that the ‘cost of handling incidental to 
storage’ included in the storage charges was not the published 
charge for handling to or from shipside,” said the Commission, 
“and the fact, if it were a fact, that the point of storage and 
shipside did, in some instances coincide, would not change the 
situation. In those instances the charge would not be applicable 
for the handling to or from shipside and not for that incidental 
to storage.” 

The Commission said that the complainant asked, in the 
alternative, that the charge assailed be found unreasonable to 
the extent it exceeded and exceeds 25 cents per net ton. 


DEMURRAGE QUESTIONS CASE 


In a mimeographed report on No. 12756, Standard Under- 

ground Cable Company vs. Lehigh Valley, the Commission has 
found demurrage charges assessed at Maurer, N. J., on certain 
shipments, inapplicable, and awarded reparation. It held the 
applicable charges not unreasonable. The complainant alleged 
that demurrage charges of $5,888 exacted from it on cars of desig- 
nated commodities, principally copper and coal, delivered to 
its plant at Perth Amboy and released in June and July, 1920, 
were inapplicable and unreasonable. The prayer was for repara- 
tion. The demurrage account of the complainant for August, 
1920, the Commission said, was unpaid and awaited the outcome 
of this case. It amounts to $2,127. 
The charges in question were assessed on cars released on 
and after June 10, 1920, but the Commission said they covered 
detention, beginning as far back as April. They arose in the 
period of the yardmen’s strike which continued until about April 
27. For slightly more than a year, prior thereto, an understand- 
ing had existed between the complainant and the defendant, the 
Commission said, that all cars for complainant would be given 
constructive placement upon arrival and that no cars should be 
delivered, except upon request, for cars containing specific com- 
modities. On April 15, the complainant wrote to the Lehigh Val- 
ley agent that: “We have on hand in your yard, constructively 
placed, 15 cars of coal, 8 cars of copper, 2 cars of empty reels, 
1 car of yarn, 1 car of lumber and 1 car of lead, upon which de- 
murrage automatically ceased on April 10, at 6 P. M., as we have 
had no drill service since. Until such time that you are in posi- 
tion to place within our plant these cars for unloading, we 
shall consider demurrage rules non-operative and these cars free 
from further assessment of demurrage charges until actually 
placed.” 

On May 5, the Commission said, the complainant sent the 
following written order to the Lehigh Valley: “Kindly place all 
cars that arrive, or are at present constructively placed in your 
yards, until further orders, and conditions become normal.” 

That order, the Commission said, was disregarded by the 
Lehigh Valley. The agent of the defendant, at Perth Amboy, it 
said, continued to issue written notices of constructive placement 
and to deliver to complainant such cars, as, from his knowledge 
of its track layout, he thought complainant could accept. On 
June 2, 1920, the complainant again commenced to give orders 
for a specific number of cars containing certain commodities. 
The conductor of the crew then serving the locality embracing 
complainant’s plant determined from the number of cars at the 
plant, when a switching movement was. made, what cars could 
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be accepted and should be delivered on the next movement. Two, 
and occasionally three, of such movements were made each day. 
The Lehigh Valley insisted that it was not under obligation to 
deliver the entire number of cars on hand or to cancel demur- 
rage charges which had accrued thereon, but that its duty was 
only to provide a reasonable switching service and to keep the 
complainant supplied with sufficient materials for operation. 
There was no showing, the report said, that complainant sus- 
pended operation for lack of material after June 10, 1920, but it 
was compelled to haul coal by truck and to deliver by truck, its 
outbound shipments to the Pennsylvania and the Central of New 
Jersey in that month. The Lehigh Valley attorney asserted that 
the complainant ordered cars in excess of its ability to receive. 

The Commission considered the question of the ability of 
the complainant to receive cars and the significance of the two 
orders of April 15 and May 5. It said the notice of May 5 was 
a specific abrogation of the understanding that had existed be- 
tween the complainant and the Lehigh Valley. It said demurrage 
on cars under constructive placement accruing prior to the re- 
ceipt of the notice of April 15 was legal. Thereafter, it said, 
constructive placement could be made by defendant only if, be- 
cause of some act, neglect, or inability of the complainant to 
receive, actual delivery could not be effected. Actual tender by 
the defendant and refusal by the complainant was not made, 
it said. 

“In fact defendant was unable to make actual tender during 
the strike,” said the Commission, “nor is it shown that actual 
delivery could not be made because of any act, neglect, or in- 
ability of complainant to receive. The instructions for delivery 
of specific cars which complainant again commenced to give on 
June 2, 1920, were equivalent to a renewal of the agreement 
between it and defendant existing prior to April 15. It is not 
shown, however, that the orders given by the complainant on 
and after that date for the delivery of cars is in excess of its 
ability to receive. Clearly, complainant could have received 
more cars daily than were placed. In addition, it is shown 
that cars were delivered, not according to the dates of arrival, 
but according to the ease with which they could be taken by 
defendant from the yard.” 

The Commission found that the demurrage charges which 
accrued prior to April 16, 1920, were applicable; that those accru- 
ing on and after that date were inapplicable; that the demurrage 
charges applicable between April 16 and June 1, 1920, both in- 
clusive, were those accruing from dates of actual placement in 
that period to dates of release of the cars; that the demurrage 
charges applicable on and after June, 1920, were, on cars con- 
structively placed before that date, those accruing from the 
dates of actual placement on and after said date to the dates of 
release of the cars, and, on cars constructively placed on and 
after that date, those accruing from the dates of constructive 
placement, to the dates when ordered actually placed and from 
the dates of actual placement to dates of release of the cars, 
and that the applicable charges were not unreasonable. 


COMMISSION REVERSES ITSELF 


On further consideration in No. 14193, Great Western 
Paper Co. vs. Minneapolis, St, Paul & Sault Ste. Marie, mimeo- 
graphed, the Commission has reversed its original decision in 
88 I. C. C. 582, vacated its original order and dismissed the 
complaint. In the original report, the Commission found rates 
on bituminous coal, including screenings from Duluth and West 
Duluth, Minn., to Ladysmith, Wis., of $1.89 prior to July 1, 
1922, and $1.70 thereafter, unreasonable to the extent they 
exceeded $1.78 prior to July 1, and $1.60 on and after that date. 
The Soo Line filed a petition for rehearing which was denied. 
but the case was reopened for further consideration upon the 
present record. The effective date of order was not postponed 
and the rates prescribed were published in compliance therewith. 

On further consideration, the Commission viewed the matter 
in the light of its decision in Lake Dock Coal Cases, 89 I. C. C. 
170, and Great Western Paper Co. vs. C. & E. I, 93 I. C. C. 95, 
and came to the conclusion that the rates were not unreasonable 
or unjustly discriminatory. The order of April 2, 1924, the 
Commission said, would be vacated and the complaint dismissed. 

Commissioner Campbell, dissenting, said that the majority 
here reversed the findings in Great Western Paper Co., supra, 
upon the sole grounds that coal rates in Wisconsin were not 
constructed primarily with regard to distance. That fact. he 
said, was given due consideration at the time of the original 
decision. He said the previous findings should be reversed 
only upon a further hearing of all interested parties and upon 
a record clearly showing that the grouping arrangement now in 
effect in Wisconsin met with requirements of the law. He said 
the Commission had no such showing upon this record. 


_— 


FUEL OIL DIFFERENTIAL CASE 
A finding of unreasonableness and an award of reparation 
have been made in No. 16073, Minnesota Steel Company vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, as to rates 
and charges on fuel oil from points in Arkansas, Texas and Okla- 
homa, to Steelton (Duluth), Minn. The complaint involved the 
charges on 232 carloads of fuel oil shipped between August 20, 
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1922, and April 11, 1923. The complaint alleged they were un- 
just, unreasonable, unduly prejudicial to complainant and unduly 
preferential of other cities and consumers of fuel oil. The rates 
assessed were 49 cents from Arkansas and Oklahoma and 51.5 
cents from Texas. The question was as to whether the rates on 
fuel oil should be 6 cents under rates on the refined products. 
The Commission held they were unreasonable to the extent they 
exceeded 43 cents from Arkansas and Oklahoma and 45.5 cents 
from Texas. The Commission said the defendants made no at- 
tempt to justify the rates. 


OIL CASE DISMISSED 

The Commission has dismissed No. 14725, W. H. Barber 
Company vs. Chicago & Northwestern et al., mimeographed, find- 
ing rates on crude, fuel and gas oils, in carloads, from Clay Spur 
and Osage, Wyo., to points in South Dakota, Iowa, Minnesota and 
Wisconsin not unreasonable or otherwise unlawful. In this case, 
the complainant contended that it should have the benefit of the 
differential of the crude and fuel oils under rates unrefined es- 
tablished on crude and refined oils from the mid-continent fields. 
The Commission pointed out that in Refinite Company vs. Direc- 
tor-General, 91 1. C. C., 563, it found a rate of 34 cents not unrea- 
sonable on a carload of crude oil shipped July 12, 1918, from 


Lander, Wyo., to Ardmore, S. D., and refused to allow the dif- 
ferential. 


GREEN COFFEE CASES DISMISSED 


An order of dismissal has been made in No. 15294, Traffic 
Bureau of Nashville, vs. Illinois Central, et al., and No. 15456, 
Same, vs. Atlantic Coast Line, et al., mimeographed, on a find- 
ing that the import rate on green coffee, in carloads, from New 
Orleans, Jacksonville, Brunswick, Savannah and Charleston, to 
Nashville, Tenn., was and is not unreasonable or unduly preju- 
dicial. The rate challenged, as to reasonableness, was 49 cents. 
The defendant’s exhibits in general, the Commission said, were 
designed to show that the 49 cent rate to Nashville was not 
based on distance, but upon the competitive conditions caused 
by the rates of the carriers serving New York. The railroads 
contended that the rates in southern territory, as a rule, were 
relatively higher than in central and trunk line territories and 
that consequently even higher rates to Nashville than those 
assailed could be justified. 


PREPARED ROOFING RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates have been made in No. 15391, 
Philip Carey Company et al., vs. Cincinnati, New Orleans & 
Texas Pacific, et al.. mimeographed, as to rates and charges on 
prepared roofing and allied articles from Carthage and Lock- 
land, O., to points in Kentucky and Tennessee, intermediate on 
the lines of the defendants, to Knoxville and Chattanooga. The 
Commission found the rates were, are and for the future will 
be unreasonable to the extent they exceeded, exceed or may 
exceed the rates contemporaneously in effect to Knoxville and 
Chattanooga. It awarded reparation to Harriman Grain & Com- 
mission Co., Spring City Mill Company, Oneida Machinery Co., 
Philip Carey Co., Stephens & Muncy, Corbin Lumber Co., Mc- 
Comb Lumber Co., Diem & Wing Paper Co., Burns Brothers 
Lumber Co., and H. F. Cooper. 

Rates made on the basis indicated have been ordered put 
into effect not later than June 5 on statutory notice. 


EVAPORATED MILK RATES 


The Commission has dismissed No. 14934, Nestle’s Food 
Company, Inc., vs. Chicago & North Western, et al., mime- 
graphed, on a "finding that rates on evaporated milk, carloads, 
from Lodi, and Reedsburg, Wis. to Chicago and Clearing, a., 
are not unreasonable, unjustly discriminatory, unduly preferen- 
tial or unduly prejudicial. The complaint alleged the rates to 
be all the things the Commission said they were not. 


TRIPOLI RATES PREJUDICIAL 


A finding of undue prejudice and an order to remove it, not 
later than June 5, have been made as a part of its report in 
No. 151838, St. Louis Traffic Bureau, vs. Atchison, Topeka & 
Santa Fe, et al., mimeographed, as to rates on tripoli, in car- 
loads, from Seneca, Mo., to destinations in Central, Trunk Line 
and Canadian territories. The Commission found the rates 
from Seneca to St. Louis, East St. Louis, Peoria and Chicago, 
and to destinations in Central, Trunk Line and Canadian terri- 
tories, not unreasonable. The report also covers No. 15586, 
American Tripoli Co. vs. Annapee & Western, et al. The Com- 
mission found that the rates are unduly prejudicial insofar as 
the transportation takes place within the United States to the 
extent that the components beyond St. Louis exceed or may 
exceed amounts which have the same percentage relationships 
to the sixth class from St. Louis to the respective destinations 
as the rates on silica in carloads, from Tamms, IIl., to the same 
destinations bear to the corresponding sixth class rates from 
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Tamms to those destinations. That question of undue preju- 
dice arose in No. 15586. The complaint in No. 15183 was dis- 
missed. 


COFFEE RATE NOT UNREASONABLE 


An order of dismissal has been entered in No. 15745, Chat- 
tanooga Manufacturers’ Association et al. vs. New Orleans & 
Northeastern et al., mimeographed, the Commission finding an 
import rate of 49 cents on green coffee, carloads, from New Or- 
leans to Chattanooga, not unreasonable or otherwise unlawful. 
The Commission said the complainants’ main contention was 
that in view of the contemporaneous import rate of 49 cents from 
New Orleans to Louisville, Cincinnati, and other destinations 
more distant than Chattanooga, the rate assailed was unreason- 
able and should not exceed 39 cents. The defendants contended 
that as the New Orleans-Cincinnati rate was the same as the 
New York-Cincinnati rate for.somewhat similar distances, the 
former was subnormal and should be so considered in measuring 
the reasonableness of the New Orleans-Chattanooga rate on ac- 
count of the lower traffic density in the southern territory. 


CEREAL BEVERAGE REPARATION 


An award of reparation has been made in No. 13703, L. M. 
Cohen et al. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, on shipments of cereal beverages from St. Louis to 
Dallas and Fort Worth, Tex., in accordance with the findings in 
the former report, 88 I. C. C. C., 143. In that original report the 
Commission found the rates subsequent to June 30, 1922, were 
and for the future would be unreasonable to the extent they 
might exceed 70 cents per 100 pounds, and awarded reparation 
on shipments made prior to the hearing on July 25. The case 
was held open to permit the taking of testimony as to further 
shipments and on that further hearing the present award is 
founded. 


BANANA CASE DISMISSED 


An order of dismissal has been made in No. 14521, Lago- 
marcino-Grupe vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, the Commission finding rates on bananas, carloads, 
from New Orleans, and points taking the same rates to Hanni- 
bal, Mo., and points in Iowa, not unduly prejudicial. It, however, 
found fourth section violations, and directed their removal. It 
said complainants did not contend that the rates assailed were 
unreasonable. The fourth section departures, it said, were in 
connection with rates through Hannibal, Keokuk, Quincy and 
Burlington, the lower rates to the more distant Illinois destina- 
tions being applicable over the somewhat indirect routes through 
those points. The Commission said the departures were not 
justified by the defendants, were not covered by fourth section 
applications or orders and were unlawful. 


LINSEED PRODUCTS REPARATION 


In a mimeographed report on No. 13751, Midland Linseed 
Products Company vs. New York Central et al., the Commission 
found rates on linseed meal and oil cakes, in carloads, from 
Edgewater, N. J., to Toledo, O., and Waukegan, IIl., unreasonable 
to the extent they exceeded 23 and 29.5 cents. The case was dis- 
posed of on the basis shown in Midland Linseed Products Com- 
pany vs. Director-General, 89 I. C. C., 260. Charges were col- 
lected at the applicable sixth class rates of 37144 cents to Wau- 
kegan, and 2914 cents to Toledo. Reparation was sought to the 
basis of the contemporaneously applicable rate on gluten and 
glucose feed of 23 and 29.5 cents. F 


SUSPENDED TARIFFS 


In I. and S. No. 2362, the Commission has suspended from 
March 14 until July 12, schedules as published in Supplement No. 
9 to Louisiana & Arkansas I. C. C. 1255. The suspended sched- 
ules propose to cancel the rule for constructing combination 
rates on cotton and cotton linters in connection with rates on 
such commodities from stations on the Louisiana & Arkansas 
Railway and connections to various destinations in the United 
States and Canada and would result in increased rates in some 
instances. 

In I. and S. No. 2363, the Commission has suspended from 
— 14 until July 12, schedules published in the following 
ariffs: 

Supplement No. 17 to Baltimore and Ohio R. R. Co.’s I. C. C. 
No. 19648; Supplement No. 54 to Pennsylvania R. R. Co.’s I. C. C. 
No. F-1624; Supplement No. 40 to Pennsylvania R. R. Co.’s I. C. 
C. No. GO-13774; Supplement No. 12 to Pennsylvania R. R. Co.’s 
I. C. C. No. GO-13776; Supplement No. 37 to Pennsylvania R. R. 
Co.’s I. C. C. No. GO-13800; and numerous other tariffs issued by 
the Pennsylvania R. R. Co. It is proposed to increase the rates 
on brass, bronze and copper ingots, residues and other related 
articles, in carloads, from Pittsburgh, Pa., from Buffalo, N. Y., 
and points taking same rates, to eastern territory taking Boston, 
New York, Philadelphia and Baltimore bases and to points inter- 
mediate thereto, also to the Virginia Cities. The following ex- 
amples are illustrative: 
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The following figures, former, present—latter, proposed: From 
Pittsburgh, Pa., to Boston, 25—27; New York, 23—25; Philadelphia, 
21—23; Baltimore, 20—22. Buffalo, N. Y., to Boston, 2344—25; New 
York, Philadelphia, Baltimore, 21—23. 


In I. and S. No. 2364, the Commission has suspended from 
March 15 until July 13, schedules published in the following 
tariffs: Supplements Nos. 51 and 55 to joint tariff, Agent F. A. 
Leland’s I. C. C. No. 1641 and Agent B. T. Jones’ I. C. C. No. 
1462. The suspended schedules propose to reduce the rates on 
iron and steel articles, in carloads, from Birmingham, Ala, and 
related points to Texas gulf ports and points taking the same 
rates. The following examples are illustrative: 


Angle band and bar iron and steel, carloads, from Birmingham, 
Ala., to Beaumont, Galveston and Houston, Tex., present, 57; pro- 
posed, 53%. Steel piling, carloads, from Birmingham, Ala., to Beau- 
mont, Galveston and Houston, Tex., present, 64; proposed, 61. Iron 
and steel plate, carloads, from Birmingham, Ala., to Beaumont, Gal- 
ae and Houston, Tex., present, 57; proposed, 41. 


de 

In I. and S. No. 2365, the Commission has suspended from 
March 15 and later dates, until July 13, schedules contained in 
various tariffs issued by the Baltimore & Ohio, the Chicago & 
Eastern Illinois, the Pennsylvania and Boyd and Jones. The sus- 
pended schedules propose to restrict commodity rate items ap- 
plying on glue stock between points in Official Classification ter- 
ritory and from those points to various interstate destinations 
so that such items would not be applicable on glue stock articles 
which are edible ingredients of food for human consumption. 

In I. and S. No. 2366, the Commission has suspended from 
March 17 until July 15, schedules as published in supplement 
No. 14 to Chicago, Rock Island & Pacific I. C. C. No. C-11207. 
The suspended schedules proposed to cancel commodity rates 
on brick, drain tile and other clay products from Rockford, 
Mason City, Des Moines and Acme, Iowa, to Ashland, Wis. The 
following is illustrative: 


TO ASHLAND, WIS. 


From Present Proposed 
FROCHLOTE, TOW .sias'ssivin'ns'6's 0 0deieeicwnwevonssnsiewiocionecs 
ee CN. ON oon: 'oss- 00s 0:64 0 lod gre Sines oes sew ORs eieneeti 10 27 
SE ON Noo 0:s vn eb iw a elbnns'e6 46S eC beste eune 13 37 


In I. and S. No. 2367, the Commission has suspended from 
March 25 until July 23, schedules published in St. Louis-San 
Francisco I. C. C. No. 8474. The suspended schedules propose 
changes in rules governing transit privileges at Ada, Okla., on 
crushed limestone and shale inbound, and cement outbound, 
which are now under investigation in Docket No. 16640. 


COMMISSION ORDERS 


The Commission’s proceeding in Valuation No. 167, in re 
East Jersey Railroad & Terminal Company, has been reopened 
for further hearing. 


The Commission in No. 12358, Texas Live Stock Shippers’ 
Protective League et al. vs. Director General, A. & S. R. R., et 
al. (and consolidated cases), has denied the petition of the Pub- 
lic Utilities Commission of Kansas and the Chamber of Com- 
merce of Kansas City for further hearing and reargument. It 
has further ordered that the order entered in the leading case, 
No. 13619, Ross Bros. Horse & Mule Co. et al. vs. Union Pacific 
et al. and No. 13627, Burnett-Yount Horse & Mule Co. et al. vs. 
Abilene & Southern et al., as modified by the order of January 
12, 1925, to the extent that it affects rates from or to points in 
Kansas, Colorado and southern Missouri, respectively, to or 
from Wichita, Kansas City, St. Joseph and St. Louis, be post- 
poned until its further order, and that the cases be reopened 
for further hearing with respect to the reasonableness, lawful- 
ness and propriety of the interstate rates on horses and mules 
between the points mentioned. It has further ordered that 
the orders entered in all the cases bracketed with the leading 


case be postponed so as to become effective May 20 instead of 
April 20. 


The Great Falls Paper Company has been permitted to in- 
tervene in No. 16064, Crown Willamette Paper Company vs. 
Western Transp. Co. et al. 


The El Paso Freight Bureau, Crombie & Company, Mosson 
& Company, James A. Dick Company, Tri-State Grocery Com- 
pany and O’Banion & Wileman have each been authorized by 
the Commission to intervene in No. 16526, Pacific Coast Vege- 


table Growers & Shippers Transportation Committee et al. vs. 
Southern Pacific Co. et al. 


The Weatherford, Crump & Company has been permitted to 
intervene in No. 16527, Augusta Cotton Exchange et al. vs. Geor- 
gia & Florida Ry. et al. 

The Commission has denied the Director-General’s petition 
for reconsideration upon the record as made in No. 15346, 
Walsh Tie & Lumber Company et al. vs. Director-General. 

The Illinois Coal Traffic Bureau hag been permitted to in- 
tervene in No. 16665, the Southwestern Lumbermen’s Associa- 
tion et al. vs. Arkansas Valley Interurban Ry. et al. 

The Commission has denied the petition of the Cincinnati 
Chamber of Commerce and Merchants Exchange for modification . 
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of the orders of March 13 and 24, 1924, in No. 10122, Standard 
Time Zone Investigation. 

The Fort Frances Pulp & Paper Company, Ltd., Hennepin 
Paper Company, Itasca Paper Company, Manistique Pulp & 
Paper Company, Minnesota & Ontario Paper Company, and 
Watab Paper Company have been permitted to intervene in No. 
16226, Omaha Chamber of Commerce, Traffic Bureau vs. Aber- 
deen & Rockfish R. R. et al. r 

The Oklahoma Cottonseed Crushers’ Association has been 
permitted to intervene in No. 16510, American Feed Manufac- 
turers’ Association et al vs. Abilene & Southern Ry. et al. 

The petitioners in No. 16424, Baltimore & Ohio R. R. Co. 
et al vs. Chicago Junction Ry. Co. et al, have been granted 
permission to file on amended petition; the Commission at 
the same time denying the motion for dismissal of the petition 
made by the Chicago River & Indiana Railroad Company. 

The Commission’s proceeding in No. 12672, Barber Asphalt 
Paving Company vs. Lehigh Valley R. R. Co., has been reopened 
for further hearing solely on the question of the ability of the 
consignee to receive shipments during the period covered by the 
complaint. 

The Cosden & Co. has been authorized to intervene in No. 


16534, The National Refining Company et al. vs. C. C. C. & St. L. 
Ry. et al 


PEACE PROSPECT IN W. T. L. 


The Traffic World Washington Bureau 


The Commission has given sixth section permission to 
Boyd, Jones, and individual lines to cancel Western Trunk 
Line class rates now suspended in I. & S. No. 2319, on one 
day’s notice. This is the first step in the direction of another 
effort on the part of the carriers to dispose of the situation 
created by the report of the Commission on Indiana complaints 
against the hump in rates from northern Indiana to Twin Cities 
lying between the points of origin and Chicago. The effort 
abandoned by the cancellation of the tariffs ander suspension 
created the greatest storm that had been known in recent 
years in respect of any carrier proposal. Shippers claimed the 
rates were filed in violation of the spirit of co-operative effort. 

The measuring rate used in the formulation of a scheme of 
rates for Western Trunk Line territory was $1.08 applicable 
between Chicago and the Twin Cities. That yardstick, pro- 
testing shippers said, caused increases in the intermediate ter- 
ritory ranging from five to forty per cent. 


Indiana interests, the complaints of which afforded the 
Western Trunk Line carriers an opportunity to propose the in- 
creases, contended that the carriers could comply with the 
requirement of the Commission by reducing rates from the 
Indiana points of origin which. had complained. The carriers, 
however, threatened the situation as one involving nothing 
other than a third section question. They elected to remove the 
undue prejudice produced by the hump in Indiana, by proposing 
to increase rates from Chicago and St. Louis to Twin Cities. 
Shippers at those points contended that they were entitled to a 
hearing before anything of that kind was done and their protests 
caused the Commission to suspend the tariffs ten days before 
suspension was absolutely necessary—an unusual procedure. 
Usually the Commission waits until the day before tariffs are 
to be effective before putting out its suspension order. It does 
that, not because it desires to wait until the last minute, but 
because shippers, as a rule, do not file the data needed by it as 
the foundation for a suspension order, until the last minute. 
Shippers usually explain their lateness by saying that the 
carriers do not send them copies of their tariffs until long 
after they reach the files of the Commission. 


Cancellation of the suspended schedules will leave the 
shippers and carriers without any hampers to future action. 
A general meeting of shippers will be held at Chicago, March 
25, if present plans are carried out. At that meeting the steer- 
ing committee of shippers, which asked Director Hardie, of the 
Commission’s Bureau of Traffic, to suggest a plan for settle- 
of the dispute, will make its report. Cancellation of the sus- 
pended tariffs means that the carriers have definitely abandoned 
the proposal to make a class scale for the whole of Western 
Trunk Line Territory based on a rate of $1.08, first class, be- 
tween Chicago and Twin Cities. Director Hardie made sug- 
gestions as to what could be done in the matter, for the in- 
formation of the members of the steering committee. He was 
acting, not for the Commission, but as a friend of both shippers 
and carriers. His recommendations were given to the parties 
in interest, but he refused to make them public because the mat- 
ter was not under his control, but wholly under the control of 
the members of the steering committee. 

The day the sixth section applications for withdrawal of 
the tariffs were received by the Commission, Walter E. Mc- 
Cornack, of Chicago, in the course of arguments in an ap- 
plication for fourth section relief filed by carriers desiring to 
maintain lower rates between Chicago and Twin Cities than at 
intermediate points, told the members of the Commission’s 
division No. 4 that he understood the carriers would propose 
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class rates for Western Trunk Line territory based on a rate of 
$1 between Chicago and Twin Cities. There was, however, no 
confirmation of that report. On the contrary, there were ex- 
pressions of doubt among those in the Commission who had 
kept in touch with negotiations that had been going on in 
Chicago, as to the accuracy of the report that a dollar scale 
would be proposed. However, following the cue given them by 
Director Hardie, in treating the matter as something about 
which no Commission man had a right to express views or 
give information because it was a matter within the control 
of the carriers and shippers that had been holding conferences 
in Chicago, no indications were given as to what their under- 


standing was as to the nature of the compromise the western 
carriers would offer. 


NATCHEZ ROUTE DIVISIONS 


The Commission has taken charge of the controversy 
over the maintenance of the so-called Natchez route which 
broke out when the Gulf, Mobile & Northern transferred the 
Hattiesburg branch of its railroad to the Bonhomie & Hatties- 
burg Southern, a common carrier organized by men interested 
in the Tatum lumber enterprises, and the divisions to be made 
of the joint rates if the through route is maintained. It has 
instituted a proceeding, in respect thereto, formal docket No. 
16764. Its order instituting the investigation is as follows: 

The Commission having under consideration the question of the 
establishment and maintenance of through routes and joint rates, 
fares, and charges, and the divisions of such rates, fares, and charges, 
pertaining to the trarssportation of traffic over the Mississippi Cen- 
tral Railroad Company, Bonhomie & Hattiesburg Southern Railroad 
Company, Gulf, Mobile & Northern Railroad Company, and the 
Louisiana & Arkansas Railway Company and their connections from, 


to or via points on the Bonhomie & Hattiesburg Southern Railroad 
Company: 


It is ordered, That the Commissior,, upon its own motion, enter 
upon an investigation for the purpose of determining whether it is 
necessary or desirable in the public interest to maintain, or estab- 
lish and maintain, the through routes above described, and joint 
rates, fares, and charges on traffic thereover, and the terms and con- 
ditioms under which said through routes shall be operated, and also 


of prescribing just, reasonable and equitable divisions of such joint 
rates, fares, and charges. 


., it is further ordered, That the carriers above-named and all other 
railroads subject to the interstate commerce act participating in traffic 
over the routes above described be, and they are hereby, made re- 


spondents to this proceeding, and that this order be served upon 
each respondent. 


And it is further ordered, That this proceeding be assigreed for 


—— at such times and places as the Commission may hereafter 
rect, 


DIVISIONS DEFINITELY ORDERED 


The Commission has issued an order in Nos. 11892 and 
11893, United States War Department, Inland Waterways, Mis- 
sissippi-Warrior Service vs. Abilene & Southern et al., and 
Same vs. Same, prescribing divisions on sugar to be received 
by the Texas & Pacific, on traffic originating at stations in 
Louisiana and interchanged with the barge line at New Orleans. 
in accordance with the terms of the reports made in those case: 
on February 6, 1923, and October 14, 1924. The Texas & Pacific 
declined to comply with the findings made in the reports in 
those cases, hence the necessity for a definite order. The 
order also requires the barge line and the Texas & Pacific to 
share equally the charges of the New Orleans Public Belt rail- 
road.- The divisions are to be made as of October 27, 1923. 


REPARATION AWARDS 


The Commission has found the Bethlehem Steel Company, 
successor in interest of the Lackawanna Steel Company, en- 
titled to a reparation award of approximately $150,000 under 
its former report and finding in docket No. 8406 (Sub-No. 29), 
Lackawanna Steel Company vs. South Buffalo Ry., Director- 
General, et al. 

The Tide Water Oil Company and the Tide Water Oil 
Sales Corporation have been found to be entitled to reparation 
in the sums of $52,488.62 and $36,353.85, respectively, on ac- 
count of unreasonable rates charged on shipments of petroicum 
and its products from Bayonne, N. J., to interstate points in 
New York harbor in connection with the Commission’s find- 
ings on July 10, 1924, in No. 15493, Tide Water Oil Company 
et al. vs. East Jersey R. R. & Terminal Co. 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 14435, Public Service Commission 
of Indiana vs. B. & O. R. R. et al, have petitioned the Commis- 
sion to modify its order therein by excepting therefrom rates 
from Evansville, New Albany and Jeffersonville, Indiana. 

The defendants in No. 13898, Philip Carey Company et al 
vs Santa Fe et al, have filed a motion with the Commission 
asking for the postponement of the effective date of the order 
entered therein. 

The defendants in No. 14313 (and Sub. Nos. 1 and 2), Cer- 
tain-teed Products Corporation et al. vs. Arkansas & Louisiana 
Missouri Ry. et al. have petitioned the Commission to grant 
a rehearing therein and for a postponement of the effective 
date of the order entered therein. 
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March 21, 1925 


SHIPMENT MISROUTED 


An award of reparation has been recommended by Examiner 
Harris Fleming in a proposed report in No. 16057, Weldon, Wil- 
liams and Lick vs. Erie et al., on a finding that a carload ship- 
ment consisting of a printing press, forwarded from Paterson, 
N. J., to Fort Smith, Ark., was misrouted. 

The examiner said official, southern and western classifica- 
tions rated printing presses, in carloads, fifth class, sixth class, 
and class A, respectively, subject to a minimum weight of 24,000 
pounds. The shipment in question, he said, packed in five boxes 
and weighing 13,200 pounds, was tendered as a carload shipment 
with routing directions “C/O M. K. & T. at St. Louis C/O Fort 
Smith and Western at Crowder, Okla.” It moved over the Erie, 
the initial carrier, to Ohio City, Ohio, the Toledo, St. Louis & 
Western, to St. Louis, Mo., the M. K. & T. to Crowder, and the 
Fort Smith and Western to Fort Smith. The examiner said a 
combination rate of $1.565 was applicable over the route of move- 
ment. He said there was an outstanding undercharge of $6. He 
said over a route identical with the route of movement west of 
St. Louis, and to that point composed of the Erie to Croxton, N. 
J., the Pennsylvania in connection with the Richmond, Fred- 
ericksburg & Potomac, to Richmond, Va., and the C. & O., in 
—" with the B. & O., beyond, a combination rate of $1.26 
applied. 

Defendants urged that the shipment was billed by way of 
the direct and cheapest route known to the Paterson agent. It 
was contended that the route by way of Richmond was circuit- 
ous, was not a natural route and was never used. The examiner 
said it was well settled that shipper was entitled to have his 
shipments move over the cheapest route consistent with his 
routing instructions. He disagreed with the contention that the 
route via Richmond was not a natural route. He said the Com- 
mission should find that the Erie misrouted the shipment and 
that complainant was entitled to the difference between the 
charges paid and those that would have accrued if the shipment 
had been routed through Richmond. He said collection of the 
undercharge could be waived. 





ENTITLED TO LUMBER RATES 


In a report on No. 15911, Manufacturers’ Association of 
Chicago Heights, Ill., on behalf of Hartwell Brothers vs. Balti- 
more & Ohio Chicago Terminal et al., Examiner J. P. McGrath 
said the Commission should find unjust and unreasonable com- 
modity rates on handle material, not further finished than cut 
to shape, in straight carloads, or in mixed carloads with handle 
billets, from Marengo and Corydon, Ind., to Chicago Heights. 
He said. the Commission should find unreasonable the fifth class 
rate charged on a mixed carload of these commodities from 
Marengo to Chicago Heights and award reparation. The find- 
ing recommended by him, in full, is as follows: 


_ The commission should find that the rates assailed on handle 
billets were not and are not unreasonable, but that the rates on 
handle material, not further finished thars shaved or cut to shape, 
in straight carloads, or im mixed carloads with handle billets, were, 
are and for the future will be unjust and unreasonable to the ex- 
tent that they exceeded, exceed or may exceed the rates contempo- 
raneously in effect on lumber and handle billets from and to the same 
points; and that the fifth class rate charged on the shipment of 
handle billets and handle material, rot further finished than out to 
shape, was unreasonable to the extent that it exceeded the com- 
modity rate contemporaneously in effect on lumber and handle billets. 
There should be a further finding that complainant made the ship- 
ments as described, and paid and bore the charges thereon at the 
rates herein found unreasonable; that it has been damaged thereby 
in the amount of the difference between the charges paid and those 
that would have accrued on the basis of the rates herein found 
reasonable; and that it is entitled to reparation with interest. Com- 
plainant should comply with rule V of the Rules of Practice. 


RATE ON BROKEN SOAPSTONE 


A finding that the applicable sixth-class rate of 27 cents, 
governed by official classification, charged on 12 carloads of 
broken soapstone shipped in the period July, 1922, to Decem- 
ber, 1923, from Marriottsville, Md. to Stockertown Pa., was 
unreasonable to the extent that it exceeded $3.78 per net ton, 
and that reparation should be made to that basis, have been 
recommended by Examiner J. P. McGrath in a tentative report 
on No. 16307, T. P. Kelly & Company vs. Lehigh Valley et al. 
He also recommended that $3.78 per net ton be established as 
the reasonable maximum rate for the future. The shipments 
moved over the Baltimore & Ohio to Park Junction, Pa., the 
Philadelphia & Reading to Bethlehem, Pa., and the Lehigh 
Valley beyond, 199 miles. The examiner said a commodity 
rate on broken, ground or refuse soapstone of $3.78 per net 
ton, equivalent to 18.9 cents per 100 pounds, was contempo- 
raneously maintained by defendants from the same point of 
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origin to Pennsylvania and New Jersey points for distances 
ranging from 177 to 212 miles. 


REFRIGERATION CHARGES ON FRUITS, ETC. 


Dismissal of the complaint in No. 14808, Home Star Pro- 
duce Company vs. Southern Pacific Company et al., has been 
recommended by Examiner John H. Howell on a proposed 
finding that the complaint, which attacked as unreasonable 
refrigeration charges on carloads of vegetables and citrus 
fruits from points in the Imperial Valley of California to Fort 
Worth, Tex., was not supported by any evidence. The case 
was submitted under the shortened procedure. The exam- 
iner said complainant submitted no statement of facts as con- 
templated by the rules governing the handling of cases under 
the shortened procedure and that it merely stated a few con- 
tentions without any data in support thereof. He also said 
the complainant made no reply to the defendants’ rebuttal 
memorandum. 


RATES ON PIANOS 


Dismissal of the complaint in No. 15895, E. E. Forbes & Sons 
Piano Company vs. Alabama Great Southern et al., has been rec- 
ommended by Examiner R. L. Shanafelt on a proposed finding 
that rates charged on pianos, in carloads and less than carloads, 
from Hammond, Ind., and Steger and Oregon, Ill., to Birmingham, 
Ala., were not unreasonable or unlawful. 

Examiner Shanafelt said the rates sought were joint first- 
class rates on less than carloads, and joint commodity rates on 
carloads, minimum 12,000 pounds, contemporaneously named 
from the same points of origin to Mobile, Ala., in other tariffs, 
namely, Agent W. J. Kelly’s I. C. C. No. 1202 and the succeeding 
issue of Agent B. T. Jones’ I. C. C. No. 13862. He said the con- 
tention was that such rates were applicable to Birmingham un- 
der a so-called intermediate rule contained in those tariffs. The 
examiner held against the complainant on the question of tariff 
interpretation and said complainant introduced no evidence to 
support his allegation of unreasonableness. 


RATES ON PACKING HOUSE PRODUCTS 


An award of reparation has been recommended by Examiner 
John H. Howell in a proposed report on No. 15972, Armour and 
Company vs. Director-General, as agent, Chicago & Alton, et al., 
on a finding that shipments of packing house products, in car- 
loads, from Kansas City, Kan., and St. Joseph, Mo., to Washing- 
ton, D. C., were overcharged. One carload shipment from St. 
Joseph was charged at the rate of 78.5 cents. The defendants 
contended the applicable rate was 79 cents. A rate of 79 cents 
was collected on six shipments from Kansas City. The examiner 
found that the rate applicable on the shipments was 72 cents. 


TENTATIVE VALUATION REPORT 


In a tentative valuation report on the properties of the 
Wisconsin Central Railway Company, the Central Terminal 
Railway Company and the Gogebic and Montreal River Rail- 
road Company, as of June 30, 1917, the Commission has found 
final value for rate-making purposes as follows: Wholly owned 
and used, $44,445,800; used but not owned, $5,858,598; total 
owned, $44,445,800; total used, $50,284,398. The total used 
figure includes $5,250,000 for the property of the Central Ter- 
minal and $550,000 for the property of the Gogebic. 

The capitalization as of date of valuation was $66,631,828 
of which $16,119,600 was common stock, $11,265,300 preferred 
stock, $37,785,000 funded debt and $1,461,928 non-negotiable 
debt to affiliated companies. The investment in road and 
equipment was stated on the carrier’s books as $65,578,332 as 
of date of valuation. The report said if adjustments were 
made this amount would be $62,703,865. 


VALUATION BUREAU PLANS 


The Traffic World Washington Bureau 


Addition of 266 persons to the staff of the Bureau of Valua- 
tion of the Commission to speed up the work of valuing the 
properties of the railroads, bringing the total personnel of the 
bureau to approximately 600, has been determined upon by the 
Commission under the increased appropriation made available 
by Congress for that purpose. 

Commissioner Lewis, who has direct supervision of the 
Bureau of Valuation has sent out a call for “help.” In a letter to 
John E. Benton, general solicitor of the National Association of 
Railway and Utilities Commissioners, Commissioner Lewis out- 
lined the plan for increasing the staff of the bureau and urged 
that applications for positions be made by those having had 
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experience in state regulatory work. In his letter, Commissioner 
Lewis said: 


You have observed that Congress has given us additional ap- 
propriations to speed up the valuation of steam railroads, tele- 
graph and sleeping car companies and to bring primary valuation 
to a conclusion in a period of three years. We are now recruit- 
ing our forces for this work. The plan calls for the addition 
of 266 persons to our valuation bureau staff, raising it to a total 
of approximately 600. 

It seems that this enlargement of staff affords a most excel- 
lent opening to ambitious men now identified with state regula- 
tory work who seek the broader national field of experience and 
opportunity. This particularly is the case as to commissioners 
and ex-commissioners, examiners and attorneys and others who 
have had experience in the conduct of cases, the weighing or 
analysis of testimony and the writing of reports; or those who 
have, in the capacity of attorneys, advisers, councilors or other- 
wise, had training in the presentation of utility or carrier matters 
involving valuation to regulatory bodies. 

e are organizing practically from the ground up the elabo- 
rate machinery for the judicial side of the federal valuation. 
mean by that organization for the conduct of hearings. The law 
provides that after the tentative valuation of the carrier is 
served, thirty days in which to file protest is allowed. 


If un- 
protested the tentative valuation becomes final. It is estimated 
that we shall have about 600 more hearings on protest. We are 


organizing two staffs for this work. 


The first is a staff of examiners and reviewers. The plan 
calls for a total of 47 under the principal valuation examiner, a 
position which has been created and filled by the selection of Mr. 
M. A, Pattison, who is well known as one of our best examiners. 
He has been connected with the rate examiner’s staff for twelve 
years, but during the last two years has been identified with 
valuation work, handling some of our largest cases, among them 
the Great Northern, and the Santa Fe. The duties of examiners 
and reviewers are to hold hearings, prepare reports, etc., a most 
responsible work. Men who as commissioners, examiners, or in 
other capacities, have had training in state commissions are de- 


sirable for this work. Such training is to be given considera- 
tion in selecting men. 


The other organization that holds out opportunity for those 
who desire to enter the broader fields of regulation is the staff 
of 43 lawyers to be under Dr. C. W. Needham, the bureau’s 
solicitor. The duties of the lawyers are to represent the bureau 
and the broad public interest in the hearings on protest, and 
to brief and to argue the cases, before the commission. It is 
expected that those attorneys which show capacity will be called 
on to follow into the courts the cases which may be carried there 
on appeal. This work will be in the federal field, i. e., in the 
first instance before the Interstate Commerce Commission, and 
= — second instance in the federal courts up to the Supreme 
Sou 

The positions, when the staffs are assembled, will carry sal- 
aries ranging from $3,000 to $6,000. All are under the Civil Serv- 
ice, which means that eligibility must be established through the 
Civil Service Commission. The Civil Service examination an- 
nouncements are now in the hands of the printer and will be 
issued within the next week or ten days. These announcements 
will set out very fully requirements and duties, different grades 
of both attorneyships and examinerships and salaries in the 
grades. The new classification law requires that all who enter 
classified federal service shall enter at the minimum salary of the 
classification. In organizing practically new staffs of examiners 
and attorneys it will be possible, however, to make readjustments 
of salaries in the grades shortly after organization is perfected. 
I shall send copies of those Civil Service examination announce- 


ments to you as soon as they are released by the Civil Service 
Commission. 


Those who are unfamiliar with the federal civil service may 
over-emphasize difficulties. The examination for the higher posi- 
tions are to be non-assembled, which means that only papers will 
have to be filled out. For the lower grades the examinations will 
be assembled, which means that those taking it will have to go 
to some point for examination. This will not generally require 
very much of a journey as examinations will be held at various 
points over the country. We want to begin to take on our addi- 
tions to staff beginning almost at once, and to have our organiza- 
tion complete by July ist. 

he program now laid out covers a period of three years, and 
the maximum expectancy of employment must be limited to that 
period. <As in all government service, however, no employment 
can be offered extending beyond the period of the current appro- 
priations—a fact that is well understood by those connected with 
state commissions whose activities likewise are limited to, and 
dependent on, the appropriations made from legislature to legis- 
lature. While the program for completion of primary valuation 
which Congress has accepted by making appropriation for the 
first year, is limited to three years, the valuation law, now a part 
of the interstate commerce act, provides for keeping valuation 
current, and will be continuous. This means that a staff, prob- 
ably_reduced in size, must be continued as part, of our activities. 

The appeal, however, to those engaged in, or connected with, 
state regulatory work may chiefly lie in opportunity to enter the 
national field of regulation, which presumably offers a broader 
and ultimately a more lucrative field. Opportunity to live in the 
atmosphere of the national capital and engage in government 
activity will also appeal to others—an appeal which, as indicated 
by aspirations to government positions from members of the 
houses of Congress down, seems to be countrywide. Certainly the 
work before us offers opportunity to render essential and vital 
service to the nation. Nothing before the country today is more 
necessary than the valuation of its railways. 

I would greatly appreciate it if you would, through your bul- 
letin service, lay this matter before the state commissions. It 
would be greatly appreciated also if members of state commis- 
sions and members of their staffs would call this to the attention 
of those who have qualifications for this work, this opportunity 
for service. Let me add a personal illustration: I listed more 
than twenty “prospects” in Indiana—commissioners, ex-commis- 
sioners, members both past and present of the state commission’s 
staff, and attorneys, advisors, etc., of municipalities and utilities 
who appeared before us during my chairmanship of the Com- 
mission, who seemed to have a good grasp of the subject of 
valuation and who might be interested. To all of these the Civil 
Service examination announcements will be sent. Several of these 
“prospects” are already in touch with Dr. Needham, solicitor of 
the Bureau of Valuation, and Mr. M. A. Pattison, principal valu- 
ation examiner of the Bureau of Valuation. It would be greatly 
appreciated if those who may read your bulletin would favor us 
with similar lists of “prospects.” 

Finally, the states, from the beginning of the valuation work, 
have taken a great interest in it. This is a new opportunity af- 
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forded for them favorably to participate in it. In fact, the wrok is of 
such vital character that it would justify state commissions lend- 
ing to us, or releasing to us, some of their best qualified men to 
participate in closing up the primary valuation. 


NORFOLK SOUTHERN VALUATION 


In Valuation Docket No. 31, Opinion B-37, 84 I. C. C. 693-823, 
the Commission has found final value for rate-making purposes 
of the property of the Norfolk Southern Railroad Company, as 
of June 30, 1914, as follows: Owned and used for common- 
carrier purposes, $21,622,000; owned but not used, $6,500, and 
used but not owned, $2,804,465. 

The report said the carrier protested that in the tentative 
valuation the Commission had failed to give consideration to all 
the elements of value that should be considered. Continuing 
the Commission, in part, said: 





We have appraised the railroad as an operating plant on date of 
valuation, and have given due weight to all cognizable values in- 
herent in its property, even though no definite money values have 
been or can be separately assigned to them. 

The carrier’s books record an investment of $28,333,531.03 in car- 
rier property, including lands. An examination of the records indi- 
cates that the maximum investment is $21,056,699.47, the remainder 
being for items not propertly chargeable to investment. The portion 
of the investment representing lands has not been definitely de- 
termined, but the actual cost of lands supported by the accounting 
records is $1,403,550.17. The lands owned and used are valued at 
$2,425,118. The cost of reproduction new of the property owned and 
used, exclusive of lands, we find to be $21,407,264 and cost of repro- 
duction, less depreciation, $17,741,989. The original cost of the rail- 
road of the carrier could not be ascertained. 

The investment of the carrier and lessors in leased lines is found 
to be not in excess of $2,498,842.73. The cost of carrier lands and 
rights owned by leased lines as supported by the accounting records 
is $45,329.66. The value of the carrier lands and rights leased to 
the carrier is $615,818. The cost of reproduction new of the leased 
lines, exclusive of lands, we find to be $2,662,530, and cost of reproduc- 
tion, less depreciation, $2,054,737. * © * 

The carrier’s road appears to serve the transportation needs of 
the country through which it operates. From date of organization 
to date of valuation the revenues were more than sufficient to meet 
the operating expenses and the fixed charges. The net income after 
paying fixed charges amounted to $2,149,746.94. If this net amount, 
$1,040,000 was paid in dividends. During the year ended on date of 
valuation the net railway operating income, including therein the debits 
and credits from equipment and joint facility rents, amounts to $734,- 
238.42, or sufficient to pay return of 5.75 per cent on a capital of 
$12,770,000. The unmatured long-term debt amounted to $17,426,142.85 
on date of valuation, which, with $16,000,000 par value of capital 
stock outstanding, produced a total of $33,426,142.85. * * * 

Upon consideration of the matters summarized herein, as well as 
the entire record, we reach the conclusion and find that the value for 
ratemaking purposes of the property owned and used for purposes 
of a common carrier, including $400,000 of working capital, is $21,- 
622,000; of the property owned but not used, $6,500; and of the prop- 
erty used but not owned, $2,804,465, as of the date of valuation. 


Dissenting, Commissioner Eastman said his conclusion was 
that the total value for rate-making purposes was not in excess 
of $21,800,000. Commissioner Cox dissented. Commissioners 


Hall and Porter did not participate in the disposition of the case, 
the report said. 


COMMISSION NEEDS ATTORNEYS AND EXAMINERS 


To complete the valuation of the property of railroads, 
recently authorized by Congress, the Interstate Commerce Com- 
mission will need a considerable number of attorneys and exam- 
iners for all grades of positions, requiring legal training and 
varying degrees of legal experience, it is said in a notice of 
the United States Civil Service Commission. Lawyers with 
experience acquired in litigation involving matters concerning 
the regulations of common carriers or other public utilities are 
especially desired by the Interstate Commerce Commission. 

Full information and application blanks may be obtained 
from the United States Civil Service Commission, Washington, 
D. C., or the secretary of the United States civil service board 
at the post office or customhouse in any city. 

The receipt of applications will close April 21 for some 
of the positions, and on April 25 for others. 





THE REPUBLICANS AND RATES 


Under “extension of remarks” in an appendix to the Congreés- 
sional Record just issued, Representative Reece, Republican, >f 
Tennessee, discussing the “accomplishments of the Harding-Cool- 


idge administration,” under the heading, “Freight Rates Re- 
duced,” said: 


One of the heaviest burdens resting upon agricultural interests, 
and, for that matter, upon business generally, when the Republican 
party came into power was that of high freight rates. The farmer, 
unlike most producers, pays the freight on what he sells, and, like all 
consumers, pays the freight on what he buys. High freight rates, 
therefore, cut the farmer both ways. 

The railroads were in desperate circumstances in 1921, and in 
the adjustment of rates it was necessary to use great caution, but 
the Congress and the administration have thrown all legitimate in- 
fluence in favor of a reduction in freight rates wherever possible, 
particularly upon agricultural products, which has resulted in a re- 
duction on agricultural products alone of $200,000,000 annually. 

The Congress last summer passed the so-called Hoch resolution, 
which was similar to one previously introduced by me, directing 
that the Interstate Commerce Commission make a general survey 
of freight-rate structures, with a view of bringing further relief. 
This survey is now being made, and it is confidently expected that 


it will result in further rate reduction, especially on agricultural 
products. 


Aegean sire: 
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March 21,.1925 


RATE STRUCTURE INVESTIGATION 


The Traffic World Washington Bureau 


Investigation of the rate structure of the common carriers 
of the country as directed by the Hoch-Smith rate revision 
resolution has been instituted by an order in No. 17000, rate 
structure investigation, in the matter of adjustments in the 
rate structure of common carriers subject to the interstate com- 
merce act, and the fixing of rates and charges. The order 
was approved by the Commission at a session held March 12 
and was made public March 17. 

The Commission will not enter at once upon extensive 
hearings. Briefs or statements as to the intent of the resolu- 
tion, the construction thereof, the procedure to be pursued is 
giving effect thereto, and of the facts deemed to bring traffic 
or rates within the provisions of the resolution, will be received 
by the Commission not later than May 15. Answers to such 
statements may be filed not later than June 15. This pre- 
liminary procedure adopted by the Commission was taken as an 
indication that formal hearings would not be ordered until 
after the consideration by the Commission of the statements 
filed with it. 

Through Secretary McGinty, the Commission issued a 
comprehensive statement addressed to the public, relative to 
the investigation, as follows: 


As directed by a joint resolution of the Congress, S. J. Res. 107, 
the so-called Hoch-Smith resolution, approved January 30, 1925, the 
Interstate Commerce Commission has today instituted a general in- 
vestigation upon its own motion, by order, docketed and entitled as 
above. Therein are brought in question all the rates, fares, and 
charges, and all classifications, regulations, and practices relating 
thereto, of common carriers subject to the interstate commerce act 
for the transportation or transmission in interstate or foreign com- 
merce of the various classes and kinds of commodities and of the 
various classes of traffic, including freight, passenger, mail and ex- 
press; and also the relationship between the interstate and intra- 
state rates, fares, and charges. A copy of this order is attached 
and the joint resolution is set out therein. 

Briefly summarized, the purpose of this investigation is to com- 
ply with the joint resolution in order to determine the extent and 
manner in which the rate structure of common carriers subject to 
the interstate commerce act is in any respect unlawful, and to make 
in accordance with law such changes, adjustments, and redistribu- 
tion in that rate structure as may be necessary to correct any de- 
fects found to exist. 

In discharge of this duty the Commission will not enter at once 
upon extensive hearings. It intends to conduct the investigation in 
a manner conducive to full and orderly development of material 
facts and with as little delay and expense to shippers, carriers, and 
the Government, and as little disturbing effect upon production, dis- 
tribution, and the free flow of commerce, as may be found prac- 
ticable. Necessary or appropriate decisions and orders may be made 
in the progress of the investigation. The Commission is required to 
effect with the least practicable delay such lawful changes in the 
rate structure of the country as will promote the freedom of move- 
ment by common carriers of the products of agriculture affected by 
the existing depression declared in said joint resolution, including 
livestock, at the lowest possible lawful rates compatible with the 
maintenance of adequate transportation service. 

The joint resolution authorizes and directs the Commission to 
make a thorough investigation of the rate structure of “common 
carriers subject to the interstate commerce act.” Accordingly all 
pipe-line companies; telegraph, telephone, and cable companies op- 
erating by wire or wireless; express companies; sleeping-car com- 
panies; and all persons, natural or artificial, emgaged in such forms 
of transportation or transmission, as well as those emgaged in the 
transportation of persons or property by rail or by water subject 
to the act, have been made respondents in this proceeding. But 
it is not the intention of the Commission to proceed now, without 
further notice, to consider the rate structure of carriers other than 
those engaged in the transportation of persons or property, includ- 
ing mail and express matter, by rail or by water subject to the 
act, as a part of the present proceeding of investigation. 

In the conduct of this investigation the Commission will avail 
itself, as far as it can, of the assistance and co-operation of state 
authorities possessing rate-making powers, and invokes the cordial 
co-operation and assistarsce of all shippers and carriers. 

Changes, if any, in the rate structure of the country, under the 
es will be made after giving due consideration, among other 
actors, to: 

(1) The conditions which prevail in the several industries of 
the country, in so far as it is legally possible to do so, to the end that 
commodities may freely move, consideration of which to such ex- 
tent is declared by Congress to be the true policy in rate making 
to be pursued by the Commission. 


(2) The general and comparative levels in market value of the 
various classes and kinds of commodities as indicated over a rea- 
sonable period of years. 


(3) A natural and proper development of the country as a whole. 
(4) The maintenance of an adequate system of transportation. 
(5) Other requirements of law, whether statutory or found in the 
Constitution, which control the Commission in respect of the initia- 
tion, modification, establishment, or adjustment of such rates, fares, 
—— and all classifications, regulations, and practices relating 
ereto. 


Attention is directed to the proviso in the last paragraph of 
the resolution: 


“Provided, That no investigation or proceeding resulting from the 
adoption of this resolution shall be permitted to delay the decision 
of cases now pending before the Commission involving rates on 
Products of agriculture, and that such cases shall be decided in ac- 
cordance with this resolution.’ 


The provisions of the resolution are now a part of the law which 
the Commission administers, ard are therefore to be applied in every 
case which m’ y fall within the terms of the resolution, or be affected 
thereby, whether adversely or beneficially. 

_, The Commission expects these requirements of the law to be con- 
sidered by all parties in proceedings now perding before it, so that 
any material and relevant facts necessary may be made of record in 
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cases yet to be heard. As to cases already heard, whatever their 
status short of final decision by the Commission, any party deeming 
the record insufficient in this regard should promptly call the atten- 
tion of the Commission and adverse parties to the deficiency, and 
the general nature of the facts tendered to supply the omission. This 
should be done in the manner in which other procedural motions 
are made and served in pendimg cases. 


If in the light of the resolution parties to cases heretofore decided 
consider that such cases should be reopened for the purpose of pre- 
senting matters comprehended by the resolution, application for such 
reopening should be made in the manner prescribed by Rule XV of 
the commission’s Rules of Practice, and should state briefly the 
nature ard purpose of the evidence to be introduced as required 
by that rule. 

In order that the Commission may as soon as possible carry out 
the mandates of the joint resolution as above summarized, and in 
aid of such purposes, the public generally, including both shippers 
and carriers, whether as individuals or in organizations, and the 
public authorities, state and federal, (1) may file with the Commission 
nisy desired brief or statement as to the intent of the joint resolution, 
the construction thereof, and the procedure to be pursued in giving 
effect thereto; and (2) may bring to the attention of the Commission 
any appropriate statement of the facts, verified by affidavit, deemed 
to bring any classes of traffic, or any class or kind of commodities, 
or any general or special schedule of rates, fares, and charges, or 
other matters empraced in the investigation, within the provisions 
of the resolution. In the event it is claimed that any of the various 
classes and kinds of commodities and of the various classes of traffic 
is subjected to undue burden, any traffic or commodities receiving 
undue advantage or on which compensatory increases could be placed 
if found necessary should be indicated as clearly as possible. To 
facilitate the study and examiration of the informal representations 
so to be made, it is desired that such memoranda shall be prepared 
and printed in the same form as briefs before the Commission al- 
though legible typewritten or mimeographed memoranda will be re- 
ceived, and that at least 25 copies shall be furnished to the Com- 
mission for its use, as soon as possible, and not later than May 15, 
1925. <A file of such memoranda will be open to public inspection 
in the office of the secretary of the commission. Amswers to any 
such memoranda may be made by any interested person in like 
manner and be lodged with the commission not later than June 15, 
1925. Such memoranda can not, under the law, take the place of 
evidence upon the hearing, or be giver weight in the final con- 
sideration and disposition by the commission of the matters involved. 
They are desired for the aid and guidance of the commission in shap- 
ing its procedure, 

Meantime, the Commission will constitute a committee of its own 
membership, which, with the assistance of competent experts, and 
of representatives of the State commissions, will study known or dis- 
coverable situations. Upon consideration of the results of such study 
and of the representations made by memoranda as contemplated in 
the last preceding paragraph of this notice, and of such applications 
as may be made for rehearings or further hearings in pending or 
decided cases, the Commission will decide and annourse the order 
of its further procedure in the pending investigation. 

All correspondence in this proceeding should be addressed to the 
secretary of the Interstate Commerce Commission, Washington, D. 
C., and should refer to Docket No. 17000. 


The text of the Commission’s order follows: 


No. 17000, Rate Structure Investigation. In the matter of ad- 
justments in the rate structure of common carriers subject to the 
Interstate Commerce Act, and the fixing of rates and charges. 

It appearing, That by joint resolution of the Congress approved 
January 30, 1925, the Commission is authorized and directed to make 
a thorough investigation of the rate structure of common carriers 
subject to the interstate commerce act, as follows: 

“Public Resolution—No. 46—68th Congress.) 

“(S. J. Res. 107.) 

“Joint resolution directing the Interstate Commerce Commission 
to take action relative to adjustments in the rate structure of com- 
mor carriers subject to the interstate commerce act, and the fixing 
of rates and charges. 

“Resolved by the Senate and House of Representatives of the 
United States of America in Congress assembled, That it is hereby 
declared to be the true policy in rate making to be pursued by the 
Interstate Commerce Commission in adjusting freight rates, that 
the conditions which at any given time prevail in our several in- 
dustries should be considered in so far as it is legally possible to do 
so, to the ersd that commodities may freely move. 

“That the Interstate Commerce Commission is authorized and 
directed to make a thorough investigation of the rate structure of 
common carriers subject to the interstate commerce act, in order to 
determine to what extent and in what manner existing rates and 
charges may be unjust, unreasonable, unjustly discriminatory, or 
ursduly preferential, thereby imposing undue burdens, or giving un- 
due advantage as between the various localities and parts of the 
country, the various classes of traffic, and the various classes and 
kinds of commodities, and to make, in accordance with law, such 
changes, adjustments, and redistribution of rates and charges as may 
be found necessary to correct any defects so found to exist. In making 
arsy such change, adjustment, or redistribution the commission shall 
give due regard, among other factors, to the general and comparative 
levels in market value of the various classes and kinds of commodi- 
ties as indicated over a reasonable period of years to a natural and 
proper development of the country as a whole, and to the mainten- 
ance of an adequate system of transportation. In the progress of such 
investigation the commission shall, from time to time, and as expedi- 
tiously as possible, make such decisions and orders as it may find to 
be necessary or appropriate upon the record then made in order to 
place the rates upon designated classes of traffic upon a just and 
reasonable basis with relation to other rates. Such investigation 
shall be conducted with due regard to other investigations or pro- 
poser —— rate adjustments which may be pending before the 

ommission. 


*In view of the existing depression in agriculture, the commis- 
sion is hereby directed to effect with the least practicable delay such 
lawful changes in the rate structure of the count as will promote 
the freedom of movement by common carriers of the products of 
agriculture affected by the depression, including livestock, at the 
lowest possible lawful rates compatible with the maintenance of 
adequate transportation service: Provided, That mo investigation or 
proceeding resulting from the adoption of this resolution shall be 
permitted to delay the decision of cases now pending before the com- 
mission involving rates on products of agriculture, and that such cases 
shall be decided in accordance with this resolution. 

“Approved, January 30, 1925.” 

It is ordered, That an investigation of the rate structure of com- 
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mon carriers subject to the interstate commerce act be, and it is 
hereby, instituted by the Commission in order to: 

(a) Determirse to what extent and in what manner, if any, 
rates, fares, and charges, and all classifications, regulations, and 
practices relating thereto, hereirsafter for brevity collectively termed 
rates, of such common carriers for or in respect of the transporta- 
tion or transmission by such carriers in interstate or foreign com- 
merce of the various classes and kinds of commodities and the 
various classes of traffic, including freight, passenger, mail, and ex- 
press, or any other, similar or dissimilar, may be unjust, unreasonable, 
ursjustly discriminatory, unduly preferential, or otherwise in violation 
of any provision of law, including the joint resolution aforesaid. 

(b) Determine to what extent and in what manner, if ary, the 
rates, as above defined, of such common carriers cause undue or 
unreasonable advantage, preference, or prejudice as between persons 
or localities in intrastate commerce on the one hand, ars interstate 
or foreign commerce on the other hand, or any undue, unreasonable, 
or unjust discrimination against interstate or foreign commerce. 

(c) Make, in accordance with law, such changes, adjustments, 
and redistribution of rates, as above defined, as may be found neces- 
sary to correct any defects so found to exist, and to determine to 
what extent, if any, and upon what classes and kinds of commodities 
or classes of traffic, if any, compensating increases or other changes 
in rates, as above defined, may and shall lawfully be required or 
authorized by the commission in order to offset or partially offset 
such reductions or other changes in rates, as above defined, on other 
classes or kinds of commodities or classes of traffic, giving due re- 
gard, among other factors, to— 

“(1) The conditions which prevail in the several industries of 
the country, in so far as it is legally possible to do so, to the end 
that commodities may freely move; 

““(2) The general and comparative levels in market value of the 
various classes and kinds of commodities as indicated over a reason- 
able period of years; 

*“(3) A natural and proper development of the country as a whole; 

(4) The maintemance of an adequate system of transportation; 

“(5) <Any other requirement of law laid upon the commission in 
respect of the initiation, modification, establishment, or adjustment 
of rates, as above defined.” 

(d) Make in the progress of the investigation such decisions and 
orders as the commission may find necessary or appropriate upon 
the record thers made in order to place the rates upon designated 
classes or kinds of commodities or classes of traffic upon a just and 
reasonable basis with relation to other rates. 

(e) Effect with the least practicable delay such lawful changes 
in the rate structure of the country as will promote the freedom 
of movement by common carriers of the products of agriculture 
affected by the existing depression declared in said joint resolution, 
including livestock, at the lowest possible lawful rates compatible 
with the maintenance of adequate trarsportation service. 

It is further ordered, That all common carriers subject to the 
interstate commerce act be, and they are hereby, made respondents 
to this proceeding; that this order be served upon each of said 
respondents; that the several States of the United States be notified 
of this proceeding by sending copies of this order by registered mail 
to the governor of each State, as well as to the tribunal thereof, if 
any, haviryg regulatory jurisdiction over such common carriers; that 
copies of this order be sent to the heads of the executive departments 
of the United States; and that notice of this proceeding be given 
to the public by depositing a copy of this order in the office of the 
secretary of the commission, at Washington, D. C. 

And it is further ordered, That this proceeding be assigned for 
ae at such times and places as the commission may hereafter 

rect. 


Comment by Benton 


Commenting on the Commission’s order in the rate struc- 
ture investigation, John E. Benton, general solicitor of the 
National Association of Railroad and Utilities Commissioners, 
in a bulletin to members, in part, said: 


The startling feature of the order is that it is designed, as the 
Secretary’s notice states, to place under investigation and challenge, 
not only every interstate rate of every sort ari description, but every 
intrastate rate as well. It will be noted that the order institutes ‘‘an 
investigation of the rate structure of common carriers subject to the 
interstate commerce act’’; and that it also states that one of the 
purposes of the investigation shall be to: 

“‘Determine to what extent and in what manner, if arsy, the rates, 
as above defined, of such common carriers cause undue or unreason- 
able advantage, preference, or prejudice as between persons or local- 
ities in intrastate commerce on the one hand, and imterstate or for- 
eign commerce on the other hand, or any undue, unreasonable, or 
unjust discrimination against interstate or foreign commerce.” 

The language just quoted is substantially takem from section 13 
(4) of the interstate commerce act, and is apparently designed to put 
in issue the lawfulness of all intrastate rates. 

Section 13 (3) of the act provides that when “there shall be 
brought in issue any rate * * * made or imposed by authority of 
any state * * * the Commission, before proceeding to hear and dis- 
pose of such issue, shall cause the state or states to be notified of 
the proceeding.’” Doubtless it was to comply’ with this provision that 
the Commission orders service uporm the states. 

In the Secretary’s notice it is said that the proceeding brings in 
question “all the rates, fares and charges * * * of common carriers 
* * * and also the relationship between the interstate and intrastate 
rates, fares, and charges.” 

It would seem apparent that the purpose of the order of inves- 
tigation has been to lay the ground work for arsy order prescribing 
intrastate rates which the Interstate Commerce Commission may, 
as the result of its investigation, determine to make. Nothing going 
so far as this has ever been thought of—or at least spoken of—before. 

The proceedings involving intrastate rates under paragraphs (3) 
and (4) of section 13, which followed the enactmerst of the transpor- 
tation act, at least gave the states an opportunity to know what 
rates were alleged to be discriminatory,.and gave them an oppor- 
tunity for hearing. This order aims to put all of the millions of 
intrastate rates under question in a single proceeding, without any 
allegation that they are im fact discriminatory for any reason. Ob- 
viously no state can prepare to defend such a proceeding. 

If this order can be held to comply with the letter of the require- 
ment for notice, found in section 13 (3), it would nevertheless seem 
certain that it does not comply with the spirit of it. But the Inter- 
state Commerce Commission doubtless comsiders the mandate of 
the Smith-Hoch resolution broad enough to justify proceeding as to 


ne rates in wholesale fashion, as it must deal with interstate 


The Secretary’s notice contained the following statement: 
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“In the conduct of this investigation the Commission will avail 
itself, as far as it can, of the assistance and _ cooperation of state 
authorities possessing rate-making powers, and invokes the cordial 
cooperatiors and assistance of all shippers and carriers.” 

The Interstate Commerce Commission, through its committee on 
cooperation, some time ago, advised the president of this association 

at when it should institute the investigation required by the Smith- 

och resolution it desired to secure the largest possible measure of 
cooperation from the state commissions therein. President Ainey has 
been for some weeks in Miami, and Commissioner McChord, chair- 
man of the committee or cooperation of the Interstate Commerce 
Commission, lately went there to confer with him in person. As a 
result, President Ainey has called the executive committee and the 
committee on cooperation of this association to meet together at this 
office on the 25th instant, to consider the invitation extended by the 
federal commission. 

I may be hoped that matters will so shape themselves that all 
necessary rate adjustmerts may be made without an exercise of 
federal power over intrastate rates within any of the several states; 
but all that is implied in the evidently careful inclusion of intrastate 
rates as among those which the federal commission will invstigate 
and may act upon in this proceeding, can not be safely overlooked. 


ROBSION TALKS ABOUT RATES 


Under the rule permitting a member of the House of Rep- 
resentatives to publish observations ag if they were extensions 
of remarks made by him in debate in the House, Representative 
Robsion, of Kentucky, has published a discussion of the 
report made by Assistant Chief Examiner Charles F. Gerry and 
Examiner C. I. Kephart in the lake cargo coal cases. “Coal 
industry of Kentucky, Virginia, West Virginia, Tennessee and 
Maryland threatened” is the caption Mr. Robsion used for his 
remarks, published in a post adjournment edition of the Con- 
gressional Record. 

The differential, he said, strongly favored the Ohio and 
Pennsylvania districts at present. He published the present 
and proposed rates showing what the rates would be were the 
Gerry and Kephart report adopted. Kentucky’s coal business, 
he said, was prostrate, the mines operating not more than one- 
third of the time. He said that first class block coal was 
selling at from $1.75 to $2 per ton; egg from $1.40 to $1.60 
and slack from 50 cents to $1. Run of mine, he said, was 
selling for about $1.50 per ton, although it cOst the operators 
from $1.85 to $2 per ton to produce it. Kentucky operators, 
he said, were losing from 35 to 50 cents per ton. It was not 
uncommon, he declared, to see from 700 to 1,000 carloads of 
coal on sidetracks in Kentucky fields, any day, without any 
orders or bills for it. He discussed the conditions in other 
states, which, as he viewed the proposed report, were threat- 
ened, as was Kentucky, with disaster. He said he was advised 
that the railroads were opposed to the proposed increases, 
because, as they saw it, the increases would turn business away 
from them to the line serving Ohio and Pennsylvania fields. 
He said the proposed rates would destroy competition at the 
lake ports and in the northwest to which the lake cargo coal 
is sent. In conclusion, he said: 


The more I read this report and think about it the more I am 
amazed. I can not for the life of me realize how anyone could urge 
the adoption of this report. It would disorgarnize, embarrass, and 
injure practically every business in the five states directly affected. 

As this matter comes before the Interstate Commerce Commission 
in th2 near future, and this Commission no doubt will want to get 
at the right thing, may I urge not only the coal operators but the 
railroads in the states involved, as well as the consumers of bitum- 
inous coal in the lake regions, the morth and northwest, to take ac- 
tive steps to protest against the adoption of this report? Further- 
more, if the principle laid down in this report is adopted, it will affect 
the shippers of every class of commodity throughout the south. 

Every person and firm interested should see to it that this un- 
warranted, unfair, and unjust Pittsburgh and Ohio Coal Operators’ 
Association proposition is not approved. If the Commission has the 
power to destroy the great bituminous coal industry of these five 
states under the law, and if it should exercise such power, then 


Congress should so modify the law as to protect the industries and 
citizens of this country. 


INVOKE HOCH-SMITH LAW 


The Trafic World Washington Bureau 


Less than twenty-four hours after the Commission en- 
tered its order instituting No. 17000, its inquiry into all the 
rates of all the common carriers in the land, coal operators, 
interveners in No. 15007, Pittsburgh Coal Producers’ Associa- 
tion et al vs. Ashland Coal & Iron Railway et al, and the 
cases bracketted with it, commonly known as the lake cargo 
coal case, asked for further hearing in that case, claiming 
that, under the Hoch-Smith joint resolution, which is the same 
as a statute, they were entitled to offer testimony as to the 
condition of the coal industry. Their petition was signed 
by E. L. Greever, Norman, Quirk & Graham and J. F. Bullitt. 
They called the document they filed with the Commission a 
“Petition for further hearing in order that the conditions 
which at this time prevail in the coal industry may be shown, 
of record, and considered by the Commission in compliance 
with Hoch-Smith law.” 

They rested their petition upon that port of the Hoch- 
Smith enactment in which Congress declared as follows: 


That it is hereby declared to be the true policy in rate making 
to be pursued by the Interstate Commerce Commission in adjusting 
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freight rates that the conditions which at any given time prevail 
in our several industries should be considered, in so far as it is 
legally possible to do so, to the end that commodities may freely move. 


In a recital of the things said by the Commission in the 
order instituting the general inquiry, the attorneys for the 
intervening operators relied upon the declaration that as to 
cases already heard and not decided “any party deeming the 
record insufficient in this regard should promptly call the 
attention of the Commission and adverse parties to the de- 
ficiency and the general nature of the facts tendered to supply 
the omission,” they said they filed their petition in conformity 
with that suggestion and for the purpose of calling the atten- 
tion of the Commission to the deficiency in evidence and for 
opportunity to supply evidence now pertinent.” Continuing, 
they said: 


That the provisions of the Hoch-Smith law make it incumbent 
upon this Commission in determining the issues in this proceeding 
to consider the conditions which at this time prevail in the coal in- 
dustry; that, at the time the record herein was made, the conditions 
prevailing irs the industry which under the law now become essential, 
were not considered by the Commission to be germane to the issues, 
nor proper to be considered by the Commission in the disposition of 
the case; that some of the evidence offered herein by these inter- 
veners was rejected because it pertained to the condition of the coal 
industry rather than to transportation corditions, and that much 
other evidence as to the condition of the industry would have been 
offered by these interveners had the Hoch-Smith law then been in 
effect, and will be offered by them if a further hearing is granted so 
as to give them the opportunity so to do. 

That among the conditions which affect the coal districts here 
involved that should be considered by the Commission under existing 
law and that are not disclosed by the record are (a) financial condi- 
tion; (b) conditions of production; and (c) other conditions which 
affect the sale and the movement of coal to markets. 


The petition interveners are operators in the districts 
from which increased rates would apply were the proposed 
report made by Assistant Chief Examiner Charles F. Gerry 
and Examiner C. I. Kephart adopted by the Commission. Tes- 
timony they desired to offer showing the condition of the 
industry was not received in the record because its relevancy 
was not apparent. The Hoch-Smith law seems to make it 
relevant, unless the phrase qualifying the declaration that. 
such testimony should be considered “in so far as it is legally 
possible to do so” has the effect of making it just as irrelevant 
in the future as it was before the Hoch-Smith resolution 
was adopted. 


BROOKHART ON RAIL EXPENSES 
The Trafic World Washington Bureau 


An attack on a statement issued by the western railroads 
with respect to savings in operating expenses was made in 
the Senate this week by Senator Brookhart, of Iowa. The 
senator quoted from a newspaper report stating that the west- 
ern railways’ committee on public relations had announced 
“that in the five years ending today (Feb. 28) since the gov- 
ernment turned back the railroads to their owners from the 
war-time administration a saving in operating expenses of 
$3,473,000 a day, or a total saving of $1,271,000,000 in the year 
1924 as compared to the year 1920, was effected.” Continuing, 
Senator Brookhart said: 


The dispatch further says that freight rates have been lowered 
from the high point of 1920 a total of $657,000,000 a year, and passen- 
ger rates a total of $26,000,000 a year, making rate reductiors of 
$683,000,000 in 1924. 

The purpose of this dispatch is to show that private operation 
of railroads has saved nearly three and one-half million dollars a 
day, or over a billion and a quarter dollars in the year 1924, and 
also “in the five years ending with today since the government turned 
back the railroads to their owners.” It will be noted, however, that 
this great saving is figured out by comparing to the year 1920, and 
this report does not state that the year 1920 was 10 months’ private 
operation and only 2 months’ government operation. The failure to 
state this important fact seems to be deliberate, and is a fair ex- 
ample of the juggling of statistics that is usually done by railroad 
propagandists. The western railways’ committee is not ignorant 
enough to make such a mistake, and the people are warrarsted in 
the conclusion that it was deliberately made for the purpose of 
deception. 

The facts are that in 1920 the 10 months of private operation 
increased the operating expenses by over fourteen hundred and 
eighty-five million dollars above the expenses of 1919, the last yvear 
of government operation, and the first vear of governmert overation 
in 1918 the expenses were over $400,000.000 less than in 1919. If, 
therefore, we take the figures given by the western railroads’ com- 
mittee for 1924 and compare them with the last year of government 
operation in 1919, we find that instead of decreasing the expenses by 
nearly three and one-half million dollars a day they were increased 
by nearly two-thirds of a million dollars per day; and if we compare 
them with 1918 they were increased nearly one and three-fourths 
million dollars per day. 

The gigantic increase of operating expenses the first 10 months 
after the roads were turned back in 1920 is one of the darkest pages 
in the black record of railroad financing irs the United States. Taking 
the figures from the Interstate Commerce Commission reports, the 
total operating expenses for 1920, 10 months being private operation, 
were $6,054,993,684 upon class 1 roads. Upon the same authority in 
1919 all government operation, the expenses were $4,569,029,750, show- 
ing that private operation increased these expversses in 10 months by 
more than $1,485,000,000. Using the figures of the western railroads’ 
committee for 1924, the total operating expenses were $4,783,993,684, 
a decrease of $1,271,000,000, compared to the 10 months of private 
operation and two months of government operation in 1920, being an 
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incesage of $214,963,934, compared to the all-government operation 
n : 

In reference to the freight and passenger rate reductions, this 
committee states further that 242,000 employees have been discharged, 
and their wages after reduction amounted to $1,610 a year; hence the 
reduction in expenses because of the discharge of employees was 
$388,620,000. Their statement further shows that reductions in the 
wages of all employees were $210 per year. This reduction, accord- 
irsg to the latest figures I have, would apply to 1,780,832 employees and 
would represent the total sum of $373,974,720. Adding these two items 
together, it will be seen that private operation has cost a total wage 
reduction of $762,594,720, or over $79,500,000 more than the total freight 
and passenger reductions. They claim a tax increase of $63,000,000; 
hence their wage reductions have amounted to more than all their 
rate reductions and all their tax increase added together. 


RATES AND PRICES 


“Economics factors other than freight rates have been re- 
sponsible for the wide fluctuations, for the most part upward, in 
farm prices received for wheat during the past eighteen 
months.” says the Bureau of Railway Economics as the result 
of : study of the relationship of wheat prices to transportation 
costs. 

“The study,” said a bulletin of the Bureau, “develops these 
important conclusions: 

“That the farm prices of wheat fluctuated during the whole 
period, the general trend of the fluctuations being consistently 
upward; 

That the freight rates on wheat were practically stationary 
throughout the same period; 

“That other economic factors than freight rates were re- 
sponsible for the fluctuations in farm prices of wheat.” 

The study covers the prices paid for wheat from August, 
1923, to January, 1925, at 144 points of origin in twenty-one 
states located in practically all the wheat producing areas of 
the United States and shows “that there is no relationship 
between the freight rate on wheat and the fluctuations in prices 
paid to the farmer for his wheat.” The detailed results of the 
study show that: 





(1) The area of the greater proportion of wheat production and 
wheat milling consists of a group of states lying within the north- 
ern central section of the United States, and therefore, the initial 
haul on wheat from the farm to the local elevator, the mill, or 
the primary market is confined to a relatively small area. 

(2) Freight rates, since they were stationary during the period, 
were not responsible for the fluctuations in farm prices of wheat. 
The same deduction would have followed had the prices gone down 
instead of up. 

(3) Marked fluctuations not only occurred between different 
kinds and grades, but occurred also upon the same reported grade 
at different points on the same day, and at the same point on 
different days. Fluctuations even occurred on the same reported 
grade at the same point on the same day. 

(4) Prices were different on the same reported grade of wheat on 
the same day at different origin points, even though the freight rate to 
primary market from those points was the same, or practically the 
same. 

(5) In some cases the farm prices on wheat from points with 
a higher freight rate to primary market were greater than the farm 
prices from points with a lower freight rate. - 

(6) Many origin points from which the freight rates to the same 
market were different, although stationary, showed widely varying 
fluctuations in farm prices throughout the entire period. 

(7) All of the fluctuations in the farm prices of wheat varied 
widely, although the general tendency was upward, and the spread 
between the highest and lowest prices recorded during the period was 
in most cases several times the total freight rate to market. 


In respect to fluctuations in wheat prices, the study shows 
that for No. 2 hard winter wheat sold by farmers at Coldwater, 
Kansas, a price of $1 per bushel was received on August 29, 
1924, while on January 16, 1925, they received $1.75, despite 
the fact that freight rates to Kansas City, which is a primary 
market for this product, remained stationary at 12.3 cents per 
bushel. There were similar fluctuations during the correspond- 
ing period in the previous year despite the fact that the iden- 
tical freight rate remained in effect. 

The price paid farmers at Bellevue, Ohio, on August 17, 
1923, was 93 cents per bushel for No. 1 red winter wheat while 
on January 16, 1925, it was $1.82 while the freight rate to 
Toledo remained stationary at 3.6 cents. At Edgar, Nebraska, 
for No. 1 hard winter wheat, farmers received, on August 17, 
1923, 88 cents per bushel while on January 16, 1925, the price 
was $1.62. The freight rates remained stationary at 11.7 cents 
to Omaha and 12 cents to Kansas City. 

In respect to finding that the average haul for wheat is 
relatively short, the study shows that the state of Kansas 
grows about 15.69 per cent of the total wheat produced, based 
on the annual average production of wheat in the United States 
for the three years, 1920-21-22, while wheat milled into flour 
in that state was about 15.80 per cent of the total milled. From 
the standpoint of milling, Minnesota leads all other states, 
having in 1921 milled 21.4 per cent of the total wheat milled 
in the United States during the year, while it produced only 
3.1 per cent of the total wheat grown. The states of Kansas, 
North Dakota, Nebraska, Illinois, Oklahoma, Washington, Mon- 
tana, Missouri, Ohio, South Dakota, Minnesota and Indiana 
grow over 73 per cent of the wheat produced and mill about 
66 per cent of the total milled. The state of New York pro- 
duces only 1.13 per cent of the total wheat production of the 
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United States but mills 7.29 per cent of the total milled product. 
This is explained by the concentration of milling activity in the 
Buffalo district, which has the advantage of lake-and-rail routes. 


BIG ROAD FIGURES 


Class I roads with annual operating revenues above 
$25,000,000 had a net railway operating income of $55,371,632 


in January as compared with $44,467,292 


in January, 1924, 


according to statistics compiled by the Bureau of Statistics 
of the Commission on operating revenues and operating ex- 
penses of large steam roads for January, 1925 and 1924. 


detailed figures on operating revenues, 


net railway operating income and operating ratio follow: 


Total—Roads spartan 


bo 
ol 


Operating 
revenues 


$408,933,574 


Operating 
expenses 


$324,721,512 





1924 397,196,998 325,896,586 
New England Region: 
Boston & Maine— 
1925 6,284,492 5,453,758 
1924 6,315,674 5,779,748 
New York, New Haven & Hartford— 
1925 10,132,455 7,918,905 
1924 10,021,174 8,168,457 
Great Lakes Region: 
Delaware & Hudson— 
1925 3,508,737 3,129,900 
1924 3,469,878 3,370,847 
Delaware, Lackawanna & Western System— 
1925 6,890,131 5,501,219 
1924 6,992,984 5,607,182 
Erie (including Chicago & Erie)— 
1925 8,627,698 7,897,021 
1924 9,383,862 8,107,100 
Lehigh Valley— 
1925 5,752,777 4,966,912 
1924 5,971,120 5,366,312 
Michigan Central— 
1925 6,985,905 5,026,135 
1924 7,092,669 5,299,060 
New York Central (including Boston & Albanv)— 
1925 29,623,654 23,953,464 
1924 29,576,517 23,534,836 
New York, Chicago & St. Louis— 
1925 4,610,535 3,447,157 
1924 4,369,904 3,603,431 
Pere Marquette— 
1925 3,208,126 2,476,173 
1924 3,096,779 2,623,690 
Pittsburgh & Lake Erie— 
1925 2,954,565 2,316,189 
1924 3,008,561 2,428,349 
Wabash— 
1925 5,406,261 4,309,105 
1924 5,002,363 4,196,229 
Central Eastern Region: 
Baltimore & Ohio— 
1925 18,077,973 14,933,034 
1924 18,449,738 15,879,276 
Central of New Jersey— 
1925 4,456,703 3,444,793 
1924 4,352,088 4,065,741 
Chicago & Eastern Illinois— 
1925 2,481,738 2,085,931 
1924 2,571,632 2,172,557 
Cleveland, Cincinnati. Chicago & St. Louis— 
1925 7,837,333 5,726,564 
1924 7,120,149 5,885,362 
Elgin, Joliet & Eastern— 
1925 2,252,739 1,465,625 
1924 1,965,130 1,490,530 
Long Island— 
1925 2,428,047 2,267,649 
1924 2,299,315 2,112,333 
Pennsylvania— 
1925 53,318,275 45,181,265 
1924 50,667,393 42,209,035 
Reading— 
1925 7,659,615 5,865,315 
1924 7,632,619 6,301,140 
Pocahontas Region: 
Chesapeake Ohio— 
: 1925 9,232,551 7,070,851 
1924 8,037,518 6,322,145 
Norfolk & Western— 
1925 8,267,106 5,709,813 
1924 7,510,543 6,117,390 
Southern Region: 
Atlantic Coast Line— 
1925 7,472,902 5,316,064 
1924 7,366,892 5,049,007 
Central of Georgia— 
1925 2,178,853 1,874,684 
1924 2,090,165 1,703,727 
Illinois Central— 
1925 13,044,160 10,035,212 
1924 13,338,343 10,356,754 
Louisville & Nashville— 
1925 11,769,327 9,342,479 
1924 10,712,529 9,567,814 
Seaboard Air Line— 
1925 4,799,825 3,915,340 
1924 4,751,837 3,780,447 
Southern— 
1925 11,655,343 8,798,930 
1924 11,342,192 8,904,497 
Yazoo & Mississippi Valley— 
1925 1,934,578 1,371,445 
1924 1,772,884 1,330,106 


The 


operating expenses, 


Oper- 


Net railway 
operating 
income* 


$55,371,632 
44,467,292 


349,355 
92,028 
1,412,078 
1,090,107 
295,026 
34,867 


839,318 
914,166 


202,569 
829,343 


369,167 
265,510 


1,554,725 
1,360,611 


3,716,368 
4,005,999 


858,752 
398,488 


549,708 
226,775 


880,728 
762,046 


591,246 
327,542 


2,008,077 
1,474,461 


580,031 
d 209,608 


257,514 
265,925 


1,529,128 
667,092 


463,531 
214,625 


71,141 
101,659 


4,916,404 
5,297,636 


1,485,082 
1,110,826 
1,845,869 
1,482,138 


2,194,166 
946,063 


1,584,503 
1,851,223 


219,396 
297,297 


2,083,396 
2,221,058 


1,900,925 
820,742 


544,125 
682,301 


2,080,146 
1,751,532 


410,503 
318,305 


ating 
ratio 

(per 
cent) 


89.2 
97.1 


79.8 
80.2 


91.5 
86.4 


86.3 
89.9 


71.9 
74.7 


80.9 
79.6 


74.8 
82.5 


77.2 
84.7 


718.4 
80.7 


79.7 
83.9 


71.1 
68.5 


86.0 
81.5 


76.9 
77.6 


79.4 
89.3 
81.6 
79.6 


75.5 
78.5 


70.9 
75.0 
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Oper- 
ating 
Net railway ratio 
Operating Operating operating (per 
revenues expenses income* cent) 
Northwestern Region: 
Chicago & North Western— 
1925 11,495,033 9,404,126 982,549 81.8 
1924 11,516,292 9,872,909 606,867 85.7 
Chicago, Milwaukee & St. Paul— 
1925 12,953,573 10,436,222 1,376,070 80.6 
1924 12,394,833 10,658,111 627,513 86.0 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 2,337,768 1,826,096 314,314 78.1 
1924 2,236,061 1,933,999 104,591 86.5 
Great Northern— 
1925 7,157,112 5,657,036 808,016 79.0 
1924 6,649,601 5,554,567 552,038 83.5 
Minneapolis, St. Paul & Sault Ste. Marie— 
1925 3,498,644 3,014,429 91,996 86.2 
1924 3,168,102 2,896,668 7,659 91.4 
Northern Pacific— 
1925 7,006,961 5,816,853 760,086 83.0 
1924 6,606,148 5,662,822 509,420 85.7 
Oregon-Washington R. R. & Navigation Co.— 
1925 2,100,756 1,809,794 54,821 86.1 
1924 2,319,035 1,824,637 261,364 78.7 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1925 15,152,762 10,872,687 2,885,279 71.8 
1924 14,526,365 11,686,131 1,825,465 80.4 
Chicago & Alton— 
1925 2,690,324 2,088,713 362,173 177.6 
1924 2,722,438 2,101,765 428,413 77.2 
Chicago, Burlington & Quincy— 
1925 13,400,036 10,536,081 1,819,564 78.6 
1924 13,026,666 10,657,859 1,341,591 81.8 
Chicago, Rock Island & Pacific— 
1925 10,087,885 8,033,585 1,154,187 79.6 
1924 9,378,936 7,853,674 537,854 83.7 
Denver & Rio Grande Western— 
1925 2,649,137 2,194,653 309,782 82.8 
1924 2,551,755 2,204,866 207,590 86.4 
Oregon Short Line— 
1925 2,760,167 1,925,114 568,184 69.7 
1924 2,816,252 2,067,851 446,204 173.4 
Southern Pacific (Pacific System)— 
1925 14,971,693 12,144,797 1,635,436 81.1 
1924 15,579,764 12,391,753 1,738,618 79.5 
Union Pacific— 
1925 7,523,808 5,422,589 1,454,806 72.1 
1924 7,917,511 5,405,862 1,846,599 68.3 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
5 1,832,141 1,496,529 181,002 81.7 
1924 2,060,408 1,848,102 100,418 89.7 
Gulf, Colorado & Santa Fe— 
1925 2,513,216 1,788,124 502,198 71,1 
1924 2,083,597 1,751,283 155,552 84.1 
Missouri-Kansas-Texas— 
1925 2,927,058 1,886,240 869,705 64.4 
1924 2,611,751 1,959,333 557,891 75.0 
Missouri-Kansas-Texas of Texas— 
1925 1,974,264 1,539,821 136,512 78.0 
1924 1,686,888 1,295,360 130,260 76.8 
Missouri Pacific— 
1925 10,968,140 8,732,763 1,272,204 79.6 
1924 9,539,608 7,966,736 931,018 83.5 
St. Louis-San Francisco— 
1925 7,280,174 5,054,479 1,756,819 69.4 
1924 6,791,901 4,889,944 1,555,564 72.0 
Texas & Pacific— 
1925 2,800,518 2,239,849 282,952 80.0 
1924 2,730,633 2,079,252 394,046 76.1 


* “Net railway operating income” is derived from “Railway operat- 








REVENUES AND EXPENSES 


ing income,” modified by debits and credits arising from “Equipment 
rents” and “Joint facility rent.” 


The Commission’s official statistics on operating revenues 


and expenses of Class I steam roads for January, 1925 and 
1924, for the United States as a whole, follow: 


ca ea ay? te 2s 
ee: Sop ee Re ee ait 





1925 1924 
Average number of miles operated 236,528.73 235,925.55 













bIncludes $2,977,852 sleeping and parlor 


car surcharge. 


c Includes $2,761,914 sleeping and parlor car surcharge. 


Revenues: 
INET i ciillater ciedhlaieelsislénre waeiealcu ewan ne $ 350,619,126 $ 333,433,434 
EO TO he b88,673,903 91,721,258 
ND atid Silas: havelasisarsi@einieleverolgi als’ diebin-sierecwne?a 8,107,291 7,906,122 
NR arg Nese teas aria, oh gil o.5. or eeael a. esis 10,764,475 10,478,025 
All other transportation............... 15,843,998 14,894,650 
oo. eee eee aes 9,992,275 9,678,767 
WOME EHCNI——OP vos ccicviarcecocvceees 994,067 1,081,748 
Joint et sara, a OO OE Te 221,547 207,797 
Railway operating revenues 484,773,588 468,986,207 

Expenses: 
Maintenance of way and structures... 56,971,378 55,332,831 
Maintenance of equipment............ 108,352,732 110,322,360 
I ale are maces bs orao snes oredinerewsienee 8,499,821 8,092,862 
ONUIIOEE 0.0 belccdswancvsviesenesowe 191,765,814 193,820,792 
Miscellaneous operations ............. 4,353,833 4,213,190 
SE | dasbetneuiiiceewainwioaimacmesees 14,440,897 14,383,124 
Transportation for investment—Cr.... 649,668 1,073,154 
Railway operating expenses....... 383,734,807 385,092,005 
Net revenue from railway operations..... 101,038,781 83,894,202 
FORTE WAY TRE DOGPUMIE sco idee is vccccccee 27,302,721 25,690,017 
Uncollectible railway revenues.... 144,929 156,777 
Railway operating income..... 73,591,131 58,047,408 
Equipment rents—Dr. balance...... 6,059,191 5,097,513 
Joint facility rent—Dr. balance.......... 1,689,938 1,562,673 
Net railway operating income........ 65,842,002 51,387,222 
Ratio of expenses to revenues (per cent) 79.16 82.11 
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Industrial Traffic Departments 


Eleventh of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


For many years the mail order houses in the United States 
have been playing important roles in the distribution of goods, 
especially in rural communities. To the farmers and their 
families in the remote agricultural districts, far from town, 
and cities where goods were manufactured and sold, the mail 
order houses brought the products of the world via the mail, 
express, and freight services. Poor roads, slow transporta- 
tion, and long distances from railroads made the rural dwellers 
ideal customers for the mail houses in the past. Once having 
acquired the habit of buying by mail and having found this 
method of buying profitable, as well as convenient, farmers 
and the dwellers in small towns have continued to buy of the 
mail houses despite the development of more rapid transpor- 
tation by automobiles and good highways and the extension of 
railroads, interurban electric railways, and telephones, all of 
which have tended to break down the barriers of isolation 


picked up in the rural districts by the R. F. D. mail carriers, 
who also execute post office money orders, which are used to 
accompany the orders for merchandise. Postmasters of coun- 
try post offices collect the letters for the large mail order 
houses into bundles, so that the number of times the letters 
will have to be sorted may be reduced. This process is re- 
peated by the railway mail clerk. Mail for the largest mail 
order houses is sacked in individual sacks in the mail carg on 
the way to the home office, so great is the volume of letters 
containing orders and requests for catalogues. 

A. B. Schmidt, general traffic manager of Sears, Roebuck, 
and Company, in writing on this subject, mentions one day’s 
mail that amounted to 241,833 letters containing 185,840 orders 
for merchandise. One week’s mail contained 822,038 letters 
containing 668,130 orders. In year 1923, a total of 6,916,803 
personal checks were received from customers, as well as pos- 


General Traffic Department Organization of a mail Order House 


Generel Traffic Manager 
Assistant 
General Traffic Manager 


Traffic Managers 
Controlled 
Mills and Factories 


Local Staffs 










Shipping 
Bureau 


Local Transportation 
Bur em 










Freight|Parcel 


LocalService Local Service 









Between Between 
Post Offices Freight S;yatio 
and S¢ and Stote 





Quotations 


which shut the farmers from the rest of the world. The 
leading mail order houses of the United States report that 
their business has increased despite the advent of these new 
instrumentalities of rapid transportation and the extension of 
the old one into more remote communities. 

A new group of customers has been added to the buyers 
of the mail order houses—the city buyers who are attracted 
by the low prices offered by these houses. 


Catalogue Distribution 


The leading mail order houses are large advertisers, espe- 
cially in the farm periodicals and those having wide circula- 
tion in the smaller towns and industrial cities. The adver- 
tisements are usually general ones, that call attention to the 
service of the house and contain coupons that offer, if filled 
out and sent in, a copy of the general catalogue. One of the 
largest mail order houses distributes more than 50,000,000 
catalogues each year. So great is the volume of this business 
alone that the traffic department of this concern forwards the 
catalogues in carload lots, at the rate of 500 cars a year, to 
more than eighty distributing centers. Here the cars are 
unloaded and the catalogues are mailed by parcel post service 
at the local post offices to the individuals requesting them. 
The combined charges by carload freight to the distribution 
points and by parcel post from the distribution points to final 
destination are much less than the aggregate through charges 
if the catalogues were individually mailed direct from the 
place of publication or the store to final destinations. 


Mail Ordering 
The requests for catalogues and orders for goods are 


Rate Bureau 
Freight, Ex- 
press and 

Parcel Post 


Treffic Managers 
Branch Warehouses 


local Staffs 





Tracing and 


Claim Receiving 
Bureau Bureau 


Tariff 
Files 


Routing 
Bureau 


Expediting 





Exhibits 


tal money orders, express money orders, currency, and postage 
stamps in payment for goods. 


The Mail- Order Business 


The words “mail order” are likely to be misleading to 
those not familiar with the business. Although virtually all 
orders are placed by mail, by no means are all of the goods 
shipped by parcel post to the customers. Many of the lighter 
articles, it is true, are shipped by this means of transportation. 
A daily average postage bill of between $14,000 and $15,000 is 
paid, with a high day when $22,000 worth of stamps were used. 
All the postage stamps are precancelled before being placed 
on the shipments. This arrangement results in considerable 
saving in time in outbound parcels post shipments, because 
the matter so stamped and cancelled does not have to pass 
again through the local post office for stamp cancellation, but 
is sacked at the warehouses and goeg directly to cars for move- 
ment toward distribution. 

Express, railroad, and steamship are used to transport 
other goods to their buyers. The shipping and receiving shed 
packs at the Chicago headquarters of Sears, Roebuck, and 
Company, having a capacity of forty cars at one set. The less 
carload rail traffic from one of the branches of this concern 
is so great that the rail carrier serving the plant hag estab- 
lished a separate railroad station at the plant to take care of 
the tremendous volume of inbound carload and less carload 
and outbound less carload traffic. 

Sears, Roebuck, and Company, own and control twenty-six 
factories besides branches and warehouses and mills scattered 
from Maine to Minnesota and from the border of Canada to 
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Tennessee. The flow of raw materials into these manufactur- 
ing plants must be controlled and the movement of finished 
products must be routed so as to insure steady production and 
economical distribution. Carload quantities of the finished 
products are shipped to the branch warehouses for stock and 
for distribution in less than carload quantities within the ter- 
ritory served by each warehouse or for stock. The carload 
rates from the factories to warehouses and less carload rates 
from the warehouses to the customers are compared with the 
less carload rates from the factories and mills to the custom- 
ers. This is a difficult task requiring close attention to details 
and a comprehensive knowledge of rates applying on a great 
variety of commodities in all sections of the United States, for 
this company has customers in cities, towns, and villages in 
every county of every state in the Nation. 

The catalogue published by the Sears Roebuck store shows 
the approximate rates via railroad, express, and parcel post 
from the store nearest the warehouses or factory to the cus- 
tomers’ nearest delivery points. The compilation of this data 
is a tremendous task that keeps a staff of rate men in the 
general traffic department at Chicago busy checking and re- 
checking all rail and express rates. 


Traffic Department in the Mail Order House 


The diversification of the line of goods handled and the 
large territory covered are two of the features that distin- 
guish the work of the traffic departments in the mail order 
field. Both of these features add considerable to the difficulty 
of the task to be performed by the traffic departments in the 
trade. Mail order houses deal in literally thousands of articles, 
ranging from pins to portable houses and from asbestos shin- 
gles to zinc ointment. Raw materials of all sorts, taking rates 
from the lowest commodity rates to the highest ‘class ratings, 
must be moved to the various mills and factories. All these 
rates must be analyzed and compared with rates on other 
commodities and in other territories to protect the interests of 
the company. 

Rates must be checked on finished products from the cen- 
tral and branch warehouses and from the factories to the hun- 
dreds of thousands of places throughout the length and breadth 
of the country to which goods are sent. 

The routes that are to be used are worked out by the 
general traffic departments so that the traffic may be divided 
among the railroads and steamship lines according to a policy 
of systematic routing. The best routes from the areag of pro- 
duction to the factories, from the factories to the warehouse 
centers, and from the warehouse centers to the homes of the 


customers are selected after painstaking inquiries have been 
made as to: 


1. The time in transit between these points over the several 
——— routes. 


The rates of freight. 
3. The experience of past use as to loss and damage. 
4. The past records of the companies in paying claims. 
5. Special conditions existing on the lines of any of the routes, 
such for instance, as embargos, junction and terminal congestions 
and other obstacles to operation. 


Consideration is also given to the distribution of the ton- 
nage among lines with which the concern has pleasant and 
profitable business relations, so that the traffic may be divided 
as equitably as possible among the carriers deserving it. 

The expressed wishes of the customer are, of course, ac- 
ceded to. If the customer instructs a routing, however, "that 
will result in higher freight charges, this fact is pointed out to 
him so that his interests may be protected. If, however, the 
customer wants his goods shipped -in an unusual way or over 
an unusual route, his wishes are complied with. In this con- 
nection, A. B. Schmidt, general traffic manager, of the Sears, 


Roebuck and Company, states the policy of his company, as 
follows: 


The preparation of the customer’s order for shipment is care- 
fully supervised. This has to do with not only the box or crate that 
contains the shipment but also the interior packing as well. This 
effort is to insure both the safe arrival and the appearance of the 
merchandise when the package is opened; also compliance with 
shipping requirements must be carefully observed. * * * From the 
standpoint of the transportation service to the customer, we arrange 


for the quickest and most economical route from our plant to his 
station.* 


The general traffic department of this company not only 
undertakes the expediting and tracing of shipments of raw ma- 
terials to its plants and factories and of finished products from 
the mills to its warehouses, but of shipments to its customers. 
The delivery of every shipment is guaranteed by the company. 
Whenever customers give notice that there has been delay, 
the traffic department starts tracers so that the shipments 
may be located and hurried forward to destination. 

The preparation, filing, and collection of claims against the 
carriers is a big task for the traffic department of mail houses. 





°"Trade and eee Bulletin,’ Vol. XI, No. 11, page 1, 
Chicago, November, 1924. 
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The tremendous volume of traffic to and from the mills, fac- 
tories, and warehouses entails a large amount of work in 
connection with the company’s business. In addition to this, 
many claims are prepared for customers. Sears, Roebuck and 
Company check all their own railroad, ocean, express, parcel 
post, and motor-truck bills. In addition to this, facilities are 
provided through which the customers of the company can be 
sure they have paid only the proper freight, parcels post or 
express charges on their shipments. All freight bills that the 
customers feel are incorrect are sent to the traffic department 
to be checked. If overcharges are found the proper steps are 
taken to prepare the papers necessary for the customer to file 
claims. Information is given to customers as to the proper 
express and parcels post rates to check the accuracy of charges 
that have been assessed against shipments forwarded by these 
services. 

The traffic department of the mail order house has much 
work of a constructive nature to do. Not only must current 
rates be followed closely but the effects of rate and classifica- 
tion changes must be analyzed to determine the effects of such 
changes on the purchase and sale of literally thousands of 
commodities in every section of the country. Probably no 
other industrial traffic department has as broad a horizon in 


this respect as the traffic department of the large mail order 
house. 


Requests for classification changes are prepared and pre- 
sented to the carriers and to the classification committees, and 
applications for changes in rates are filed with the carriers 
whenever it is apparent that a commodity is bearing more than 
its fair share of transportation charges. 


Sears, Roebuck, and Company report that immense sav- 
ings are effected every year through the supervision of the 
classifications and rates on shipments consigned to them, as 
well as on shipments to their customers. These savings are 
in addition to other great amounts recovered from the carriers 
through the revision of freight bills and the filing of over- 
charge, loss, and damage claims. 


The shipping of goods by freight, express, and parcels post 
is supervised by the general traffic departments of mail order 
houses. Careful packing and prudent shipping by freight 
result in saving freight charges for customers by preparing the 
goods for shipment in such ways as to obtain the lowest rates. 
Goods of different class ratings to be shipped to one con- 
signee are segregated, whenever segregation is practicable, so 
that articles of a single class may be packed in the same con- 
tainer. In this way, the penalty provision of rule 12 of the 
classification, which provides for assessment of freight charges 
on the bases of the total weight of all the goods in a con- 
tainer at the highest rating of any of the articles in the mix- 
ture, may be avoided. 


The postal regulations of recent years have tended to in- 
crease the usefulness of this form of service to mail order 
houses. The increase in the maximum weight and size of 
goods that may be shipped by postal service has made it pos- 
sible to send many of the smaller and lighter shipments by 


-mail. Heavier and larger orders continue to be shipped, how- 


ever, by express and rail and water freight. 

The general traffic manager of Sears Roebuck store says 
its “careful packing and close supervision of postal modifica- 
tions have given our parcel post shipments a standing with 
the United States Post Office Department of which we are 
justifiably proud and have been the means of most expeditious 
handling.”+ 

The Sears Roebuck store, in common with other large 
mail order houses, maintains a motor truck service between 
the store and the branch post offices of the cities in which the 
stores and warehouses are located. The volume of mail mat- 
ter is so great that the Chicago store of Sears, Roebuck, and 
Company maintains a constant daily minimum service of one 
trip an hour, beginning at 6:30 a. m. and continuing through- 
out the day. The trucks run an average daily mileage of 
1,785 miles throughout the year. 


Traffic Department Organization 


Large and well organized traffic departments are indispen- 
sible to the mail order business. This impression is borne in 
on us aS we analyze the size and scope of the work performed 
by departments in this field. Huge tariff files are required; 
close contracts must be maintained with the representatives of 
the rail, water, express and motor truck lines and with the 
post masters and officials of the Post Office Department; the 
traffic department’s work must synchronize with the work of 
other departments that are preparing estimates for customers; 
the traffic departments of the mills, plants and warehouses 
= be co-ordinated with the general traffic policy of the insti- 
tution. 

The accompanying chart indicates the lines along which 
the typical mail order house traffic department is organized. 


fIbid, page 1. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R: and Digests of National Reporter 


eporters 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Steamship Company Held Liable for Loss of Goods Awaiting 
Shipment at Dock for Which It Had Issued Dock Receipt: 
(Supreme Court, Appellate Division, Second Department.) 

Steamship company, in absence of satisfactory explanation of 

loss of goods while in its possession at dock, and for which 

it had issued dock receipt pending arrival of steamer, was liable 
for their value at time and place of delivery.—Buck & Hickman, 

Limited, vs. Ellerman & Bucknall S. S. Co., Limited, et al., 207 

New York Supplement 678. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Board of Public Utility Commissioners Held to Have Jurisdic- 
tion to Determine Rights of Motor Bus Operators to Operate 
Without Permit: 

(Court of Chancery of New Jersey) Board of public utility 
commissioners has jurisdiction under P, L. 1921, p. 390, to de- 
termine right of all auto bus operators to continue operation 
without permit, except those operating under municipal permits 
issued prior to March 15, 1921, or renewals thereof.—Healy et 
al. vs. Sidone, 127 Atlantic Reporter 520. 

Operation of Bus Line in Violation of Ordinance Not Restrained 
at Suit of Other Transportation Companies: 

Neither a traction company nor a rival bus line has stand- 
ing in equity to procure injunction restraining auto bus line 
operator from continuing business without permit, in violation 
of municipal ordinance; P. L. 1911, p. 387, Section 33, having 
no application.—Ibid. 

Violation of Penal Law or Ordinance Restrained Only Where 
Act Enjoined Is a Nuisance: 

It is no part of the duty of a court of equity to enforce by 
injunction the penal laws of the state or ordinance of municipal- 
ities, unless the act sought to be restrained is a nuisance.— 
Ibid. 

Valid Final Order of Corporation Commission Granting or Re- 
fusing Permit to Operate Motor Bus Line Not Reviewable: 
(Supreme Court of Appeals of Virginia.) A valid and final 

order of the Corporation Commission granting or denying a 

permit for the operation of a motor vehicle carrier, under Acts 

1923, c 131, is not reviewable by the Corporation Commission 

or by the Supreme Court, in view of Code 1919, section 3734. 

(C. Reynolds vs. Alexandria Motor Bus Line, Inc., et al., 126 

Southeastern Reporter 201.) 

Motor Vehicle Act Held to Authorize Permits to Existing Car- 
riers Without Notice: 

Acts 1923, c 161, authorizing issuance as of right of permits 
to operate as motor vehicle carrier to those so operating prior 
to February 28, 1923, held plainly intended to protect existing 
carriers, operating in good faith prior to passage of act, and to 
authorize issuance of such permits without notice.—Ibid. 
Corporation Commission’s Order Denying Certificate of Right 

to Operate Motor Bus Line Final, and Not Subject to be 

Vacated: 

An order of State Corporation Commission, under Acts 
1923, ¢ 161, approving application for certificate of right to 
operate a motor bus line, held not a final disposition of case 
nor the equivalent of issuance of certificate, and later order 
denying application was final disposition which Commission 
had no jurisdiction to set aside.—Ibid. 

Order Denying Permit to Operate Motor Vehicle Carrier, Though 
Made Without Notice or Hearing, Held Valid: 

Order of Corporation Commission, under Acts 1923, ¢ 161, 
after granting application for permit to operate motor vehicle 
carrier, which denied the application of discovery that appli- 
cant had abandoned operation, held within powers of Commis- 
sion, though made without notice or hearing.—Ibid. 

Appeal, Not Rehearing, Only Remedy for Review of Corpora- 
tion Commission’s Order Denying Permit to Operate Motor 
Bus Line: 

The only remedy for review of an erroneous final order of 
the Corporation Commission, denying permit to operate motor 
vehicle carrier, is by appeal within time prescribed by Code 
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1919, Section 3734, and not by reopening or rehearing of case 

before the Commission.—Ibid. 

Permit as of Right to Operate Motor Vehicle Carrier Not 
Authorized, Where Service Had Been Abandoned: 

Acts 1923, c. 161, authorizing Corporation Commission to 
issue permits as of right to motor vehicle carriers operating 
on February 28, 1923, held to contemplate that existing service 
of motor bus line should be continued and was not intended to 
authorize such permit as of right for a service that had been 
abandoned.—Ibid. 

Provisions for Notice and Hearing Applicable, Only Where 
Certificates Actually Issued, Not to Orders Directing Cer- 
tificate on Conditions Not Complied With: 

The provisions of Act 1923, c 161, Section 3, relating to 
permits by state Corporation Commission, requiring notice 


. and opportunity to be heard, applies only to certificates actually 


issued, and not to orders directing or promising certificates on 

conditions that were never complied with.—Ibid. 

Public Service Commission Has Exclusive Power to Enforce 
Franchise Ordinance Requiring Maintenance of Railroad 
Shops as Within Statutory Terms “Other Property, Con- 
struction Apparatus, Equipment, Facilities or Device“: 
(Supreme Court of Missouri, in Banc.) Under Rev. St. 1919, 

Section 10452, section 10455, subd. 2, and section 10458 Public 

Service Commission has full and exclusive power to hear, de- 

termine, and take action on all complaints of violation of fran- 

chise ordinances by railway companies, including failure to 
maintain repair shops and facilities in certain city, and con- 
struction and maintenance of shops elsewhere; “railroad shops” 
being within “other property, construction, apparatus, equip- 
ment, facilities or device for use by any common carrier, rail- 
road corporation,” etc., as used in section 10458.—City of Cape 

Girardeau vs. St. Louis San Francisco Ry Co., 267 Southwest- 

ern Reporter 601. 

Act Authorizing Public Service Commission to Relieve Rail- 
road of Obligation Under Franchise Ordinance Held Not 
Unconstitutional as Impairing Obligation of Contract: 

Rev. St. 1919, Section 10458, does not violate Const. art. 2, 
Section 15, as impairing obligation of contract, in authorizing 
Public Service Commission to relieve railroad of obligation 
under franchise ordinance to maintain repair shops in city, and 
not elsewhere within 100 miles, in view of article 12, Section 
5, providing that exercise of police power shall never be 
abridged.—Ibid. 

Public Service Commission’s Power Over Rates and Service of 
Railroads Exclusive Until Revoked by Legislature: 

Police power is attribute of state’s sovereignty, and exer- 
cise thereof, subject to constitutional qualification that it 
shall be never abridged, rests with Legislature, so that power 
delegated by it to Public Service Commission as to rates and 
service of railroads and other public utilities is exclusive until 
revoked by it.—Ibid. 


| ee 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Ce.) 









LOSS OF OR INJURY TO GOODS 


Loss of Goods, as to Which Liability of Carrier Was Limited by 
Seller Without Buyer’s Consent Falls on Seller: 


(Supreme Court of Oklahoma.) Where A. orders goods 
from B. to be shipped by freight and paid for upon delivery, 
and B. in consigning the same to the carrier enters into a 
contract of carriage limiting the carrier’s liability in case of 
loss to less than the price A. was to pay for the goods and 
without the knowledge or consent of A., and the goods are 
lost in transit, the loss must fall upon B.—Thomas L. Leedom 
Co. vs. Rosser-Casebeer Furniture Co., 232 Pacific Reporter 405. 
Shipper’s Contract Limiting Liability of Carrier Presumed Sup- 

ported by Valuable Consideration; Burden of Showing Ship- 

per’s Contract Fixing Value Is Not Founded on Valuable 

Consideration, Is on One Seeking to Invalidate or Avoid It: 

A shipper’s contract consigning goods to the carrier for 
the consignee, which fixes the value of the goods at less than 
the price to be paid by the consignee, is presumed to be sup- 
ported by a valuable consideration, and the burden of showing 
the contrary is upon the one seeking to invalidate or avoid the 
contract.—Ibid. 

Carriage of Live Stock 


Bound to Receive Goods Offered for Transportation, and to 
Carry for a Just Compensation: 


(Kansas City Courts of Appeals, Missouri.) Generally, com- 
mon carriers are bound to receive goods which are offered by 
owners or their agents for transportation, and to carry them 
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for a just compensation.—Fewel vs. St. Louis & S. F. Ry. Co., 
267 Southwestern Reporter 960. 


Point of Time Marking Commencement of Carrier’s Liability for 

Goods Offered for Transportation Stated: 

Generally, point of time marking commencement of carrier’s 
liability is that moment when shipper surrenders entire custody 
of his goods, and carrier receives complete control of them for 
purpose of shipment at earliest practicable opportunity in usual 
course of business.—Ibid. 


Liable for Loss of Goods if Placed in Freight House for Pur- 
pose of Shipment, Due to Failure to Furnish Cars: 
Generally, although a shipper has agreed to load his prop- 

erty in cars, and has not yet done so, carrier is liable for its 

loss if it has been placed in his freight house for purpose of 

shipment with consent of his freight agent, and is ready for im- 

mediate transportation, and cause of delay is carrier’s failure 

to furnish requested cars.—Ibid. 

Plaintiff Held to Have Made a Constructive Delivery of Cattle 
for Shipment: 

Plaintiff’s act in purchasing cattle, ordering cars and tell- 
ing carrier’s agent that he was ready to ship, and asking that 
he be notified on arrival of cars, stating that he would load and 
be ready to ship in two or three hours thereafter, constituted 
a constructive delivery of cattle for shipment, notwithstanding 
placing of cattle on pasture, since it was a temporary arrange- 
ment to end on arrival of cars for shipment.—lIbid. 


Whether Delay of 30 Days in Furnishing Cars for Shipment of 

Cattle Was “Unreasonable Delay” Held for Jury: 

In action for unreasonable delay in furnishing cars for load- 
ing of cattle, whether delay of 30 days in furnishing cars was 
an “unreasonable delay” which is defined in Sess. Acts 1921, p. 
268, as any delay exceeding 24 hours from date cars are re- 
quired to be furnished shipper for shipping of live stock, and 
in view of prior car orders which carrier was required to fill 
first, under Rev. St. 1919, Section 9985, held for jury.—lIbid. 
Not Liable for Delays Caused by Unanticipated Influx of Busi- 

ness: 

Common carrier is not liable for delays caused by sudden 
unanticipated influx of business, and from other causes not 
within its control.—lIbid. 


Must Equip Themselves to Take Care of Normal Traffic With 
Reasonable Efficiency: 


Common carriers are public servants, and must equip them- 
selves to take care of normal traffic with reasonable dispatch 
and efficiency.—Ibid. 

Must advise intended shipper of conditions that might cause 
delay in furnishing cars: 

Carrier must, when application for cars is made, advise 
intended shipper of conditions that might cause a delay, and if 
agents have not so advised shipper and secured his consent, 
express or implied, to such delay, and damages result there- 
from, carrier is liable.—Ibid. 


Shopmen’s strike held not to excuse carrier’s failure to furnish 
cars for shipment of cattle: 


Shopmen’s strike did not excuse carrier’s failure to fur- 
nish cars for shipment of stock within « reasonable time, 
where, when order of plaintiff was filed, agent said he probably 
could get cars soon, and it was not claimed that a strike was 
in progress when order for cars was placed, and there was no 
evidence that plaintiff was advised that carrier was without 
proper labor to keep its equipment in proper repair for service. 
=i DAG. 


Instruction held to include carrier’s defense that delay in fur- 
nishing cars was caused by shopmen’s strike: 


In an action for unreasonable delay in furnishing cars for 
loading of stock, instruction that carrier would be liable, if it 
“unreasonably delayed in furnishing” such cars, held to include 
defense that delay was caused by shopmen’s strike, and testi- 
mony in support thereof.—lIbid. 

Refusal of instruction held proper, where not alleged in car- 
rier’s answer that strike existed when order for cars filed 

In action for unreasonable delay in furnishing cars for 
loading of stock, instruction that carrier would not be liable if 
there was a Strike in its shop, and by reason thereof equip- 
ment of carrier was disabled, and it delivered to shippers cars 
in order of their reception, was properly refused, where it was 
not alleged in carrier’s answer that strike existed when order 
for cars was filed, and there was no testimony to support such 
contention, and instruction failed to fix time of strike.—TIbid. 
Instruction outside pleadings and evidence held properly re- 

fused: 


In action for unreasonable delay in furnishing cars for 
loading of cattle, instruction that, if plaintiff recovered, amount 
of verdict was limited to nominal damages, and there could be 
no recovery in excess of such sum as was actually paid by 
plaintiff on account of carrier’s failure to provide cars for 
shipment on day following placing of order, was properly re- 
fused as being outside pleadings and evidence.—Ibid. 
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Evidence as to conversation with carrier’s agent held prop. 
erly admitted to support petition: 

In action for unreasonable delay in furnishing cars for 
loading of stock, evidence of plaintiff’s agent relative to con- 
versation between him and carrier’s agent, subsequent to plac- 
ing of order for cars, was properly admitted to support peti- 
tion.—Ibid. 

Freight bills of delivering carrier showing date of reception of 
shipments held admissible: 

In action for unreasonable delay in furnishing cars for 
loading of cattle, freight bills of delivering carrier were admis- 
sible to show date of reception by that company of shipments, 
as against objection that they were self-serving.—lIbid. 
Shipper of Live stock held not required under bill of lading to 

give notice to carrier of debilitated condition of cattle at 

destination, as condition precedent to recovery: 

(Kansas City Court of Appeals. Missouri). Under a 
bill of lading requiring shipper of live stock to give notice to 
carrier before removal of live stock from its possession, of 
any visible or manifest injury to the live stock, shipper held 
not obliged to give such notice, where injury arose from shrink- 
age, loss of weight, and debilitated condition of the cattle pro- 
duced by negligent delay and confinement, in view of Amend- 
ment of March 4, 1915, to the Interstate Commerce Act (U. S. 
Comp. St., Section 8604a). (Sandker vs. Wabash Ry. Co., 267 
Southwestern Reporter, 957). 

Shipper suing for damages based on delay must show both 
delay and its negligent character: 

Shipper suing for damages to live stock based on delay 
must show both delay and its negligent character.—lIbid. 
Evidence held insufficient to show ultimate delay at destina- 

tion or that it was negligent: 

Evidence held insufficient to show ultimate delay at des- 
tination of shipment of live stock, or that such ultimate delay 
was negligent.—Ibid. 

Measure of damages to live stock from negligent delay stated: 

The measure of damages to live stock from negligent 
delay in transporting is the difference between the fair mar- 
ket value of the cattle at destination and time of arrival, in 
the condition in which they did arrive, and their value had 
they arrived in good condition.—lIbid. 


Manner of showing damages resulting to shipper of live stock 
because of carrier’s negligent delay stated: 

The proper way to show damages to live stock for car- 
rier’s negligent delay is first to qualify the witnesses to testify 
to the fair market value of the cattle on arriving at destina- 
tion, in the condition in which they arrived, and their value 
had they arrived in good condition, then let such witnesses 
give their estimate of the depreciation in value of the cattle 
on arrival at destination.—Ibid. 


Instruction as to carrier’s duty to transport cattle in usual 
and customary manner and route held not justified by evi- 
dence: 

Where shipping contract provided that carrier was not 
bound to transport cattle by any particular train or for a par- 
ticular market or otherwise than with reasonable dispatch, but 
should have right in case of physical necessity to forward them 
by any carrier or route between shipping point and destina- 
tion, instruction that it was duty of carrier to transport cat- 
tle in usual and customary manner and route held not war- 
ranted by evidence.—Ibid. 

Instruction on damages relative to death of cattle held broader 
than evidence: 


Where, in shipper’s action for damages to cattle, three of 
which died, evidence showed that death of one of them was 
not attributable to the fault of defendant, instruction authoriz- 
ing recovery for death of three cattle was broader than the 
evidence.—Ibid. ~* 

Liability for delay in furnishing cars is based on “negligence”: 
(Court of Appeals of Kentucky). Duty of carrier to fur- 

nish freight cars promptly is not absolute, and liability for so 

doing is based on “negligence” or failure to exercise ordinary 

care or reasonable diligence. (McCord vs. Louisville & N. 

R. Co., 267 Southwestern Reporter 766). 

Burden of proof necessary to excuse delay in furnishing freight 
cars because of abnormal operative conditions, stated: 

In excusing delay in furnishing freight cars burden is on 
carrier to prove not only existence of abnormal operating con- 
ditions, such as could not have been reasonably anticipated and 
avoided, but also that delay was caused solely by such condi- 
tions.—Ibid. 

Evidence held insufficient to excuse delay in furnishing freight 
cars: 

In action against railroad company for delay in furnishing 
freight cars, evidence as to number of cars in shop for repairs 
held insufficient to excuse delay.—Ibid. 

Failure to show distribution of cars was not discriminatory, 
or did not cause delay, held fatal to right to directed ver- 
dict on ground of excuse: 

In action against railroad company for delay in furnishing 
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cars, failure to show that distribution of available cars among 

its several divisions was not discriminatory against division in 

question, or that delay was not due to any such failure on its 
part, was fatal to defendant’s right to directed verdict on 
ground that delay was excusable.—Ibid. 

Railroad in possession and control of less than two-thirds cat- 
tle cars, not without fault as matter of law for delay in 
furnishing cars: 

In action against railroad company for delay in furnishing 
cattle cars, though defendant owned sufficient cars where it 
had in its possession and under its immediate control less 
than two-thirds number of its cars, defendant was not without 
fault, as matter of law.—Ibid. 

Railroad not excused for delay in supplying cars because they 
were not returned promptly though it complained to agent: 
Where interstate railroads employed agent to look up and 

return cars engaged in interstate commerce, fact that defend- 
ant’s cars were not returned promptly though it had com- 
plained to such agent, did not excuse its delay in furnishing 
cars to shipper, as it could not shift its responsibilities to its 
own agent.—Ibid. 

Facts necessary to enable carrier to avoid responsibility for 
unusual delay in furnishing shipping facilities, stated: 

To avoid responsibility to shipper for unusual delay in 
furnishing shipping facilities, carrier must show ownership of 
sufficient equipment to meet ordinary demands promptly and 
lack of negligence in permitting such equipment to be unavail- 
able for such use.—lIbid. 

Interest on Unliquidated claim recoverable only as damages: 
(Commission of Appeals of Texas, Section B).—Interest on 

an unliquidated claim before the date of judgment is recover- 

able if at all as damages and not as interest to nomine.—(St. 

Louis Southwestern Ry. Co. of Texas vs. Seale & Jones, 267 

Southwestern Reporter 676). 

Interest must be pleaded to warrant, recovery as damages: 
To permit the recovery of interest on an unliquidated claim 

as damages it must be pleaded.—Ibid. 

Allowance of interest on unliquidated claim question for jury: 
The allowance of interest as damages on an unliquidated 

claim is ordinarily a question for jury.—Ibid. 

Verdict not reversed for erroneous instruction if no other ver- 
dict authorized: 

A verdict will not be disturbed because of an erroneous 


charge where under the facts no other verdict coutd be author- 
ized.—Ibid. 


Allowance of interest on unliquidated claim compensation for 
delay: 
Interest allowed as damages on an unliquidated claim is 
by way of compensation for delay in payment, and cannot be 


assessed as a matter of law, but only where allowance would 
be equitable.—Ibid. 


Special findings by jury held not to warrant court in adding 
interest to time of judgment: 

Special jury findings showing that sum allowed as dam- 
ages for loss to shipment of stock were fixed as of date of 
injury, held not to warrant court in adding interest to time of 
judgment, the question being for the jury and not having been 
submitted.—Ibid. 

Failure to seek correction of instruction not submitting recovery 
of interest, held to waive right to interest: 

In shipper’s action for loss to live stock shipment, where 
court’s instructions did not submit question of interest to date 
of judgment, and no steps were taken to correct the omission, 
plaintiff must have been held to waive the question of interest. 
—Ibid. 

Courts should rarely go behind verdict in rendering judgment: 

Courts in rendering judgment, should rarely go behind 
jury’s verdict.—Ibid. 

Acceptance of new bill of lading from connecting carrier held 
not to discharge initial carrier: 

Interstate character of shipment under through bill of 1lad- 
ing, held not changed by shipper’s acceptance of new bill of 
lading from connecting carrier, and initial carrier’s liability 
under Vernon’s Ann. Civ. St. Supp. 1922, arts. 731, 732, and 
the Carmack and Cummins Amendments to the Interstate Com- 
merce Act (U. S. Comp. St. Section 8604a, 8604aa), was not 
therefore affected thereby.—Ibid. 7 
Objection that averment of expenses caused by negligent delay 

was insufficient not sustained, where not attacked by special 

exception: 

(Court of Civil Appeals of Texas. Amarillo).—Objection 
that petition in action against carrier to recover for negligent 
delay in furnishing stock cars did not allege that expenses in- 
curred by shipper in caring for stock were reasonable, not sus- 
tained where paragraph in such petition setting up such ex- 
penses was not attacked by special exception, based on that 
ground. (Schaff vs. Johnson, 267 Southwestern Reporter 737). 
Allegation ag to expenses incurred because of negligent delay 

held to mean that they were reasonable: 

In action to recover for carrier’s negligent delay, in fur- 
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nishing stock cars, allegation that it became necessary for 

plaintiff to incur certain expenses to care for his stock, in 

absence of special exception, means that such expenses were 
reasonable.—Ibid. 

Expense of repair of windmill and telegraph bill, incurred pend- 
ing negligent delay in furnishing stock cars, held not re- 
coverable: 

In action to recover for carrier’s negligent delay in fur- 
nishing stock cars, repair of a windmill and telegraph bills, in- 
curred while shipper was caring for stock, pending such delay, 
not being within contemplation of parties when cars were ord- 
ered, nor proximate result of failure to furnish such cars, were 
not proper items of damages.—Ibid. 

Generally, person entitled to recover all reasonable expenses 
caused by wrong complained of: 

Generally, a person ig entitled to recover as damages all 
reasonable expenses to which he may have been put in conse- 
quence of wrong or injury inflicted.—Ibid. 

Defendant cannot be held liable for unforeseen consequences 
of its act: 

Defendant cannot be held liable for unforeseen conse- 
quences of its act, or such ag could not be said to have been 
the usual and probable result of condition produced by its neg- 
ligence.—Ibid. 

Appellate court unable to say that certain improper items of 
damage were not included in verdict, where authorized by 
charge and general finding for plaintiff: 

In action against carrier for negligent delay in furnishing 
stock cars, although there was no special finding for plaintiff 
as to certain items of damage improperly claimed by him, 
appellate court could not say that such items were not in- 
cluded in verdict, where they were authorized by the charge, 
oo there was general finding of damages in plaintiff’s favor.—- 

a \) et DO 
Error not predicable on damages alleged in petition where not 

submitted to jury: 

In shipper’s action against carrier for negligent delay in 
failure to furnish stock cars, error could not be predicted on 
elements of damage claimed in shipper’s petition where trial 
court did not submit them to jury.—Ibid. 


Verdict not set aside because findings contrary to evidence, 
where some evidence in support and no exceptions taken: 
Verdict on findings of fact will not be set aside because 

findings contrary to evidence where no exceptions were taken 

to findings and there was evidence to support them.—Ibid. 

Finding not interfered with because evidence will sustain finding 
contrary thereto: 

That evidence will sustain finding contrary to that of jury 
affords no sufficient reason for interfering therewith, if there 
is evidence to sustain such finding.—Ibid. 

Whether or not evidence preponderates on an issue is for trial 
court: 


Whether or not evidence preponderates on an issue is a 
matter for trial court.—Ibid. , 
Objection to findings held not to present question as to release 

of defendant’s liability by reason of strike: 

Objection to findings that they involved finding that strike 
did not prevent defendant carrier from complying with demand 
for cars, held insufficient to present to appellate court ques- 
tion as to release of carrier’s liability by reason of strike, 
where no exceptions were taken by defendant to findings or to 
court’s general charge, and no special issues were presented to 
court covering alleged deficiency in verdict.—Ibid. 
Jury’s findings on controverted matter is conclusive: 

ats findings on a controverted matter is conclusive.— 


SUPREME COURT ACTION 


The Trafic World Washington Burgau 


A petition of the Pere Marquette Railway Company for a 
writ of certiorari, to be directed to the United States Circuit 
Court of Appeals of the sixth circuit, in No. 892, Pere Marquette 
Railway Company vs. Loveland and Hinyan Company et al., was 
denied March 16 by the Supreme Court of the United States. 

The Loveland and Hinyan Company, according to the rec- 
ord, obtained a judgment against the Pere Marquette Railroad 
Company, April 12, 1913, for $5,500 on account of delay in tran- 
sit, rough handling, furnishing of improper equipment and delay 
in furnishing cars, in connection with seventy carload shipments 
of produce made by it over the Pere Marquette and connecting 
carriers between September 27, 1909, and November 10, 1911. 
The Fremont Canning Company obtained a judgment for $2,- 
048.48 against the railroad company for damage sustained to 
shipments of merchandise and for failure of the company to fur- 
nish refrigerator cars for shipment of perishable produce. 

On April 5, 1912, the record showed, receivers were appointed 
for the railroad company. Thereafter the claimants sought to 
recover the amounts found due them from the new Pere Mar- 
quette Railway Company. The Circuit Court of Appeals of the 
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sixth circuit held that the railway company should pay the claims 
of Loveland and Hinyan and of the Fremont company. 

The Pere Marquette Railway Company contended that the 
claims were claims against the old Pere Marquette company, 
which had long since passed out of existence, and that the new 
company could not be held Hable for them. 

In No. 922, Hartford Accident and Indemnity Company of 
Hartford vs. Southern Pacific Company et al., the Supreme Court 
granted the petition of the Hartford company for a writ of cer- 
tiorari to the United States Circuit Court of Appeals for the fifth 
circuit. The case involves the question of whether or not the 
property tendered into court or the bond given in lieu thereof 
under the admiralty rules of the Supreme Court at the time a 
petition for limitation of liability is filed by a ship owner remains 
liable, although such petition is ultimately denied. The Hartford 
company said the question had never been decided by the Su- 
preme Court nor by any federal court nor, so far as it had been 
able to ascertain, by the admiralty courts of England. 

In No. 891, Chicago, Milwaukee & St. Paul vs. Edith F. Coo- 
gan, as special administratrix of the estate of William Coogan, 
deceased, a personal injury case, the Supreme Court granted the 
petition of the carrier for a writ of certiorari to the Supreme 
Court of Minnesota. 


VIRGINIA PRESENTS VIEWS 


The Traffic World Washington Bureau 

Virginia’s proposals respecting the Virginian Railroad in 
connection with the Cammission’s plan for consolidaton of the 
railroads into a limited number of systems, formulated by the 
Virginia Corporation Commission, after consultation with ship- 
pers in that state, have been laid before the Commission by 
yovernor E. Lee Trinkle. The state asked for a reopening of 
the case in so far as it related to the disposition of that road. 
The state opposes consolidation of the Virginian either with the 
Norfolk & Western or the Chesapeake & Ohio, as inimical to 
the development of the Hampton Road ports of that state. 

That state suggested the consolidation of the Virginian with 
the New York Central, or in the alternative, with the Detroit, 
Toledo & Ironton. In either event some new construction would 
be necessary but not enough to make it a serious question in 
the eyes of Virginians. The suggestion for union of the Vir- 
ginian with the New York Central was as an alternative for the 
Chesapeake & Ohio and Norfolk & Western proposal for union 
with one or the other of them. The proposal for union with 
the Ford Road was put forth as an alternative for the New York 
Central suggestion. At the consolidation hearing and argument 
the Virginian asked to be left alone or united with the New York 
Central. 

Virginia’s comment on the suggested union with the Chesa- 
peake & Ohio is that the Van Sweringen interests would lay in 
the development of New York rather than Hampton Roads ports. 
In behalf of the union with the Ford Road it was pointed out 
that the Ford Motor Company had recently established a large 
plant at Norfolk and that Ford ships had been put into opera- 
tion from Hampton Roads ports. Union with the Ford road, 
it was also pointed out, would bring about a realization of the 
North Carolina idea of a lakes-to-tidewater line, with the ocean 
port on the south Atlantic, a plan that was laid down before 
the civil war but disrupted by that war and by the dismember- 
ment of the Yadkin Valley road. 


RECEIVER FOR C., M. & ST. P. 


Following an admission by attorneys for the Chicago, Mil- 
waukee & St. Paul, in the United States District Court at 
Chicago, March 18, that the road would be unable to meet 
indebtedness maturing June 1, to the amount of about $48,000,- 
000, Judge James H. Wilkerson appointed President H. E. 
Byram, Mark W. Potter, former member of the Commission, 
and Edward J. Brundage, former attorney general of Illinois, 
as receivers for the road. 

The form of the proceedings was an involuntary bank- 
ruptcy petition brought by the Binkley Coal Company, but it 
was said that the suit was in the interest of the road with its 
attorneys consenting to the action. Following the action in 
Chicago, similar suits were instituted in New York and Min- 
neapolis. It is understood that there will be a readjustment 
of the road’s capital structure, involving a scaling down of its 
securities, particularly the $116,274,900 preferred stock and 
the $117,411,300 common stock. 

In response to an inquiry as to whether or not the govern- 
ment could do anything with respect to aiding the Chicago, 
Milwaukee & St. Paul in its present financial situation, a 
spokesman for President Coolidge said at the White House 
March 17 that the President did not know that the govern- 
ment had done anything other than attempt to have Congress 
pass a bill auhorizing a reduction in the rate of interest on 
the railroad’s indebtedness to the government, and that Con- 
gress had not passed such a bill. _ It was said that the govern- 
ment, therefore, while deirous of being of assistance in such a 
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situation, could not reduce the rate of interest below 6 per 
cent, and that the President did not know of any action that 
could now be taken by the government to give the road relief. 

President Coolidge, it was understood March 19, requested 
the Commission and the Railroad Administration to submit re 
ports as to the indebtedness of the Chicago, Milwaukee and St. 
Paul to the government so that proper steps might be taken to 
protect the government’s interests in connection with the re 
ceivership. The Milwaukee owes the government a total of 
$58,655,000. 


ORIENT PLANS 
The Traffic World Washington Bureau 


. T. Kemper, receiver of the Kansas City, Mexico & 
Orient Railroad Company, has applied to the Commission for 
an order extending the time for payment of the government 
loan of $2,500,000 made to the receiver in November, 1921, for 
a period of 15 years from Dec, 1, 1921, in connection with a 
proposed reorganization agreement which has been submitted 
to the United States District Court for the District of Kansas, 
under which it is proposed to reorganize the Orient system and 
take it out of the receivership. 

The reorganization plan contemplates the formation of a 
corporation to take title to the property subject to the indebt 
edness of the receiver to the government, the time for pay 
ment to be extended as proposed. It is further proposed that 
the receiver shall obtain an equipment loan of $1,000,000 from 
the government under section 210 of the transportation act, 
the proceeds to be used in the purchase of locomotives, freight 
cars and other equipment. The receiver has filed an applica 
tion for this loan, the application being filed as an amendment 
to an application filed June 4, 1920, asking for a loan of 
$3,500,000. 

The reorganization plan provides for the issuance of 
$3,500,000 of capital stock which shall become the absolute prop 
erty of the bidder or his assigns, and of $4,000,000 of capital 
stock to be allotted for subscription by the several ownerg ol 
2-year 6 per cent gold notes. 

The receiver stated that cash in the amount of $1,250,000 
was to be paid in by the underwriters under the reorganiza 
tion plan. He said that, under the improved conditions which 
will be brought about through the reorganization plan, he be 
lieved that the new company would be able to earn and pay 
the current interest as it would hereafter accrue on the in 
debtednesg to the government and also be able to earn an adidi- 


tional income to pay delinquent and accrued interest on the 
$2,500,000 loan. 


————— 


HEARINGS ON CONSOLIDATION 


The Commission announced March 17 that hearings on the 
applications of the Nickel Plate would be begun April 15, in 
Washington, before Director Mahaffie, of the Bureau of Finance. 
There are three applications. One is that in which the new 
Nickel Plate company seeks authority to acquire control of 
the old Nickel Plate company and also of the Chesapeake an‘ 
Ohio, Hocking Valley, Erie, and Pere Marquette. As a part of 
that application is another in which the new Nickel Plate asks 
authority to issue capital stock. The third application is that 
in which the new Nickel Plate asks authority to build and 
operate a new line between Valley Crossing and Cregg, Ohio. 





CONSOLIDATION LEGISLATION 


A prediction that railroad consolidation legislation would 
be prominently before the next session of Congress was made 
March 19 by Senator Cummins, after a conference with Presi- 
dent Coolidge at the White House. The senator reiterated his 
views with respect to such legislation. Senator Watson, chair- 
man of the Senate interstate commerce committee, also con- 
ferred with the President and was understood to have discussed, 
among other things, railroad consolidation legislation. 

It was also understood that the President discussed with 
him the situation as to filling the vacancy on the Commission. 

Senator Watson said he intended to devote considerable 
time to the study of the transportation question before the next 
session of Congress. 





TELEPHONE COMPANY INCOME 


Operating income of 71 large telephone companies having 
annual operating revenues in excess of $250,000 totaled $150,- 
793,302 in 1924 as compared with. $136,705,068 in 1928, an in 
crease Of $14,088,234 or 10.3 per cent, according to statistics 
complied by the Bureau of Statistics of the Commission. For 
December, 1924, the operating income was $13,812,899, an in- 
crease of $2,223,214 or 19.2 per cent, as compared with Decem 
ber, 1923. ‘The number of company stations in service in- 
creased from 11,385,662 at the end of December, 1923, to 12,216,- 
977 at the end of December, 1923, an increase of 7.3 per cent. 
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BIDS FOR “PRESIDENT” SHIPS 


The Traffic World Washington Bureau 


The Pacific Mail Steamship Company March 19 submitted 
to the Shipping Board a bid of $6,750,000 for the five “Presi- 
dent” type combination cargo-passenger vessels operated by it 
petween San Francisco and the Orient. R. Stanley Dollar sub- 
mitted a bid of $5,625,000 for the same vessels, or $1,125,000 
for each ship. The vessels are the President Taft, President 
Cleveland, President Wilson, President Lincoln and President 
Pierce. 

It had been expected that Dollar would also bid on the five 
ships the Dollar line operates between Puget Sound ports and 
the Orient, but such a bid was not submitted. The Dollar bid 
guarantees operation of the vessels on the present route for a 
period of five years. 

Checks covering 24% per cent of the amounts bid were sub- 
mitted by the bidders. 


Chairman O’Connor announced that the bids would be taken 


under advisement and that a decision would be reached as soon 
as possible, 


Gale Carter, president of the Pacific Mail, issued the follow- 
ing statement: 


The Pacifie Mail Steamship Company bid $6,750,000 for the five 
“President” Shipping Board ships which the company is now op- 
crating between San Francisco and the Orlent. The Vacific Mall, 
established in 1848, and all times since operating ships exclusively 
under the American flag, started the trans-Pacific route in 1867 and 
has ever since maintained that route. 

The Pacific Mail bid is exactly the price at which the Shipping 
Board now carries the five ships. The company proposal goes much 
further than is generally considered possible. It not only effects 
a sale to private interests, guaranteeing the continulty of this serv- 
ice under the American flag for not less than a ten-year period, 
double that stipulated by anyone, but also provides for the perma- 
nency of such service through the construction of new vessels of the 
latest type. This would result in Diesel ships built to meet the re- 
quirements of this trade capable of being operated on a competitive 
basi« with foreign lines of any flag. These new sale features are in 
accordance with the President’s policy of American merchant marine, 
both for national defense and American commerce. 

(Under the Pacific Mail proposal, none of the operating profits 
over an interest return will be taken by the purchaser but are to 
be set aside for a construction fund, under the direction of the 
government, for new vessels of higher speed, better accommodations, 
yet with such economies of operation that the American flag can 
be preserved on this route. 

The ” operators estimate at over $1,000,000 annually the econo- 
mies and other operating advantages which a new fleet of the latest 
type and design 
the present fleet. 

The purposes of this constructive plant and the procedure un- 
der which it would be worked out conform substantially to those ad- 
vanced by former Commissioners Lasker and Farley and by the mer- 
chant marine advisory committee as a sound means of developing the 
American merchant marine for commerce and national defense under 
private ownership in line with the shipping act and Jones act. 


The Pacific Mail bid contemplates the organization of a 
new company with an authorized capital of $5,500,000 of four and 
one-half per cent cumulative preferred stock, and 60,000 shares 
of common stock, without par value. Its proposal was that 
the Shipping Board sell the five ships for $1,250,000 cash and 
$5,500,000 of the new company’s preferred stock. The Shipping 
Board, under the proposal, would select seven of the eleven 
directors of the proposed company. 

Commissioner Lissner said negotiations were in progress 
for the sale of six of the lake-type vessels which the board 
Wished to sell, but that there were no prospective sales of other 
routes in sight. He said the demand now wag for vessels of 
the lake type and for tankers. As of January 1, there were 
328 tankers privately owned, while the board had 39 tankers 
of all types. At one time it had approximately 80 tankers. 
At the present time the board has about 30 tankers, of which 
the board has get aside 12 for use in connection with the op- 
eration of the government fleet. 

Commissioner Lissner, chairman of the ship sales committee 
of the Shipping Board, has been advised informally of plans of 
Pacific coast financial interests for the formation of a shipping 
company to take over the Fleet Corporation’s freight services, 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
edium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 60c; 10 
words to the line; numbers and a tions counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 


TRAFFIC OFFICIAL, knowledge of rates, excellent record, wishes 
make change, good personal reasons. Would consider place fair salary 


with carrier, includ ng es company or industrial concern. Ad- 
dress Box 765, care Traffic World, Chicago. 


especially built for this service would have over 
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other than the combination passenger-cargo services operated 
for the government by the Pacific Mail and Dollar lines, operat- 
ing out of Pacific coast ports. Mr. Lissner said nothing definite 
had materialized with regard to the proposal but that he hoped 
something would develop along that line. 

Chairman O’Connor of the Shipping Board this week made 
the following statement with respect to ship sales: 


I am much gratified at what has been accomplished in carrying 
forward the vigorous ship sales policy of the board followed during 
the past year in the sale of government vessels to citizens for con- 
tinued operation under the American flag. I belleve in an extremely 
liberal sales policy in order to get these ships into private hands. 
During the past six months the Shipping Board has sold to Amer- 
ican citizens over 30 of the goverrsment vessels with a deadweight 
of 176,898 tons, the total price received for these ships being ap- 
proximately $2,500,000. Ships sold during the past six months in- 
clude 56 steel cargo vessels, 13 lake type steel cargo vessels, 7 steel 
tankers, 2 concrete tankers, 1 ex-German combination freight and 
passenger vessel and two ocean going tugs. 

The board has under negotiations at the preserst time prospective 
sales of additional passenger vessels and freight vessels on lines now 
operenes by the government. Our aim is to transfer as soon as pos- 
sible every single government ship to private American capital for 
operation under the United States flag. Wherever American capital 
cars be found which will give guarantee of continued operation, I 
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am in favor of most liberal terms of sale. The ships which cannot 
be sold and are not needed for the American merchant marine should 
be promptly scrapped, consistent with the interests of the government. 
We are prepared to forget the cost of the ships if we can sell them 
to Americans of character who can guarantee the service which we 
believe the country requires. 


DEFENDS COASTWISE LAWS , 


Opposition to proposals that foreign vessels be permitted to 
engage in the coastwise trade of the United States from which 
they are now barred wag expressed March 16 in a statement 
issued by Senator Ransdell, of Louisiana, as president of the 
National Merchant Marine Association, as the result of reports 
from Japan to the effect that Japan intended advocating at the 
Brussels Conference in June that all nations should open their 
domestic traffic to foreign vessels and that it was willing to 


take the initiative in the matter. In his statement Senator 
Ransdell said: 


I am surprised that foreign nations should think for one 
moment that the United States could be so foolish and short 
sighted as to accede to any plan whereby the great domestic 
water traffic of this country should be opened to foreign vessels. 
In what conceivable way could the United States be benefited by 
such a | ee Ad No other nation in the world has a coastwise 
traffic that approaches a fractional part of that of the United 
States, and how any one could believe this country would agree 
to permit foreign vessels to come into this exclusive traffic in 
return for a similar privilege being accorded American vessels as 
to the coasting trade of other nations is a puzzle to me. The 
thought seems so ridiculous that I am inclined to place little 
credence in the rumor. 

Just analyze for a moment what such a plan would amount 
to. Today the United-States can take pride in owning a very 
substantial merchant marine engaged exclusively in its coastwise 
trade. I believe the figures approximate 8,000,000 tons gross. This 
does not include shipping on the Great Lakes which, if added, 
would bring the total up to say nearly 10,000,000 tons. I grant 
you any trade that can sustain a fleet of that size must prove a 
tempting morsel to other maritime countries. But by what line 
of reasoning would other nations approach the subject? If con- 
ditions confronting the development of American shipping in 
the foreign trade during the past few years can be used as an 
index; if the generally unfavorable comment that has come from 
foreign sources regarding this country’s efforts to take its place 
on the seas is taken into account, it should not be difficult to 
reach a conclusion that such a step would be an act approaching 
suicide upon our part. Our merchant marine in the foreign trade 
is small at best. It would be our overseas merchant marine that 
would of necessity seek business in the coast trade of other 
nations. It would not be that vast fleet which is now engaged 
in our own coastwise trade. Hence, if we are unable to get our 
ships out on the great ocean highways and engaged in the world’s 
carrying trade because of the competition now met and the un- 
friendly attitude displayed towards America’s effort, what good 
would such so-called reciprocity do this nation? I can see but 
one result and that would be the eventual displacement of Am- 
erican flag ships from the coastwise business of this country and 
their places filled with foreign vessels. 


If American vessels have found it difficult to compete on the 
high seas with foreign vessels, by what line of logic could it be 
held American vessels could compete with foreign vessels in the 
coastwise trades of the United States? If American vessels were 
supplanted by foreign vessels in those trades what would be the 
need of shipyards in this country? How would they be sus- 
tained? Why should labor that is today employed in connection 
with the great American fleet in our coastwise and intercoastal 
service be turned into other channels for a livelihood with abso- 
lutely no compensating gain to this country for such a conces- 
sion? Would the opening of the coastwise trade of this country 
to foreign vessels result in cheaper costs of transportation? Quite 
likely at the outset there would be some lowering of rates, but 
the purpose would be obvious, namely, to set up such a competi- 
tion as could not be endured by American flag interests. But 
once the American vessels were driven from the trade and it be- 
came purely a trade conducted by foreign flag vessels, does any 
one imagine that freight rates would not be raised to a point as 
high as the traffic could possibly stand? And what would be the 
gain to this country by such a process? It would have destroyed 
its shipyards; it would have driven from the coastwise trade its 
American fleet; it would have removed from availability a large 
fleet of naval auxiliaries most useful in time of emergency, and 
once for probably all time ended all likelihood of this country 
seriously considering questions of a merchant marine. 


Indeed, there is a question in my mind whether the purpose 
a such a plan is not to accomplish that very end. With 
a fleet approximating 10,000,000 tons this nation cannot be con- 
sidered one without a maritime spirit, and it is easily compre- 
hended that other maritime nations, so long as this country main- 
tains such a fleet in its domestic trade, take a view that there 
is always the danger of an American Congress extending to Am- 
erican shipping that same degree of protection that is afforded 
other great industries of the United States which, if done, would 
find a ready-made merchant marine, many of which ships would 
be capable of getting out into the world’s trade as active com- 
petitors with other maritime nations. But if foreign ships could 
gain entrance into our domestic trade, it would require but a few 
years at most to completely end all aspirations of this nation to 
become a factor on the high seas and make us dependent for all 
Sues on the ships of other nations to handle our water-borne 
raffic, 


Has this nation so soon forgotten its experience gained from 
the late war? Foreign flag ships are, of course, most anxious to 
carry our goods and to collect and retain the earnings from such 
carrying trade; but are these foreign vessels available to America 
in time of war involving such nations? The moment such an 
emergency arises those foreign ships are immediately subjected 
to war-time orders by their own governments and this country 
would find its goods stored at the water’s edge rotting and de- 
teriorating for want of transportation facilities. We need only 
refer to the confusion and great loss caused our international 
trade during the World War when this country found itself in 
the humiliating position of being obliged to depend largely upon 
foreign flag ships for the carriage of our commodities overseas. 
Do we intend to put ourselves in a position where with respect 
to our own domestic water transportation we must rely almost 
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entirely on foreign flag ships for the carriage of our commodities 
from port to port? 


PALMER ON MERCHANT MARINE 


An address that was to have been delivered by President 
Palmer, of the Fleet Corporation, before the Propeller Club of 
the Port ‘of New York, March 19, was read for him at that time 
because he was not able to be present on account of illness, 
Mr. Palmer discussed the need for an American merchant 
marine and reviewed the steps that had been taken by the Ship. 
ping Board and Fleet Corporation to put the government fleet 
on an economical and efficient basis. In the last twelve months, 
he said, the general administrative expense of the Fleet Cor- 
poration had been cut approximately $1,250,000, of which 
$1,000,000 was in salaries alone. He said “further drastic re- 
ductions” were continuing. He said the reduction in person- 
nel was largely in consequence “of our policy of placing more 
and more responsibility upon the private agencies through 
which our lines are operated and thus reducing the amount of 
detailed supervision exercised directly by the Fleet Cor- 
poration.” 

President Palmer said there were signs of improvement 
in general conditions in the shipping world which afforded 
some encouragement. He said the world surplus of ships 
was gradualy being reduced. Continuing, he said: 





It is very advantageous to the government to follow a liberal 
sales policy amd take an immediate loss on ships rather than main- 
tain them in service at a greater eventual loss. Further, it is one of 
our prime purposes, under the merchant marine act, to build up 
regular lines with a view to disposing of them to private citizens who 
will undertake to maintain them for a period of years at least. This 
is an entirely different matter from that of selling individual ships 
for unrestricted operation. The purpose is to find purchasers who 
will mot only take over the vessels but will guarantee the operation 
of these vessels under certain conditions, come what may and re- 
gardless of any loss incurred. To sell ships with a guarantee of 
operation attached, it is obvious that a lower price must be asked 
than that at which the ships would be sold for operation wherever 
their owners desired. A concession in price must be made to effect 
in some measure the risks involved. 

As for fixing the period of guaranteed operation for a certain 
number of years, the idea is that if an operator can meet his obli- 
gations for that length of time, he will have acquired such a firm 
footing in the trade and such valuable experience as will enable him 
to continue thereafter indefinitely; also, we are expecting considerable 
improvement in shipping conditions during the next few years and 
this will make it practicable for those established in the business to 
carry on and prosper. All things considered, it is good business for 
the government to make such sales whenever purchasers with the 
necessary enterprise, courage and resources can be found. 

It is gratifying to note the steadily increasing goodwill of our 
shippers towards our lines. Formerly, when our services were re- 
garded as of an emergency or temporary character, there was an 
obvious and natural reluctance on the part of shippers to break con- 
nection with foreign flag lines which had been giving them fair serv- 
ice and to give their business to our lines; but lately, since it has 
become generally realized that American services are of a permanent 
character, that they are to be maintained continuously, either by 
private operators or by the government until private operators take 
them over, and that these services are equal to those of our com- 
petitors, shippers have been giving us an increasing share of their 
shipments. Similarly, as the high quality of our passenger ship serv- 
ices has become more widely known, our travelers are transferring 
their patronage to our lines. So we are justified in expecting that 
Americans will increasingly exercise the favoring spirit towards our 
ships as foreign nationals favor theirs. Nothing is more important 
than this in the development of our merchant marine. 


YORK-ANTWERP RULES 


The Trafic World Washington Bureau 


Resolutions requesting the International Law Association 
to call another meeting to consider the proposed revision of 
the York-Antwerp rules for the adjustment of losses on car- 
goes jettisoned or otherwise sacrificed were adopted March 
16 at the conference of representatives of American shipping, 
exporting and marine underwriting interests held under the 
auspices of the Chamber of Commerce of the United States. 
A committee was authorized to consider and formulate the 
American attitude toward the rules as drafted by the Interna- 
tional Law Association at its meeting in Stockholm in 1924. 

Elliot H. Goodwin, resident vice-president of the Chamber 
of Commerce, in opening the conference, said American inter- 
ests had not had adequate opportunity to consider the proposed 
changes and to express their opinion before the Stockholm 
meeting in 1924. He explained that the purpose of the con- 
ference called by the Chamber was to reach conclusions that 
might be accepted abroad and elsewhere as reflecting American 
opinion. 

Paul M. Ripley, president of the National Industrial Traffic 
League, said the point of view of American shippers should be 
determined before final action was taken on the proposed draft 
of the rules. 

Ira A. Campbell, counsel for the American Steamship Own- 
ers’ Association, and Arthur M. Boal, representing the Fleet 
Corporation, submitted objections to the rules in their present 
form. Uniform rules along the lines of the proposed revision 
were favored by Louis F. Burke, of the American Marine 
Underwriters, and Edgerton Parsons, representing the Ass0o- 
ciation of Average Adjusters. S. C. Mead, of the New York 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 










. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 

complaints before the Interstate Commerce 

Commission, matters before the Federal Trade 

Commission, bills in Congress and similar 

matters. 




















. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 

attempted. 





. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 

Commission and similar documents. 


. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 





part of every subscrip- 
tion for the 


ARFICWORL 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 





Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 


‘Save the difference’ ’ 





WHETHER YOU 
EXPORT OR IMPORT 
SHIP VIA THE 


Port of Houston 


Economy! Itmakes The Port of 
Houston the logical point through 
which to distribute merchandise to 
the Entire Southwest. 




























Strategy! Indicates Houston as 
the point from which to make your 
Merchandising Contacts through- 
out the Southwest. 











Your branch house belongs in 
Houston. 








Your Sales Organization will 
work better out of Houston. 








Your merchandise will reach its 
destination Quicker and at lesser 
cost when shipped Via the Port of 
Houston. 







The proof lies in Figures com- 
piled in the regular Tariff form you 
find most convenient to work with. 





We will send you “Houston 
Freight Rate Book Number 1,’ free 
of charge and 


“PORT HOUSTON” 


One of the most complete and pract- 
ical “port books” published, Address 


THE DIRECTOR OF THE PORT 


Fifth Floor Courthouse Houston, Texas 
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Merchants Association, urged determination of the American 
viewpoint on the rules. 

The conference authorized Dr. Arthur H. Kuhn, represent- 
ing the American branch of the International Law Association, 
to designate the committee that will consider the American 
proposals to be submitted to the Internaional Law Association. 
It is planned to hold another meeting in about a month to 
receive the report of the committee. ‘ 

Among those who attended the conference were Sidney 
Anderson, of the Millers’ National Federation; Edward E. Blod- 
gett, of the Maritime Association of Boston; Charles W. Braden, 
of the Shippers’ Conference of Greater New York; E. W. Cong- 
don, of the Average Adjusters’ Association of the United 
States; Edwin H. Duff, representing the Pacific-American 
Steamship Owners’ Association; W. T. Dunn, of the American 
Steamship Owners’ Association; E. S. Gregg, of the transporta- 
tion division of the Department of Commerce; Robert F. Hand, 
of the American Petroleum Institute; William Imley, of the 
New York-Cuba Mail Steamship Company; J. Floyd Johnston, 
of the American Institute of Marine Underwriters; A. W. 
Knauth, of the American Maritime Association; J. D. Battle, of 
the National Coal Association; Bryan K. Ogden, of the Shipping 
Board; A. B. Barber, manager of the transportation depart- 
ment, and Sumner N. Myrick, chief of the merchant marine 
bureau, of the Chamber of Commerce. 


U. 8. COASTWISE LAWS UPHELD 


The Traffic World New York Bureau 

American steamship interests are preparing a fight against 
the plang of British atid Japanese delegates to the Interna- 
tional Chamber of Commerce, meeting in Brussels, in June, to 
place that organization on record against protective coastwise 
laws throughout the world. 

The coastwise committee of the American Steamship Own- 
ers’ Association held a meeting Monday to discuss the situa- 
tion. While it was said afterwards that no definite plans 
had been made, it is understood that the association will later 
name representatives to attend the conference in Brussels. 

Reports from the Pacific Coast also indicated that steam- 
ship men there were aroused, particularly by the efforts of 
Japanese lines to gain an entrance into the intercoastal trade, 
and would take up the matter officially. 

Inquiries among steamship officials developed the opinion 
that, while a resolution on the part of the International Cham- 
ber would probably have little effect on the United States Con- 
gress, they felt a determined effort should be made to prevent 
American delegates in general from falling in line with fereign 
views on this subject. It was pointed out that at previous 
meetings, at which American shipowners were not represented, 
resolutions were adopted declaring against all forms of national 
aid to shipping. In the view of local shipping men the Amer- 
ican delegates were not fully informed on the significance of 
their action and if American shipowners had been there to 
present their arguments the vote would not have been unani- 
mous. 

The coastwise committee of the shipowners’ association 
was expected to meet again later this week for another dis- 
cussion. One official said every effort to break down the pro- 
tection extended to American ships in the coastal trades would 
be contested vigorously. 


LUMBER SHIPS TIED UP 


The Trafic World New York Bureau 


Discharge of all vessels in port with Canadian lumber was 
held up Monday and Tuesday by a ruling of the general ap- 
praiser that, under treasury regulations, each piece must be 
marked individually. A hurried meeting of marine interests 
was held at the Maritime Exchange, after which a protest was 
forwarded to the Treasury Department in Washington. Re- 
lief was granted when it was announced that enforcement of 
the rule had been postponed for thirty days. 

Lumber and shipping interests of the port were taken by 
surprise with the new regulation, which was announced late 
Monday afternoon. The first effect was to tie up all ships 
with Canadian lumber aboard until some action could be taken. 
It was estimated that to comply with the ruling would not only 
require considerable time but would add $2 to $5 a 1,000 feet 
to the cost of handling lumber in the port. 

By the conference held at the Maritime Exchange, over 
which C. H. Callaghan presided, the following telegram was 
sent to E. W. Camp, director of the customs service in Wash- 
ington, by John Dowd, president of the Exchange: 


We protest on behalf of many of our steamship and lumber in- 
terests, members of our association, whose ships and cargoes of lum- 
ber from Canada are being prevented from discharging by the col- 
lector of the port on account of ruling requiring the marking of 
each piece of lumber, shingles and/or laths on board these vessels. 
We are advised the cost of complying would be excessive and the 
marking of large cargoes of four or five million feet of common lum- 
ber is practi y impossible and serves no purpose. We earnestly 
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hope the treasury department will take steps to afford immediate re- 
lief to permit discharge of ships now being held up and that further 


action be deferred until ninety days pending investigation of this 
matter. 


CONFERENCE ON FAR EAST RATES 


The Trafic World New York Bureau 

The Atlantic & Gulf Far East Conference at its meeting 
Wednesday appointed a committee of three to meet with a 
similar committee from the United States Intercoastal Confer- 
ence for a discussion of rates. This action was taken in re- 
sponse to a letter from C. A. Torrence, secretary of the Inter- 
coastal Conference, requesting an opportunity to take up the 
decision of the recent session in New Orleans where the Pacific 
lines agreed to a minimum of $9 a ton on goods transshipped 
from coast lines. 

Officials of the Far East Conference said that, while they 
felt the real issue was between the intercoastal aud Pacific 
companies, they would be glad to confer on the subject. It is 
not believed that any change in the tariffs will be made. 

At present the Far East Conference sends copies of its rate 
tariffs to the Intercoastal Conference on the understanding that 
the latter will not quote transshipment rates at less than those 
on direct ships. There is a similar arrangement between the 
Far East and Pacific Westbound conferences for an interchange 
of tariffs and a joint adjustment of rates. The Intercoastal 
and Pacific conferences have an agreement to divide the trans- 
shipment rates equally. The latter has been upset by the 
recent action at New Orleans fixing the minimum Pacific hauls 


at $9, thus making impossible an equal division on charges of 
less than $18 a ton. 





SOUTH AMERICAN RATES FIXED FOR 1925 


The River Plate and Brazil Conference, at its regular 
meeting Tuesday, extended the present rate tariff to cover the 
last half of 1925, subject to changes without notice. Several 
new rates were adopted. 

Woolen yarns were placed in fifth class, taking a rate of 
$9 a ton on freighters and $10 on passenger vessels, weight or 
measurement; mattresses and pillows were made, $11.25 and 
$12.50, respectively; asphalt was fixed at $9 and $10, weight; 
the present differential of $3.50 a ton to La Plata, on both direct 
steamers and by transshipment, was changed to $2.50 a ton 
direct and $3.50 by transshipment. 


LEASES NEWARK BASE 


The War Department has announced that it has made a 
contract with Frank Kenna, of New Haven, Conn., for the lease 
of the Newark storage base for a period of ten years at an esti- 
mated profit of $4,000,000 to the government. Officials said 
the lessee proposed to use the base for the handling of perish- 
able supplies for New York City. The base covers 136 acres 
of land and comprises a complete storage and shipping plant. 
It embraces approximately 14 miles of railroad track, 3,800 feet 
of dock space, and other facilities. The government spent 
approximately $12,000,000 on the base. The rental is based on a 
sliding scale, making the payment for the last year approxi- 
mately $600,000. 


PLANS FOR BARGE CANAL 


The Trafic World New York Bureau 

A large increase in traffic on the barge canal between the 
Great Lakes and the Atlantic seaboard will be the result of the 
deepening of the Hudson River channel through the appropria- 
tion of $11,200,000 for this purpose by Congress, according to 
speakers at the annual dinner of the Central Mercantile Asso- 
ciation in New York Wednesday evening. The channel is to 
be made 27 feet deep between Albany and New York. 

Among the speakers were United States Senator Royal S. 
Copeland, United States Senator Frank B. Willis, of Ohio, and 
Roy K. Fuller, New York Commissioner of Canals. President 
C. Stanley Mitchell presided. More than 400 attended. 

Mr. Mitchell said that with the deepening of the channel of 
the Hudson, the opportunity would be given to ocean-going ves- 
sels to proceed to Albany to receive grain and merchandise 
from 1,000-ton barges on the canal. 

“The majority of members of this association are shippers,” 
he said, “and receivers of freight, and they will realize the 
importance of the deepening of the Hudson. Ten million tons 
of freight ought to be the minimum carried through the Erie 
Canal, and yet last year only 1,800,000 tons were carried. I 
believe that the waterways of New York State are going to 
come in for early and great development.” 

Senator Copeland said that, by use of the greater canal, 
the foodstuffs required for consumption in New York City ought 
to be cheapened. 

“Not only will this benefit New York but other states as 
well,” said he. ‘What New York should endeavor to do is to 
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Port Houston’s Shipside Warehouse 


a from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or 
raying. 


Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars 
per annum. 


Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper 
handling of your shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., Inc., HOUSTON, TEXAS 


MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
in the United States 


Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION — 


We Invite Storage of all Kinds of GENERAL MERCHANDISE 
POOL CAR DISTRIBUTION 


Warehouses of concrete construction, automatically sprinkled, lowest insurance 
rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 


Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 
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create harmony between urban and agricultural districts, the 
consuming and producing centers.” 

Senator Willis said that, while he came from Ohio, he be- 
lieved the deepening of the Hudson and the use of the canals 
were benefits to Ohio as well as New York. 

“But I do not believe that in my time or in your time yoy 
are going to see ocean vessels use the Hudson through the 
canals to Duluth,” he continued. “They are not economical to 
operate. The development of your waterway will not be oper- 
ated by ocean vessels but by barges. The only project where 
it will be possible to operate ocean vessels will be on the St. 
Lawrence waterway.” 

He said there was far more freight carried on inland seas 
in America than by ocean vessels leaving New York. 

Commissioner Fuller said the Barge Canal was not com- 
plete because legislators at Albany had refused enough money 
to do the work. He asked for $900,000 and the legislature had 
given him $200,000. He added that $5,000,000 a year should be 
voted to finish the canal and permit its successful operation. 
The state must own its equipment to insure success, he said. 


WORLD’S LARGEST FREIGHTERS 


The world’s largest cargo carriers, now under construction 
at the Deutsche Werft, Hamburg, for the account of Axel Bros- 
trom, of Sweden, will be launched the latter part of this month 
and made ready for the New York-Chile ore trade of the Bethle- 
hem Steel Corporation. 

They are motorships, of 21,000 deadweight tons each, and 
have been christened the Svealand and Amerikaland. The Svea- 
land is expected to make her trial trips early in April and the 
Amerikaland about a month later. Both are motorships, 
equipped with 4,500-horsepower Diesel engines. 

Delivery of the vessels is of considerable importance aside 
from the fact that they are the largest carriers of freight in 
existence. They mark the rise of the motorship to first place 
among freighters, as they have a greater capacity than any 
steam cargo ship. 

Another Swedish motorship, the Gripsholm, of 17,000 gross 
tons, 17 knots and with capacity for 1,600 passengers, is also 
nearing completion. She is expected to enter service between 
New York and Sweden in June, and will be the first motor pas- 
senger liner on the North Atlantic. 





PROTEST DIESELIZATION PLANS 


Joseph J. Nelis, vice-president of the Foster Marine Boiler 
Corporation, has protested to the Shipping Board against the 
board selecting ships for conversion to Diesel engine propul- 
sion that now have installed in them boilers made by his com- 
pany on the ground that such ships are now making a good 
showing with their present equipment and that it would not be 
economy to take such vessels out of service for conversion 
purposes. ) \ 

Officials of the board said the protest from Mr. Nelis was 
the only one that had been received and indicated that he was 
interested in keeping in operation ships fitted with his equip- 
ment. It was denied that the board was following a policy 
of taking the best ships for conversion purposes. The selec- 


tion of the vessels that will be fitted with Diesel engines has 
not yet been announced. 





PARCEL POST TO BRITISH INDIA 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


This office is in receipt of information that customs declarations 
accompanying parcel-post packages mailed in this service addressed 
for delivery in British India should state specifically the contents of 
such parcels, due to the fact that in those instances where the contents 
are not correctly listed the parcels must be opened for customs exami- 
nation with subsequent delay in delivery. ; 

It is stated that senders of wearing apparel should exercise the 
utmost care in this respect and state the exact nature of the materials 
inclosed, as various materials are assessable at different rates of duty. 

The item “India (British)’? appearing on page 214 of the annual 


ee Guide for 1924 is modified by the addition of the above infor- 
mation. 


DISAGREE ON HELL GATE ORDER 
Representatives of the New York Central and the Pennsyl- 
vania have been unable to agree on the order of the New York 
Port authority requiring the Pennsylvania to open the Hell Gate 
Bridge route to traffic of the Central. Word to this effect was 
conveyed to the Port authority in a letter from G. H. Ingalls, 
vice-president of the New York Central, saying that negotiations 


had failed. The thirty days allotted by the Port authority ex- 
pired last week. 


PORT AUTHORITY CHARGES R. R. INFLUENCE 


The action of the New Jersey legislature last week in de- 
feating the bill to give the New York Port Authority power to 
compel the attendance of witnesses and production of papers, 
books and documents was attributed by the Port Authority, in a 
public statement, to “the opposition of the trunk line railroads 
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running through New Jersey and because the arguments of 
those railroads seem to have greater influence with the legisla- 
ture than the arguments of the commissioners of the Port Au- 
thority, whose sole duty,and object is to protect the interests of 
the people in the port district.” 


FOURTH SECTION ARGUMENTS 


The Trafic World Washington Bureau 


Arguments were made on March 17 before division No. 4, 
on fourth section applications Nos. 12628, 1895 and 1896 in which 
the carriers asked permission to make rates between New York 
and the east and the Twin Cities via the lines passing through 
Iowa and Minnesota lower than at intermediate points. G. A. 
Gladson spoke for the carriers, Walter E. McCornack for Mason 
City, Ia., and other Iowa points, and Walter Condren for the state 
of Iowa, the two last mentioned in opposition to the grant of 
relief. Mr. McCornack made the chief argument against relief, 
Mr. Condren speaking only briefly in support of Mr. McCornack’s 
argument. 

The Iowa and Minnesota protestants contended, broadly, that 
the rates at Twin Cities were not compelled by water competi- 
tion and that therefore the rates to those points should be held 
as maximum at intermediate points if the rates to intermediate 
points were not graded according to distance. Mr. McCornack 
pointed out that in the early days the Commission held that the 
rates to Twin Cities were compelled by competition, but that now 
northeastern Iowa and southern Minnesota were taking the posi- 
tion that the rates to Twin Cities were not compelled but, on the 
contrary, were voluntarily established and maintained. 

In only one respect were the parties in agreement. That 
was that if relief were denied the whole intermediate territory 
would be involved and that in turn would affect the Missouri 
river adjustment based on the Conimission’s decision in the 
Burnham-Hanna-Munger and Interior Iowa Cities cases. Mason 
City and other points in Iowa and in southern Minnesota, Mr. 
McCornack said, were adjusted in relation to traffic to and from 
the Missouri river, although both Twin Cities and Missouri river 
traffic passed through the territory affected. The Iowans con- 
tended that they should be divorced from the Missouri river ad- 
justment and treated as part of the Chicago-Mississippi River- 
Twin Cities adjustment and fourth section relief denied. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics compiled by the Bureau of Sta- 
tistics of the Commission from 160 reports representing 175 
Class I steam roads, exclusive of switching and terminal com- 
panies, for December, 1924 and 1923, showed the following: 


Revenue tons carried—180,379,000 for December and 166,906,000 for 
December, 1923; 2,147,347,000 for 1924 and 2,312,959,000 for 1923. 

Revenue tons carried one mile—33,047,985,000 for December and 
30,593,520,000 for December, 1923; 388,872,920,000 for 1924 and 413,479,- 
011,000 for 1923. 

Freight revenue—$361,811,530 for December, and $343,371,293 for 
December, 1923; $4,340,607,525 for 1924 and $4,615,622, 733 for 1923. 

Revenue per ton-mile—10.95 mills for December and 11.22 mills 
for December, 1923; 11.16 mills for 1924 and 11.16 for 1923. 

Revenue per ton per road—$2.01 for December and $2.06 for De- 
cember, 1923; $2.02 for 1924 and $2 for 1923. 

Revenue passengers carried—77,867,000 for December and 83,892,000 
for December, 1923; 931,348,000 for 1924 and 986,005,000 for 1923. 

Passenger revenue—$90,828,934 for December and $101,135,957 for 
December, 1923; $1,075,954,383 for 1924 and $1,147,423,486 for 1923. 

Revenue per passenger-mile—3.098 cents for December, and 3.141 
cents for December, 1923; 2.978 cents for 1924 and 3.019 cents for 1923. 





CONDITION OF EQUIPMENT 


Locomotives in need of repair on the Class I railroads 
amounted to 11,404 on March 1, 17.7 per cent of the number 
on line, according to the car service division of the American 
Railway Association. This was a decrease of 412 under the 
number in need of repair on February 15, at which time there 
were 11,816 or 18.4 per cent. Of the total number, 6,217 or 9.7 
per cent were in need of classified repair, a decrease compared 
with February 15 of 245, while 5,187 or 8.0 per cent were in need 
of running repairs, a decrease of 167 during the same period. 
Serviceable locomotives in storage on March 1 totaled 4,988, 
an increase of 780 compared with the number of such locomo- 
tives on February 15. Class I railroads the last half of Feb- 
ruary repaired and turned out of their shops 32,238 locomotives, 


a decrease of 1,548 under the number repaired the first half 
of February. 


Freight cars in need of repair on March 1 totaled 185,047 
or 8 per cent of the number on line, according to the car 
service division of the American Railway Association. This 
was a decrease of 2,934 under the number reported on Febru- 
ary 15, at which time there were 187,981 or 8.1 per cent. 
Freight cars in need of heavy repair on March 1 totaled 141,192 
or 6.1 per cent, an increase of 1,155 compared with February 15. 
Freight cars in need of light repair totaled 43,855 or 1.9 per 
cent, a decrease of 4,089 compared with February 15. 
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AMARILLO, TEXAS 


Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


Kedney Warehouse Co. 
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ALBANY, NW. Y. 
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James G. Perkins, Custom Broker. Mgr. 





Great Lakes Warehouse Corp. 
HAMMOND, INDIANA 


DISTRIBUTION and WAREHOUSING 
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CONSOLIDATION IN CANADA 
The Trafic World Ottawa Bureow 


Two prominent members of Parliament, representing oppo- 
site sides in politics, have made the suggestion that the solu- 
tion of the railroad troubles of Canada was the amalgamation 
of the Canadian Pacific and Canadian National railroads. W. F. 
Maclean, member for a Toronto constituency, is the oldest 
member of the Commons, and, as proprietor of one of the lead- 
ing newspapers in Canada, conducted a long fight for govern- 
ment ownership of railways. His proposal was that, instead 
of dealing with Petersen, the government should make an 
effort to incorporate the Canadian Pacific Railway and its 
steamship lines with the Canadian National on fair terms. 
Said he: 


In doing that we should be doing something towards clearing 
up the railway situation. Canada has been over-railroaded to death. 
We have all the roads that have been built in this country for 
the past 60 or 70 years. We have had to take many of them over, 
and we have gone into debt in connection with the Grand Trurk, 
Grand Trunk Pacific, Canadian Northern, and a number of others, 
while still others wish to impose themselves upon the country. The 
Canadian Pacific is the complement of the Canadiar National if 
the two can be put together in some fair way. I believe that it is 
possible, and I want to suggest to Parliament that, instead of deal- 
ing with the Petersen syndicate, they ought to see if there is not 
a way of making an arrangement between the Canadian Pacific ara 
the Canadian National to consolidate the two into one system owned 
absolutely by the people of Canada. * * * At the present time one 
road has the best grade here, another has the best grade there; 
one system has the best passes through the mountains, the other 
the best bridges over the rivers. But if we corsolidated these lines 
and took advantage of the economies that come from re-routing and 
stopping of unnecessary rivalry, we would save millions of dollars 
to the people of Canada, and at the same time acquire a great rail- 
way and steamship service; and the latter would do everything 
that we seek to accomplish by this contract. * * * The one flaw in 
the record of the Canadian Pacific is that it is not owned by the 


people of Camada. The control of it is not here; it is in the in-- 


vesting public who make their headquarters in New York and Lon- 
don, and any day that line may pass out of our hands. If I can 
read the signs of the times, I imagine that the Canadian Pacific 
would be prepared to enter into a reasonable arrangement for con- 
solidation with the Carsadian National. 

The question may be asked: How can this be done? It is an 
enormous proposition. The common stock of the Canadian Pacific 
Railway Company, which is really the only thing you have to con- 
sider, is valued at about $300,000,000, and today it is paying ten 
per cent. That stock could be changed, perhaps, into a five per cent 
debersture carrying no voting power which would sell at 120 or 130. 
It would be one of the great securities of the world. By proceeding 
in that fashion there would be _no great commitment on the country 
—nothing like what is involved in the proposal for the creation of 
a steamship service. 

There will be this objection to my proposal, that public owner- 
ship is not quite a success these days. President Coolidge in his 
inaugural the other day, rather took credit to his administration and 
to his party that they had got rid of public ownership. Public owner- 
ship as it is known in Canada has proved itself a real success. Who 
will deny that it is a success with the Canadian National Railways? 
When the president of the United States actually rejoices in his 
party having got rid of public ownership, I want to tell him that 
the greatest example of public ownership im the world today is the 
national reserve bank system of the United States. 

en the president in his inaugural made his apostrophe to the 
rights of property I want to say that five lines of Abraham Lincoln’s 
Gettysburg hymn of freedom is worth ten times that apostrophe. 
Freedom and public rights are greater than the rights of property. 


Mr. Euler, who is recognized as one of the ablest mem- 
bers of Parliament, followed a few days later along the same 
lines. He said he had it on the highest authority that a 
combination of the two systems would effect a saving of from 
fifty to seventy-five million dollars a year. “As the people 
of Canada realize more and more,” he said, “that the National 
railways are their own property, and that their own taxes 
depend on their patronage of their own railway, the Canadian 
Pacific may come to realize that the suggestion that has been 
made in this House to amalgamate the two systems might 
be in its own interest. 





CANADIAN RAIL EARNINGS 


Gross earnings of the Canadian National for the week 
ended March 7 were $4,086,169—a decrease of $764,223 from 
the corresponding week of 1924. Earnings of the Canadian 
Pacific for the same period were $2,809,000—a decrease of 
$485,000, or 14.7 per cent. 


THE PETERSEN CONTRACT 


The Trafic World Ottawa Bureau 


The Petersen contract has been subjected to heavy criti- 
cism in Parliament, both by the Conservative Opposition and 
by a section of the Progressive party, which is criticizing it 
because being opposed to the principle of subsidizing, although 
the majority are willing to have it go to a committee, where 
its details may be discussed. The government is agreeable to 
this proposal. 

The strongest defense of the contract yet made was by 
George Graham, Minister of Railways, who introduced some 
new and interesting matter into the debate. He showed that 
the problem had been struggled with for the last fifteen years, 
beginning with the efforts of Judge Maybe, then head of the 
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Railway Commission. At his suggestion, the Canadian gov- 
ernment suggested to the British government in 1910 that 
there should be established a joint tribunal for the regulation 
and control of ocean rates. Richard Grigg, who was then 
British trade commissioner in Canada, submitted a memoran- 
dum to his government along the same lines. The British gov- 
ernment refused the suggestion, the reason given being that 
it was impracticable. 


The amendment proposed by the Conservative opposition 
to the Petersen plan is that “effective control of ocean rates 
can be exercised only with the cooperation of all portions of 
the empire, and by a body on which all are represented, etc.” 
The argument of the Minister of Railways was designed to 
show that it was impractical thus to ask the British govern- 
ment to do something which it had refused to do in 1910. The 
minister said: 


I can tell members now my private opinion of what it is worth, 
namely, that this country will never get any control over ocean rates 
by a combination made up of the different parts of the empire. We 
are here to look after the interests of the Canadian people, and if 
this plan that is now proposed fails, this government is going to 
endeavor to get some other plan that will not fail. I say it advisedly 
again that there can be no efficacy in this amendment which asks 
the British government to form a body, which the British govern- 
ment was asked to form years ago when the situation was not 
nearly as acute as it is at the present time, and which that govern- 
ment refused. Great Britain is greatly intersted in shipping. it 
controls to a large extent the shipping of the world, and I say this 
not with any prejudice, that the great mass of the people in Great 
Britain are interested in the success of the greatest industry they 
have, that is shipping, and they are not interested in the decrease 
of the rates which that shipping gets. 


Replying to questions as to why the government did not 
use the Government Merchant Marine to control the rates, 
Mr. Graham said this might have been done when the ships 
were first built and before they were put on established trade 
routes, but it was different now. Said he: 


The management of the Canadian National Railways have been 
sending these ships over different routes throughout the world, 
getting away as far as possible from keer competition, because they 
could not in some circumstances compete with ships faster, or better 
adapted to certain cargoes. New trade routes have been worked 
out which are of advantage to Canada..* * * Unless we take the 
ships off routes some of which are paying, others developing Canadian 
trade, others bringing trade to the Canadian National Railways, we 
cannot put them on the North Atlantic to reduce rates. 


There are Pn gp who do not believe in doing anything to inter- 
fere with existing conditions on the ocean. There are people who 
are prejudiced against government control of any kind; so that the 
governmert’ needed great courage in undertaking this arrangement. 
It is only an experiment; but unless some government has the cour- 
age to try and experiment we will never get any further than we 
have during the past fifteen years, in the matter of the control of 
ocean rates. If this experiment proves successful, it will apply to 
every port in Canada and to every cargo that comes to this courtry. 
* * * The government, after a study of the case, believes this is one 
good plan to establish the principle of government control of ocean 
rates, ard if it proves to be a success then the government will go 
a step further. I make the prophecy that before this is all through 
the leading shipping companies that sail the ocean will be prepared 
to make terms with the Dominion of Canada. 





DENY RATE PRIVILEGE 
The Trafic World Ottawa Bureau 


The Board of Railway Commissioners for Canada has re- 
fused the application of paper manufacturers at Winnipeg for 
rates on paper in mixed carloads from Port Arthur on the 
same basis as those from Port Arthur to the east. The appli- 
cation sought a privilege whereby shipments to the west would 
be charged on the basis of each class of paper in the car pay- 
ing its share of the gross car load cost. That is, on a Car- 
load, from Port Arthur to Toronto, of newsprint and other 
paper generally fifth class, the newsprint would pay 55% cents 
a hundred and the other paper 63% cents a hundred. There 
was also a complaint of discrimination as between the eastern 
mills and the mill at Port Arthur. 


From Port Arthur to Winnipeg there is a special com- 
modity rate on newsprint in carloads of 42 cents per 100 
pounds. On the other paper referred to, the fifth class rate 
of 57 cents per 100 applies. While mixed carloads of the two 
kinds of paper may be shipped at 57 cents, there is no pro- 
vision from Port Arthur west for the application of the respec- 
tive carload ratings when the two classes are shipped in a 
mixed carload. The arrangement as to mixed carloads at 
respective carload rates is confined to stations in eastern 
Canada and western Canadian mills cannot ship to western 
Canadian points at respective carload rates, so that there is 
no question involved of an eastern mill having an arrangement 
with respect to shipments in mixed carloads to western Cana- 
dian points which is denied to the mill at Port Arthur shipping 
to the same territory. 

The railway companies stated that, finding the arrange- 
ment as to mixed carloads at respective carload rates was in 
effect locally between points in eastern Canada, they extended 
to the mill at Port Arthur the same privilege when shipping 
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Catskill Evening Line, Inc. 


Pier 43 North River, New York, N. Y. 


NAVIGATION RESUMED 
FOR THE SEASON OF 1925 


Overnight Freight Service between New York City 
and the following Hudson River Landings: 


Catskill, Hudson, Coxsackie, Athens, 
Stockport, Linlithgo, Germantown, Cheviot, N.Y. 
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For any further information kindly apply to 
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W. H. BLEHL, General Freight Agent 
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Merchants Southwest Fireproof Warehouse Company 
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CHICAGO, ILL. 


Location—Geographically in the 
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WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 
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into this eastern territory where they would have to compete 
with his mixing arrangement. 


The judgment of the Board says, in part: 


The action of the railway companies in giving the mill at Port 
Arthur the same privilege eastbound as other mills im Eastern terri- 
tory with which it had to compete indicates a desire to remove any 
discrimination that might have been alleged. The complainant now 
points to this arrangement as the measure of what should govern 
from Port Arthur westbound, although the granting of complainant’s 
contention would be to put Port Arthur westboursd in a different 
situation from many other mills shipping westbound, as today they are 
all paying the fifth class rate on a mixed carload, whereas the 
granting of this application from Port Arthur would put it on a 
lower basis, and of course their rates are already much lower than 
from any Eastern mill on account of their shorter distance.”’ 

With respect to the evidence given at Winnipeg, there was abso- 
lutely nothing adduced to show how the rate situation complained of 
actually reacts to the detriment of the complairants. In substance, 
there was simply the submission as to the difference in treatment 
from Port Arthur eastbound as compared with westbound. 


In a dissenting judgment, Commissioner Oliver, holding 
that the building of the Port Arthur mill at the westerly limit 
of mixed car shipment from eastern mills created a changed 
condition, and that the regulations covering shipments of mixed 
cars from that mill should have been adapted to the new con- 


dition and placed on the same basis as those applied to eastern 
mills, said: 


The westerm limit of mixed car shipment for eastern mills was 
fixed with regard to shipments originating a thousand miles away. 
It is not reasonable to apply the same limit to a mill operating with- 
in five miles of it, or to retain that limit with regard to such mill, 


after the western customers of the mill have formally complained to 
the board. 


RATES ON CEMENT 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners for Canada has 
adopted as its judgment, the report of its assistant chief traffic 
officer in the complaint of the Canada Cement Company, Mon- 
treal, against increases shown in the rates on cement and stone 
dust in Canadian National Railway supplement No. 28 to G. T. 
R. Tariff C. D. 88 C. R. C. H-4441 effective July 19, 1924. 

The complaint was first made against the increase of one 
half cent per 100 pounds in the rate on cement from Montreal 
to Upton, St. Liboire, and Britannia Mills, P. Q. and after- 
wards enlarged to include an application for a general adjust- 
ment of rates on cement from Montreal to stations on the 
Canadian National in Quebec south of the St. Lawrence to the 
same basis as published to Canadian National stations north 
of the St. Lawrence for equivalent mileage. At a conference, 
the railway offered to make certain reductions varying from 
one half cent to two cents per 100; also to absorb the entire 
amount of switching charges amounting to $5.00 per car in 
place of the present absorption of $3.00. The complainants 
refused this unless additional reductions to certain other points 
were made. 

The report of the chief traffic officer says, in part: 


The company’s offer to absorb the entire Harbor Commissioners’ 
charge in addition to the adjustment of the rates intermediate to 
Quebec is, in my opinion, a liberal orse, and I therefore recommend 
that the offer of the rates as contained in letter of Mr. R. W. Long 
to Mr. Alistair Fraser, dated December 19, 1924, be accepted as a 
proper adjustment of rates on cement from Montreal to Grand Trunk 
Railway points, except that the 15%c rate should also be published 
to stations north of Aston Junction to St. Gregoire. 

No action appears to have been taker in connection with rates 
to Intercolonial Railway points between Ste. Rosalio Junction and 
Chaudiere, including the Nicole* branch, but as this line is adjacent 
to the Grand Trunk and a part of the Canadian National Railways a 
similar basis of rates should be applied. 

therefore further recommend that the railway compary be 
required to make adjustment in rates on cement from Montreal— 

To stations Aston Junction to St. Nicholas, inclusive, 15%c; St. 
George to Nicolet, 151%4c; St. Leonard, 144%4c per 100 lbs.; and that 


to points between Ste. Rosalie Junction and St. Leonard the rates 
be reasonably scaled. 


RAILROADS AS CONSUMERS 


The Dominion Bureau of Statistics has issued a statement 
showing the quantities and values of the various commodities 
used in railway construction in Canada in 1922 and 1923, only 
the more important articles being recorded. The object of the 
compilation is to show the importance of railroads as consumers 
of raw and manufactured material, and indirect employers of 
labor. 

The steam railways consume over 25 per cent of all the coal 
used in Canada. Their coal bill in 1923 amounted to $58,586,000. 
In the same year they expended $175,756,000 for maintenance 
and $59,000,000 for additions and betterments, or a total of $234,- 
756,000 for materials and labor. Their total pay roll for opera- 
tion, maintenance, etc., was $253,320,000, and they employed an 
average of 178,452 persons, or about one-third as many as all the 
manufacturting plants in Canada. 

Ties and rails cost about $13,000,000 in 1923. The cost of 
ties has increased rapidly. In 1911 the average price of all 
grades ranged from 23.5 cents to 67.2 cents, with an average of 
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43.8 cents. By 1921 the average price had increased to 98.3 
cents, oak ties averaging $1.91, treated ties $1.72, the chestnut 
ties being No. 3’s at 44 cents each. In 1923 the average price 
was 92.9 cents. The wholesale price of steel rails has increased 
66 per cent since 1913, averaging $50 per ton in 1923, as against 
$30.66 in 19138. 


The following were the quantities and costs of the principal 
articles used: 


1923 1922 
Quantity Cost Quantity Cost 
OD acuceucuseveseieeuses | umeene $ wiaeee «-) dacs 943,123 
Lumber, rough ...... De. Ite 26,253 1,243,455 36,116 1,083,472 
Lumber, dressed..... M. ft. 11,420 659,638 10,029 601,450 
DUE ic nicmigeisecodeeewarce. > bee’ 5 os ee 257,929 
Poles, telegraph and 

1EIGIIORE ococccvicnces No. 53,736 160,390 21,397 77,929 
re No. 420,534 90,786 355,435 88,061 
MMMMUE a: ciaimegeiadcupereweretien M. 703 11,221 781 5,012 
MINION ccccecee ceneneees M. 5,402 44,410 6,523 31,635 
Rativoed. ties .cccccecce No. 13,953,414 12,862,002 13,798,317 13,031,250 
Sash, doors and blinds.... = ....6. 48.318  cccvcc 44,836 
Structural iron and shapes 

ERE SOOT TE Tons 6,472 644,837 2,369 189,129 
eee Tons 341,518 12,175,389 300,740 12,070,551 
FYOSS BNC SWIUCHES.ccccccse- cece LjGaG,48T  ceeces 1,547,694 
Interlocking and other sig- 

oe aeawes Geneee Senses 229,243 
Track fasteners and other 

DEE cnccedeceecdnerne «adios pay | reer 3,181,719 
Bolts, nuts, rivets, spikes 

SNE NEMS cccccvcecevs ecee oe 060 , 1,025,389 
Other builders’ hardware...  ...... 420,621 eons 255,416 
Wire, telegraph and tele- 

DE eiuliaustivponsenees, i  egewes pera 130,514 
Wire, TOMES... cccecvcccces a wa ae po 162,375 
EG Se Ge ivccsscscnces -—s0ens ‘ ee 82 Se Hees 34,747 
Galvanized iron and other 

POOHNE WIRCGTICIS ccecccce  coodes py) re 113,589 
Tin And BINC cccccccccccces igiavoesr acs a = wren 6,050 
Metal, lath, shingles, etc.. maces SS eer ee 2,756 
Stone, rough ..ccccccccccece e21ee0:0 SS ere 34,016 
Stone, dressed ....... e. tt. 2,520 13,609 9,810 11,283 
Stone, crushed........ yds. 298,790 286,681 664,382 606,242 
DG. Scececerucesxstecneeee 8 ewemiune 2.008 Keowee 56,961 
RGNE aivcanwececewne bbls. 121,821 396,526 119,144 385,504 
Ge EOUEBicccwmcsecscee 8 <eases pi rey 23,324 
SING uccccunsnsness aavewe See! . elem 2 14,977 wanda 14,924 
Sand and gravel..... emake  . deme S0G08t 83s eeeae 610,586 
Paints, oils, varnishes..... weoui 249,474 neaawe 230,263 
MN ciciaeboccmetetcieenmee. ° aieiens 37,731 ae 33,263 
BUCS, Gl paccveneesees Ibs. 45,498 2,856 50,711 4,509 
AD Gther MAIETIAS.ccccsces ceveve pA 8) re 1,788,033 
GO WEEE cicccedeces |... sdwdiece CS ye 96,7 

EMO . xaetcew eauerseens $41,366,729 $38,909,520 


CANADIAN OPERATING REVENUE 


The statement of operating revenues of Canadian railways 
for December, 1924, showed a decrease in gross revenue as com- 
pared with December. 1923, of $6,813,848, or 15.7 per cent. 
Freight traffic decreased 34.2 per cent and passenger traffic 11.9 
per cent. The main factors in the decrease were the smaller 
harvest and unfavorable weather. Navigation on the Sault 
Canal closed eleven days earlier than the previous year. 

Operating expenses were down $6,349,219, or 18.0 per cent, 
including reduction in maintenance of way and structures of 
$1,248,125, in maintenance of equipment of $2,039,639, and in 
transportation expenses of $2,597,410, so that decrease in net 
operating expenses was only $464,630 and the operating ratio 
was better by 2.26 points. Salaries and wages decreased $1,-- 
420,953 and an average of 10,305 fewer persons were employed. 
The smaller proportion of low class commodities carried, espe- 
cially grain, decreased the average load per car and per train, 
increased the earnings per ton mile and per train mile, and de- 
creased the average length of haul. 

On the Canadian National, gross earnings compared with 
December, 1923, decreased $3,041,262, or 15.6 per cent, for a de- 
crease in freight traffic of 33.3 per cent and in passenger traffic 
of 11 per cent. Operating expenses were reduced $2,361,102, or 
14.1 per cent, including cuts in maintenance of equipment of 
$1,024,118, or 28.6 per cent, and in transportation expenses of 
$1,104,274, or 11.8 per cent. Net operating revenues were re- 
duced by $680,160 and the operating ratio was increased from 
85.45 per cent to 86.90 per cent. The saving in the payroll 
was $429,940, or 4.2 per cent, for a decrease of 3,106, or 3.7 
in the average number of employes. 

The smaller amount of grain carried affected train load- 
ings, which declined 96.1 net tons and 3.5 cars, and also the 
average car loading by 2.9 tons. Average earnings per train 
mile and per ton mile were increased 7 per cent and 25 per cent, 
respectively. The lines in the United States fell behind the 
previous year in net operating revenues, making a decrease for 
the whole system of $947,277 from a decrease in gross revenues 
of $3,336,371 and in operating expenses of $2,389,094. 

On the Canadian Pacific Railway the decrease in freight 
traffic from 1923 was 38.5 per cent and in freight revenues 
$2,988,316, or 21.9 per cent. Passenger traffic decreased 12.8 per 
cent and passenger revenues $377,896, or 12.4 per cent. Gross 
revenues decreased $3,362,625, or 17.8 per cent. Operating ex- 
penses were reduced $2,921,696, or 21 per cent making the 
decrease in net operating revenues $440,930 and reducing the 
operating ratio from 73.56 to 70.67 per cent. Reduction in pay 
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INDIANAPOLIS, IND. 


SPOT STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 
TRIPP WAREHOUSE COMPANY phncelungnnih 


MAY WE SERVE YOU ? 


Metropolitan Warehouse Company 


operated in conjunction with 











Merchandise Storage and Distribution 


Prompt and Efficient Handling of Pool Cars 
pers Vs “i a a wing ae on CALIFORNIA TRUCK COMPANY 
entrally Located in Shipping Distri P. O. Box 570, Arcade Station 


Insurance Rate, 18 cents per $100.00 L O S AN GELE S 
Motor Truck Delivery 
Service that Satisfies THE — CENTER 
PACIFIC SOUTHWEST 


REAL en at ant Ri 





ROCHESTER, N. Y. 


bo tame 





SNR RR 





GENERAL MERCHANDISE STORAGE 


Distribution ert 


aND STORAGE Ket - Yy 


ZZ ge 


Zz 


AA 


The only modern Merchandise Warehouse fully 
I and centrally located in the 
City of Rochester. 


Ze 7 
Zw 
Ans 


Insurance rate 12 cents per $100.00. 





Located on private siding of the Buffalo, Rochester A WAREHOUSE STOCK within the territory served, saves one 


& Pittsburgh Railway, enjoying switching at to six days in deliveries to SOUTHWESTERN TERRITORY 
flat Rochester rate with all steam roads. MERCHANDISE STORAGE AND FORWARDING 


SPECIALIZING ON POOL CARS 


B. R. & P. Warehouse, Ine., "°s's""" | ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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roll amounted to $749,909, or 10.4 per cent, for a reduction in the 
average number of employes of 6,088, or 10.8 per cent. Mainten- 
ance of way and structures was reduced $1,192,273 and mainten- 
ance of equipment $538,469, while a saving of $1,114,282 was 
made in transportation expenses. Average train loading was 
lighter by 80.4 net tons and 4.3 cars, and average load per car by 
3.1 tons. 


s 


CANADIAN NATIONAL SYSTEM 
(Steam Lines in Canada and United States) 
For the Month of December, 1924-1923 
OPERATING REVENUES 


1924 1923 
CRON TID ocicctescienescecccreceece $16,440,196.47 $19,481,458.50 
Duluth, Winnipeg & Pacific............. > ,646.81 , 745.00 
Grand Trunk Western Lines............. 2,365,707.53 2,502,396.88 
New England Lines ........ palewaareeneees 320,185.74 499,507.18 
TEGO nacadesivinessaneeteomaeceunens $19,316,736.55 $22,653,107.56 
OPERATING EXPENSES 
CaneGidn TAME v6.0: ckckecctescdeccveseoves $14,286,131.30 $16,647,233.44 
Duluth, Winnipeg & Pacific....... eawwet 179,333.37 149,068.15 
Grand Trunk ORG BAO B cc csnceseces 1,750,578.95 1,788,326.86 
INOW MGIONE EATEN ccccvicvcccccesccooose 340,409.48 360,919.42 
WED picivdccuousmesdadessueuesseuared $16,556,453.10 $18,945,547.87 
NET OPERATING REVENUES 
Camelia EAMOS 666cccvcscvcceres neva aategr $ 2,154,065.17 $ 2,834,225.06 
Duluth, Winnipeg & Pacific.............- 11,313.44 20,676.85 
Grand Trunk Western Lines....... odaweda 615,128.58 714,070.02 
De ere ee Por Dr. 20,223.74 138,587.76 
URED Kutiensees sieceueuessedonevsaes $ 2,760,283.45 $ 3,707,559.69 
OPERATING INCOME 
Ce BOM i ccteupesabedcukeewse ease $ 2,235,772.22 $ 2,674,627.58 
Duluth, Winnipeg & Pacific.........eese0- 11,776.83 40,560.76 
Grand Trunk Western Eines.............. 235,124.69 168,482.38 
New England Lines ........... ewhecsssnad Dr. 82,794.49 104,258.50 
WO. sh evcuerrdewendnwe vaaiemedietevens $ 2,399,879.25 $ 2,987,929.22 


NO POWER TO ORDER REFUND 


The Trafic World Ottawa Bureau 


“The Board of Railway Commissioners has no power to 
direct a refund in respect of a past transaction, where goods 
have been carried under a rate legally filed and published; nor 
is the board given power to direct that a rate, concerning which 
there has been discussion, but which has not been published, 
shall be taken as the basis of adjustment. 

This ruling was made in the case of the application of the 
Department of Public Highways of Ontario regarding an alleged 
rate of 90 cents per net ton on stone shipped from Hagersville 
to Fletcher and Tilbury, Ontario, on the Michigan Central Rail- 
road, and for an order that the railway company apply that rate 
to the movement mentioned. 

In January, 1924, the Department of Public Highways was 
considering constructing a highway in the territory affected and 
asked that the rate of 95 cents be shaded in view of the fact 
that a movement of 37,600 tons was expected. It applied to 
S. W. Carder, assistant general freight agent of the Michigan 
Central at Buffalo. He replied asking if, in the event he was 
successful in arranging a rate of 90 cents, it would be satisfac- 
tory. The department said it would, and proceeded with the put- 
ting in of a siding and other plans in connection with the move- 
ment. Later, Mr. Carder advised that the rate was 95 cents, and 
should be $1.10. The board was asked for a decision, the com- 
plainants citing comparable distances on the Canadian Pacific, 
where the rate was 90 cents. 


The Michigan Central cited other instances in its territory 
in Ontario, where even higher rates prevailed, and said it had 


not agreed to establish a rate of 90 cents. The board, in giving 
its ruling, added: 


It is noted that reference is made to a rate of 90 cents per ton 
charged by the C. P. R. for a somewhat similar distance. The rate 
charged on one railway is not necessarily the measure of the rate to 
be charged on another railway. What weight should be given to such 
a comparison depends on the facts involved. If, however, in a case 
before the board, the 90-cent rate on the C. P. R. is put forward as 
the measure of what should be a reasonable rate on the Michigan 
Central, the board’s power in regard to ———- what is a reasonable 

e 


rate is a power to declare what is a reasonable rate for the future, 
and does not affect past transactions, 


CROWS NEST PASS RATES 


The Trafic World Ottawa Bureau 


The city of Brantford, Ontario, which is vitally affected by 
the Crows Nest rates, has, following the decision of the Supreme 
Court, made application to the Board of Railway Commissioners 
for the removal of discriminations that it is claimed the decision 
has caused. Not only did that decision confine the Crow rates 
on grain and flour moving eastward to the Canadian Pacific’s 
mileage in the west as of 1897, but, on traffic moving westward 
from points east of Fort William, the rates were confined to 
points “on the company’s line of railway’; that is, points on 
mileage merely leased or operated by the company were not 
included. 

It is claimed that the Canadian Pacific line between 
Montreal and Toronto, as it existed in 1897, was known as the 
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Ontario and Quebec Railway, and was only leased by the C. P. R., 
and the same may be said of many other lines of the company 
in western Ontario. It is also contended that Hamilton was not 
on the company’s line at that time. Brantford, therefore, says: 
“You have granted the Crow rates to Hamilton and Toronto, and 
denied them to us. This is discrimination,” and the Railway 
Commission is being asked, under the anti-discrimination sec. 
tions of the railway act, to remove the discrimination and grant 
the same commodity rates to Brantford as to Hamilton and 
Toronto. 

If Brantford’s claim can be established, a strict application 
of the decision of the Supreme Court would probably deprive 
both Toronto and Hamilton of the Crows Nest commodity rates, 
When the case was first before the Commission, counsel for 
Brantford raised the point that Hamilton was not on the C. P. 
line when the act was passed, but had got the Crow rates. Brant- 


ford is now taking advantage of the chance given by the recent 
decision. 


CANADIAN CAR LOADING 


Car loadings in Canada for the week ended March 7 were 
51,700 cars. Grain loadings were 574 cars below the previous 
week. Coal and pulpwood also were lighter, but merchandise 
and miscellaneous freight showed increases. Compared with 
corresponding week in 1924, loadings were lighter by 5,829 cars, 
grain and coal decreased 1,859 cars, and 1,266 cars respectively. 


RAILWAYS 


r——For the Week Ended—, 


oe Feb. 28, Mar. 8, 
Commodities 1925 1925 1924 


EASTERN CANADA 


















































Grain and Grain Products.........eesceoee 1,759 1,897 2,421 
ERUG BUGGER. cicccccccsovccecevcstsessccesce Eee 899 1,147 
ere. Seloedcesneeeeseeseonosnsesecoe. EI 3,838 4,199 
| ee erences cesecus weedeee geet 298 278 207 
POE | ccvaeswesweces caknneebameuues ocon Saas 2,130 3,092 
Pulpwood ..... aaeseKerereand aetvuewenke Kcccecy ann 3,645 4,468 
Pulp aNd Paper.ccccccevcs Secceciceece Beek 2,203 2,215 
Other Forest Products.......c.ccces cocee ane 2,001 2,135 
MIEN cu caqiocs vce ential iegeclbuie ceaieveede ee 727 57 584 
Pecronanawwe, Ex ©. Bis ccccccvcscdcc ee 10,691 10,643 
PRUCORUNIIOOUD isinninsacsccvenseuscdccsees ee «68,277 7,645 9,552 
Total Cars LOAdEE ...6ccccccescee ovoe Oncet 35,806 40,663 
Total Cars Rec’d from Connections.. 31,258 29,937 37,716 
WESTERN. CANADA 
Grain and Grain Products.....c.ssecccess 4,471 4,807 5,668 
EXVG GlOCR ec ccccecccccers ceccecateesceennes mae 916 1,135 
RE Seevsceess ae ae Scnscvenseeweposees- aan 2,236 1,219 
Coke cccccce censentacewatre ne~weeeec $6eseenes 41 43 62 
Lumber ...ccc-e ae Re ee et 755 668 816 
Paloweed ..cccccecs RE IE A wopees 571 396 675 
Pulp afd PAPE. .2..ccccccscoss oe ee 187 21 178 
Other Forest Products.........ccce. weees 2,400 1,645 1,717 
IE: s.womlaeas sdavdecwneedeneetaee ne See 550 5 358 
Merchandise, Ts C. Ln cccceccccs aeteaenee 3,730 3,424 3,332 
Miscellaneous ......-ee. covcesesqumemebece, LLeee 1,763 1,706 
Total Cars Loaded....... Jaeeetwesanen) a 16,611 16,866 
Total Cars Rec’d from Connections.. 2,115 2,603 3,064 
TOTAL FOR CANADA 
Grain and Grain Products...........-ee+0+ 6,230 6,704 8,089 
Ede Es 0606066ccccqnscesesscescceossss Be 1,815 2,282 
2 eee 6,074 5,418 
3 339 321 269 
Lumber ...cee 2,798 3,908 
WRI ( cindcensessssedeeeawrisemeweceous: EE 4,041 5,143 
Pulp and Paper..... nner eeeseoesesseseseen aE 2,416 2,393 
Other Forest Products.............. cccoe 8,880 3,646 3,852 
Ore .ccccccceccece eeeececcee seer ecoreseseseees 9277 1,079 942 
Merchandise, L. C. L........ peeaes eccccee 14,778 14,115 13,975 
Miscellaneous .....ccccee wanigeyiee ccvoee Meee 9,408 11,258 
Total Cars Loaded....ccccccccccccccee G1,700 52,417 57,529 
Total Cars Rec’d from Connections.. 33,373 32,540 40.780 
CUMULATIVE TOTALS TO DATE 
1925 1924 

Grain and Grain Products..... veesbeteees 64,053 82,844 
ED IN cn cceeu nite cunacesececwe vemos 48 20,672 
ae saeeeeweceteeweseseuutaies ke 59,232 46,021 
CORD oscweecs ERS elec claima aw eleiaeias 3,117 2,722 
EMME cies vadscebets E biwiecioe S6ba, beeeeuet »630 29,584 
Pulpwoed ..cscecssces Cecccccccencessescecies 40,285 37,308 
Pulp and Paper...... cece inaenierestaaiwiaaahs 21,225 21,690 
Other Forest Productss.séccccccssvccccec 32,359 30,474 
OE cunevente wie éaunssinaes aakorerdeseniteets MEAS 11,371 8,817 
mecrenemeee, Tx. Co Ves ciccoccéccccevns wont 135,238 121,688 
MUISCONANGOUS occ é.csccivccces wiecoteee bidiesiee 95,333 99,593 
Total Cars Loaded........ pomtnseaewees 512,331 501,413 
Total Cars Rec’d from Connections.. 329,179 338,174 





RULING ON DEMURRAGE 


The Board of Railway Commissioners for Canada has re- 
fused to consider the complaint of Samuel Hisey & Son, Toronto, 
against the Canadian National Railways, with regard to three 
cars of potatoes. The complaint alleged that they were advised 
of the cars on Friday afternoon, that “Saturday was practically 
a half-day,” and when they went on Monday morning to recon- 
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‘ Alexandria 


LOS ANGELES 
cA First Class Hotel at Moderate Rates 


ZYHE ALEXANDRIA has been 
praised by travelers from all parts 
of the world for the magnificence 
of its appointments, the comfortable and 
thoughtful service afforded guests, and for 


the excellence of its meals. 







Rates per Day, single, European Plan 


$2.50 to $4.00 
3.50 to 5.00 
6.00 to 8.00 


120 rooms with running water 
220 rooms with bath 
160 rooms with bath 


Double, $4.00 up 


Also a number of large and beautiful rooms and suites, 
some in period furnishings with grand piano, fire place 
and bath, $10.00 up. 


The center for 
Theatres 
Banks, Shops 


Please write 


for Booklet Large and well equipped sample rooms. 


RANCHO GOLF CLUB 
available to all guests. 


Harotp E. LatHrop 
Manager 


























TRAFFIC 
MAPS 


With Postal Unit System 
applied quickly and 
BE QS pact definitely locating 
x x . os 7 each place 


sjete Routing Book For Shippers 
The Only Com?’ 


THE aa . 
EMS 
TO YOUR SHIPPING — 





| Reference Numbers 
WASTE TIME 
We eliminate them 


1355 pages of vital 
shipping information 


Covering 


‘ d Alaska \ \ 
tes, Canada an ¢ Ti 
ted Sta 1925 } 


Uni 
: sar ay i 
INTERNATIONAL GUIDE PUBL asiistt ; \ 


All information of a shipping 
nature for any town 


All Shipping Information in One Volume 


with Quarterly Supplements thereto 
Only one Supplement in effect at any time 


A request on your letterhead will put this guide 
on your desk on five days’ approval 





Representatives with traffic experience wanted everywhere 


International Guide Publishing Co. 


INCORPORATED 
805-807 Phoenix Building Minneapolis, Minn. 
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The Shippers’ Guide 


expedites the work of 


Traffic Managers 
Rating, Routing & Billing Departments 
Freight Shipping Departments 
Foreign Shipping 
Express Shipping Departments 


Standard Shipping Authority for over 50 years. An 
average of 1200 revisions and additions monthly 


The New Express Rate Revisions 


effective March 1, 1925, have been delivered to 
Chicago and New York Shippers using 
“The Shippers’ Guide Comparative Rates” 


First to furnish the new rates demonstrating that 


Shippers’ Guide Service is Real Service 


Your business is solicited under the unrestricted guarantee of 
“Satisfaction or Money Refunded.” 


The Shippers’ Guide Co., Inc. 


Established 1872 


New York City 
15 Park Row 


Chicago, IIl. 
525 Plymouth Court 


St. Louis 
508 Olive Street 





tHotels 


MADISON and LENOX 
DETROIT 


These twin, 
hotels, con- 
veniel lo- 
cated down- 
town, offer you 
tions of great 
ions of grea 
capeliente at 
reason- 
able rates +++ 


MADISON AVE. NEAR 
GRAND CIRCUS PARK 
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sign the cars, they were charged with one day’s demurrage and 
one day’s detention charge. It was held that the charges were 
proper. 


In the case of the cars in question, consignee is held to be ad- 
vised at 7 a. m. on Saturday, and reconsignment instructions were 
not given until Monday, consequently (excluding Sunday) demurrage 
and detention charges for one day were properly chargeable under 
the provisions of the Canadian car demurrage rules and the provisions 
of the tariff as to detention charges applying on refrigerator cars. 


CANADIAN SURCHARGE 


The rate of exchange from March 15 to 31 will be three 
thirty-seconds of one per cent premium. There will be no 
surcharge on international freight or passenger business. 


FREE TRANSPORTATION 


The Board of Railway Commissioners for Canada has issued 
an order amending its general order regarding free transpor- 
tation by extending the same to dependent members of the 
familis of deputy ministers of departments of the federal gov- 
ernment and those having the rank of deputy ministers. An 
order has also been issued authorizing railway companies to 
issue free transportation to one chief inspector and six inspec- 


tors of live stock cars and yards of the Dominion department 
of agriculture. 





EXTENSION TO ROUYN DISTRICT 


Premier Ferguson, of Ontario, has announced that the ex- 
tension of the Temiscaming and Northern Ontario Railway 
into the Rouyn district will be begun immediately. In mak- 
ing the announcement, he said the road now had 557 miles of 
track and a total investment of $30,000,000. It was not carry- 
ing all its charges, but it was opening a new country of great 
wealth. He said Ontario was not attempting to show any 
rivalry to Quebec, which has also announced its intention to 
build into this territory. 

The extension proposed by Ontario is on the Swastika 
branch and will be 37 miles long. It will cost $1,750,000 and 
will be finished by December 1925. 


RULE ON FREE TIME 


The Board of Railway Commissioners for Canada, in an 
informal ruling on the application of the Canadian Manufac- 
turers Association, Toronto, for a ruling in connection with 
some ten demurrage accounts outstanding on cars delivered 
to the Dyment Baker Lumber Company, London, Ont., where 
the issue involved resolved itself into an interpretation of 
Rule 3 (a) of the demurrage rules, providing for an allow- 
ance of 24 hours after notice has been sent or given to a 
consignee not served by a private siding, to give orders for 
special placement, has denied the contentions of the applicant. 

The ruling said it had not been conclusively shown that 
the general practice was to place cars only on the receipt of 
order, but that it would appear that it was the general prac- 
tice of the railroad to place cars consigned to Dyment Baker 
on the public delivery track most convenient to the company’s 
place of business as soon as possible after arrival and without 
the necessity of a special order from the consignees. 

With respect to the demurrage rules, the board said they 
provided that free time allowance might be added to pay for 
any default on the part of the carrier in notifying the con- 
signee that the car had been placed, and where. However, it 
said, the Dyment Baker Company, because of its position 
directly opposite the delivery siding in question, would have 
no difficulty in becoming aware that cars were placed for un- 
loading. In conclusion, the ruling said that when cars were 
delivered on public delivery tracks, that being the delivery 
desired, and the car unloaded there, the demurrage rules did 
not provide an extra 24 hours for special placement. 


1924 WAGE STATISTICS 


The Bureau of Statistics of the Commission has issued a 
summary of wage statistics of Class I railroads for 1924, which 
is a consolidation of the monthly summaries issued, with certain 
minor changes. The Bureau’s explanation and tables in the sum- 
mary follows: 


The average number of employes reported for the year 1924 was 
1,777,391, a decrease of 102,379, or 5.4 per cent as compared with the 
average number reported for the preceding year. The total com- 
pensation was $2,867,564,802, a decrease of $175,596,361, or 5.8 per 
cent under the returns for 1923. Compared with the previous year, 
the average straight time hourly earnings for all employees reported 
on an hourly basis increased from 56.5 to 57.7 cents, and the average 
overtime hourly earnings increased from 76.8 to 80.4 cents. But owing 
to a reduction in the number of overtime hours worked, the per- 
oentoge =— of overtime, to total compensation decreased from 

3 ‘o 6.04. - 

The subjoined tables show, for employee groups: (1) the aver- 
age annual compensation, the decrease in the average number of 
employees, and the increase or decrease in the total compensation 
pe in 1924, as compared with similar returns for the preceding year; 
2) the average straight time earnings per day or hour for the years 
1924, 1923, and 1922, and last half of 1921; and (3) average earnings by 
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districts for 1924. The reason for showing the last half of 1921 
separately is that the present classification of employees became 
effective July 1, 1921. This is also the date of the general reduction 
in wages following the increases of 1920. 


Average annual earnings of 











Employees Employees 
reported on reported on 
daily basis hourly basis 

Year Year Year Year 

Group 1924 1923 1924 1923 
Executives, officials, and_ staff 

ENEEEEN Since cw ncaveesoerene coos $5,227 $5,120 eat amine 

Professional, clerical, and general... 2,188 2,147 $1,487 $1,463 

Maintenance of way and structures 2,882 2,863 1,068 1,085 
Maintenance of equipment and 

are pues anus eee 2,922 1,470 1,513 
Transportation (other than train, 

CHENG, SNE YALA) vociccccccccese 1,175 1,157 1,479 1,451 
Transportation (yvardmasters, 

switch tenders, and hostlers).... 3,099 3,060 1,805 1,764 
Transportation (train and engine 

SOPCICE) vccececscces pueed aerennemese ewes ous 2,294 2,283 

Total (all employees)....... - $2,551 $2,518 $1,544 $1,556 

Increase or decrease 1924 compared 

with 1923 

Employees Compensation 

er er 

Group Number cent Amount __ cent 

Executives, officials, and staff as- 
GME vsceecccence PE RTE -.(d) 51 $1,471,960 1.8 


Professional, clerical, and general...(d) 4,129 
Maintenance of way and structures.(d) 12,654 
Maintenance of equipment and stores.(d) 54,898 
Transportation (other than train, en- 


1 415 4 
3 
9 
sd ci gaian ras ono ote (d) 7,056 3. 
6 
6 


3 

4 971, F 
-l (dd) 20,180,524 4.5 
-3 (G)105,347,897 11.5 
3 
0 
4 


gine, and yard) (d) 4,688,840 1.5 
Transportation (yardmasters, switch 
tenders, and hostlers)...........+.. (d) 1,588 (d) 2,200,405 4.0 
Transportation (train and engine 
WOUCIEO)  Sdiciinsencadncaccse-rcneneee (d) 22,003 6.4 (da) 46,622,070 5.9 
Total (all employees).......... (d)102,379 5.4 (G)175,596,361 5.8 


Average straight time earnings per day or hour—-by employee groups, 
years 1924, 1923, 1922, and 1921 * 


Basis of United States 
Group reporting 1924 1923 1922 1921 
Executives, officials and staff 
assistants ...... evccvcrccscccecceo ey 26.47 $16.37 FI.82 SIS. 
Professional, clerical and general..Daily 6.98 6.85 6.74 6.73 
ourly  .579 -566 -564 577 
Maintenance of way and structures. Daily 8.95 8.92 8.86 8.73 
Hourly .429 422 -416 435 
Maintenance of equipment and 
WEG Oc age ccccusiscvceécccesceness ee 8.86 8.81 8.85 8.84 
Hourly  .586 574 -584 616 
Transportation (other than train, 
engine, and yard)...... ee 3.28 3.24 3.24 3.30 
Hourly’ .541 -529 -529 540 
Transportation (yardmasters, 
switch tenders, and hostlers)....Daily 8.51 8.43 8.45 8.43 
Hourly’ .629 -608 -606 -606 
Transportation (train and engine).Hourly'  .763 736 -736. 733 


By Districts 


Basis of Eastern Southern Western 


Group reporting District District District 
Executives, officials and staff 1924 192 1924 
SRMGRDAS oc cciccsccccees Seer $16.03 $16.71 $16.89 
Professional, clerical and general.. Daily 6.97 6.94 7.01 
Hourly .583 -575 .576 
Maintenance of way and structures. Daily 8.84 9.23 8.93 
Hourly 477 -366 422 
Maintenance of equipment and 
SEED vcccccccvcccesessccocccccoos ee 8.72 9.84 8.62 
Hourly -625 539 -566 
Transportation (other than train, 
engine, and yard)..ccccccccccccee Daily 3.13 3.58 3.56 
Hourly -561 -469 551 
Transportation (yardmasters, 
switch tenders, and hostlers).... Daily 8.30 8.71 8.84 
Hourly -631 641 .617 
Transportation (train and engine).Hourly -763 765 763 


SCOPE OF CASE BROADENED 


The Commission, by means of a supplemental order in No. 
15957, carload charges of the Chicago Junction Railway Company 
and the Chicago River & Indiana Railroad Company, lessees, has 
broadened the scope of the case by having included in it an in- 
vestigation into and concerning the division of rates between 
those terminal companies and their connections. 

By another order in that case, the Commission has allowed 
the Baltimore & Ohio, the Chicago, Indianapolis & Louisville, 
the Chicago & Erie, the Grand Trunk Western and the Pennsyl- 
vania to intervene in that case and be made parties thereto. 
The order widening the case makes all the railroads subject to 
the interstate commerce act parties to the proceeding. That 


order except the part making all railroads parties to the proceed- 
ing is as follows: 


It is ordered, That the scope of this investigation be, and it is 
hereby, broadened to embrace and include an investigation into and 
peg a | the divisions of interstate joint freight rates applicable 
on carload traffic interchanged between the Chicago Junction Rail- 
way and the Chicago River & Indiana Railroad Company, lessee, and 
the other carriers made parties hereto, with a view to determining 
and prescribing the just, reasonable and equitable divisions of said 
interstate joint rates to be received by the Chicago Junction Rail- 
way Company and the Chicago River & Indiana Railroad Company, 
lessee, and the other carriers made parties hereto, and with a view 
to determining whether the existing divisions of said interstate joint 
freight rates constitute a violation of any of the conditions con- 


tained in the order of the Commission heretofore entered in Finance 
Docket No. 1165. 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Kingston rtagena 


Puerto Colombia 
Santa Marta 


Port Antonio 
Jamaica Outports 


CANAL ZONE COSTA RICA 
Cristobal ALSO 
PANAMA Ports of Guatemala 


and British and 


Bocas del Toro Spanish Honduras 








Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


Be I BI oon cs osc cciccscveccs New York, N. Y. 
321 St. Charles Street ............... New Orleans, La. 
= eee: Boston, Mass. 
Marquette Building...................... Chicago, II. 


Huff Shipping Agency........... San Francisco, Calif. 





pac I FIC 
ees: me 


Gui LIN 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 


GALVESTON— HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of lading issued from Gulf Ports to noet, nea New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New oo La. 


Steele Bldg. SWAYNE & HOYT, Inc. 


5 Moore St. 
veston, Texas 430 Sansome St., San Francisco, Cal. 


Now York City 
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New York 
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California 


Fastest Service by Sea 


1 5 days Passenger and Freight 


Itinerary: New York — Havana — Panama Canal— 
Balboa — San Diego (Westbound) — Los Angeles — San 
Francisco. 

Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for_refriger 
ator cargo. 

Proposed Sailing Dates 


Westbound from New York Eastbound from San ee 7} 
S.S. Finland, A 

S.S. Manchuria, A 

S.S. Mongolia, 


S.S. Mongolia 
S.S. Finland, 


ay 7% Apr. 21 11 


Apr. 30 





INTERNATIONAL MERCANTILE 


Pier 61 North River, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 
Chicago, 327 So. La Salle St. 
Philadelphia, Bourse Bldg. 


MARINE COMPANY 


1 Broadway, N. Y. C. 

Tel. Bowling Green 8300 

Boston, 84 State Street 

Baltimore, Chamber of Commerce Bldg. 


Rochester, Ellwenger & Barry Bldg. West Coast Agents, Pacific Steamship Co. 


\) Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT HAYES” 


Sailing from NEW YORK April 2, 1925 


(Pier 22 and 23, New York Dock Co., Brooklyn, N. Y.) 


For Havana, Colon, Balboa, Los Angeles, 
San Francisco, Honolulu, Kobe, Shanghai, 


Hongkong, Manila, Singapore,” Penang, 
Colombo, Suez, Port Said, Alexandria, Naples, 
Genoa, Marseilles, Boston and New York 


Direct Sailings also to Java Ports 
THROUGH BILLS OF LADING—For the convenience of Exporters and Importers, 
through bills of lading will be issued at point of shi ed from all interior points 
in the United States and Canada to Foreign ports and from fo ports to — 


destinations in the United States and Canada, via New York Bone San 
cisco or Vancouver. 


Dependable Service Regular Sailings Unsurpassed Facilities 


For all information as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


NEW YORK CITY ; CHICAGO, ILL. 
15 Moore Street 112 W. Adams St., Cent. 0906 
SAN FRANCISCO... 
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| Personal Notes | 
So a 

J. L. Dugan has been appointed traveling freight agent of 
the Wabash at Boston. . 

H. B. Hull, vice president in charge of the claims depart- 
ment of the Illinois Central, died of heart disease, March 17, 
at San Antonio, Texas. - He was a newspaper reporter in Han- 
nibal, Missouri, before entering railroad work in 1895 as a 
passenger clerk for the Burlington at St. Louis. 

R. A. Walton has been appointed assistant general freight 
agent of the Wabash at Chicago. W. T. Lyman has been made 
assistant freight traffic manager at St. Louis and C. B. Hoxie 
has been appointed general agent at Boston. 

E. H. McAllen has been made traveling freight and pas- 
senger agent of the Union Pacific at Bend, Ore. 

George F. McCurdy has been made general agent, freight 
department, of the Rock Island, at Boston. 

George R. Swisher has been appointed traveling freight 
agent of the Norfolk and Western at Columbus, O. C. M. 
Francis has been made traveling freight agent at Knoxville, 
Tennessee. Carl P. Stegner has been appointed soliciting 
freight agent at Kansas City. B. T. Shepard has been made 
traveling freight agent at Chattanooga, Tennessee. John M. 
Park has been appointed traveling freight agent at Boston, and 
R. P. Yellen has been made soliciting freight agent at St. 
Louis. - 

T. M. Hatch and S. M. Copp have been appointed general 
claim agents of the Illinois Central at Chicago, and E. W. 
Sprague has been appointed general claim agent at Memphis. 

F. C. Dumbeck, assistant general freight agent, the Frisco, 
died at St. Louis, March 18. His service with the road had 
extended over a period of twenty-five years. 


DOING OF THE TRAFFIC CLUBS 


The Traffic Club of Kansas City held its “Wild Irish Fol- 
lies,’ March 17. The club is completing its plang for the en- 


——e of the Associated Traffic Clubs of America, April 15 
and 146. 








The Traffic Club of St. Louis held its St. Patrick’s Day 


meeting at luncheon, March 16. The club will hold an evening 
meeting, March 23. 


The York Traffic Club held its “Local Night,” March 12. 
Henry C. Niles spoke on “Current Topics.” 





The Madison (Wis.) Traffic Club was organized March 12. 
Officers are: president, S. L. Foote, director of the traffic bureau, 
Madison Association of Commerce; vice president R. G. Nuss, 
T. M., Nuss Implement Company; secretary-treasurer, R. H. 
Cavanaugh, C. R. C., the C. M. & St. P. Directors are: W. E. 
Nicholoy, secretary, the Wisconsin Pea Packers Association; 
Hugh St. John, T. M., the Golden Key Products Company, and 
R. M. Jenkins, T. M., the Union Transfer and Storage Company. 

The Traffic Club of New York held a St. Patrick’s Day 
Dinner, March 17. The club will hold its regular monthly 
meeting, March 31. Milton W. Harrison, president, National 
Association of Owners of Railroad Securities, will speak on 


“The Relations Between the Railroads and the Investors in Rail- 
road Securities.” 


The Pacific Traffic Association will hold its fifth annual 


banquet on board the steamer “Taiyo Maru,” April 11, at San 
Francisco. 





The Traffic Club of Memphis met at luncheon at the Hotel 
Gayoso, March 16. 


The Traffic Club of Atlanta, as a continuation of its educa- 
tional campaign, had Charles E. Cotterill, general counsel, 
Southern Traffic League, speak at its semi-monthly meeting, 
March 16. He spoke on the influence of traffic clubs and of 
the shippers’ conception of the spirit of co-operation. He said 
the matter was one of mutual education, and emphasized the 
evident disposition of both interests to cooperate, but said 
there was a fundamental lack of understanding in the methods 
of co-operation. He recommended that both parties pursue a 
program of education. 


—_ 


The Transportation Club of St. Paul met at luncheon at the 
St. Paul Hotel, March 17. Guy Weddick, manager of the Cal- 
gary Stampede Shows, was the speaker. 





The Saginaw (Mich.) Traffic Club was organized February 
12. Officers are: president, L. H. Bayless; vice president, C. J. 
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Powers; and secretary-treasurer, Donald MacDonald. Direc. 


tors are Le Roy Rankin, Glenn Shaler, E. J. Bierlein, and R. J, 
Hill. 


C. A. Cairns, passenger traffic manager of the C. & N. W, 
spoke to the members of the Duluth-Superior Passenger Asgo. 
ciation, March 9, on “A Hop Skip and a Jump Through Europe.” 





The Traffic Club of Syracuse has elected the following off. 
cers: president, H. C. Stanton; vice ie W._Harnach) 
and secretary-treasurer, F. M. Varah. The following directors 
were elected: I. A. Chamberlain, G. W. Eggert, D. O. Guilfoil, 
C. W. Kelly, E. M. Meyers, W. J. O’Neil, C. L. Raper, S. D. Rice, 
A. J. Shandorf and C. A. Thorton. 





The Traffic Club of Minneapolis held its “Soo Line Day” 
at the Nicollet Hotel, March 19. C. T. Jaffray, president of 
the road, spoke on “Observations on General Conditions.” 





The Transportation Club of Toronto and the Canadian In- 
dustrial Traffic League held a joint dinner and meeting at the 
Hotel Carls-Rite, Toronto, March 16. Reginald G. Narelle, 
president of the Atlantic Lighterage Corporation and vice presi- 
dent of the New York Traffic Club, spoke on “The Lighterage 
Industry in the Port of New York.” 





The Springfield Traffic Association will hold its fourteenth 
annual meeting, at the Chamber of Commerce, March 24. W. C. 
Cowling, traffic director of the Ford Motor Company, will speak 
on “Co-ordination of Transportation Facilities.” 





The Traffic and Transportation Club of Pittsburgh has 
selected April 16 as the date on which to hold its eleventh 


annual dinner, postponed from Jan. 29. It will be held at the 
William Penn Hotel. 








COAL PRODUCTION AND SHIPMENT 


“The decline in production of soft coal that has been in 
progress for the last 7 weeks was halted, at least temporarily, 
in the first week of March,” the Geological Survey says in its 
weekly coal production report, which, in part, follows: 


Preliminary estimates place the total output at 9,394,000 net tons, 
an increase over the preceding holiday week of 539,000 tons, or 6 per 
cent. As only a part of the loss in that week was due to the observ- 
ance of the holiday, the increase in the present week indicates some 
improvement of the market. Compared with the week ended Feb- 
ruary 21, there was a decrease of 70,000 tons. 

Preliminary telegraphic reports on loadings on Monday and Tues- 
day of the week (March 9-14) were slightly less than the total for 
the corresponding days last week. Continuation of the upward trend 
in production is therefore dependent upon developments during the 
remainder of the week. : 

The production of anthracite remained practically unchanged in 
the first week of March. Reports to the American Railway Associa- 
tion show that 31,644 cars were loaded, from which it is estimated 
that the total output was approximately 1,655,000 net tons, an in- 
crease of 50,000 tons. The present weekly rate of output is about 
12 per cent lower than that prevailing a year ago. 

Tidewater business in soft coal at Hampton Roads continued to 
decline in the first week of March. The total quantity handled was 
357,829 net tons, a decrease of 45,771 tons, or 11 per cent. Decreases 
of 20,829 in exports and 13,469 tons in shipments to the “other coast- 
wise’ trade were chiefly responsible for the decline. Cargoes con- 
= to New England were somewhat less than in the preceding 
week. 

Cumulative dumpings during 1924 to March 7 stood at 3,755,197 
tons. Comparison with the records for the corresponding periods of 
1924 and 1923 shows increases of 6 and 17 per cent, respectively. 

Dumpings of bituminous coal at the Atlantic coal ports declined 
to 2,803,487 net tons in February, 1925. Compared with the January 
record, there was a decrease of 164,107 tons, or nearly 6 per cent. 
The chief factor in the decline was a loss of 109,939 tons in dumpings 
for the foreign account—exports and bunker coal combined. Dump- 
ings for New England consignees decreased slightly. 


LUMBER SHIPMENTS 


Examination of telegraphic reports to the National Lumber 
Manufacturers’ Association from 365 of the leading softwood 
lumber mills of the country indicate that the lumber industry 
is maintaining an approximately normal degree of activity. 
Though the number of reporting mills was 12 less for the week 
ending March 14 than for the preceding week, there was 4 
slight increase in new business and production, notwithstand- 
ing some recession in shipments. A year ago 382 mills reported 
somewhat larger new business and shipments and smaller 
production. 

The unfilled orders of 256 Southern Pine and West Coast 
mills at the end of last week amounted to $54,355,927 feet as 
against 651,832,717 feet for 252 mills the previous week. The 
133 identical Southern Pine mills in this group showed unfilled 
orders of 249,060,459 feet last week as against 250,986,237 for 
the week before. For 123 West Coast mills the unfilled orders 
were 405,295,468 feet, as against 400,846,478 feet for 119 mills 4 
week earlier. , 

Altogether the 365 comparably reporting mills had shipP- 
ments 94 per cent and orders 94 per cent of actual production. 
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Mobile Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


FROM 


MOBILE PENSACOLA GULFPORT 


LIVERPOOL 
U.S.S.B. S.S. HASTINGS, sailing from Gulfport April 6; 
sailing from Pensacola April 9; sailing from 
Mobile April 15. 
ROTTERDAM and HAMBURG 
U.S.S.B. S.S. ANTINOUS, sailing from Pensacola April 8; 
sailing from Gulfport April 11; sailing from Mobile 
April 16. 
HAVRE and ANTWERP - 
U.S.S.B. S.S. CLAVARACK, sailing from Pensacola April 
14; sailing from Gulfport April 17; sailing from 
Mobile April 22. 
LONDON 
U.S.S.B. S.S. EFFINGHAM, sailing from Gulfport May 1; 
sailing from Pensacola May 4; sailing from Mobile 
May 9. 
LIVERPOOL and MANCHESTER 
U.S.S.B. S.S. AFOUNDRIA, sailing from Pensacola April 
28; sailing from Gulfport April 30; sailing from 
Mobile May 5. 


Mobile Oceanic Line 


Operated for 
United States Shipping Board 


by Waterman S. S. Corp., Managing Operators 
Mobile, Ala. 


MrINEsN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S.S. WILLIAM A. McKENNY 
Baltimore 


New York 
Sailings every two weeks thereaiter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 


Chicago, St. Louis, Pittsburgh, Baltimore, 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to Los angie 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


SANTA ROSA.............. March 24 
ae i 







Through bills of lading issued for transshipment at San Francisco 
to Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 
















SAN FRANCISCO LOS ANGELES 
SANTA PAULA ........ March 26 March 28 
SANTA OLIVIA.......... April 9 April 11 
TVENELUELA............ April 9 April 11 


Passenger steamer calling at Manzanillo, San Jose de Guatemala, 
La ‘Likorent Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CITY OF SAN FRANCISCO sails from San Francisco March 24 
S.S. CORINTO sails from San Francisco April 14 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 608 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 
ALSO OFFICES IN 
ER ie ben <mwranibaieed Hoge Bldg. Wilmington,Del., MarineTerminal 


Baltimore......... Equitable Bldg. Norfolk, Southgate Fwd. & Stge.Co. 
Pittsburgh, 410 State Theatre Bldg. Chicago........ 142 So. Clark 8t. 
iladelphia..... 240 Bourse Bldg. Cincinnati......... Gwynne Bldg. 





Ship by Water 


*‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 





San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Pa. Pa. Chicago, Ill. 


Baltimore, Md. 
39 South St. Bldg. Oliver 431 So. Dearborn St. 
And at our Branch Offices at ports of call, etc. 
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For the Southern Pine mills these percentages were respec- 
tively 94 and 92; and for the West Coast mills 101 and 103. 

Of the comparably reporting mills, 343 (having a normal 
production for the week of 218,102,398 feet) reported produc- 
tion 103 per cent of normal, shipments 98 per cent, and orders 
97 per cent thereof. * 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1924 1925 (Revised) 
PIL, Jia thatsdie:sleaerepecia 365 382 377 
PYGGUCUON oo ccccccves 238,509,228 229,647,145 236,736,956 
eee - 225,044,143 232,721,187 232,542,361 
Orders (New. Bus.)... 223,281,772 235,356,526 222,261,742 


The following revised figures compare the lumber move- 


ment for the first eleven weeks of 1925 with the same period of 
1924: 


Production Shipment Orders 
IS is sic os er acaigiate: Seca maeere 2,421,502,839 2,424,717,941 2,313,979,490 
BE ckanincsicccnctead 2,450,821,864 2,545,631,695 2,541,687,373 
1925 Decrease ........ 29,319,025 120,913,754 227,707,883 


The mills of the California White & Sugar Pine Association 
make weekly reports but for a considerable period they were 
not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the 
foregoing figures. ‘Nine of these mills reported a cut of 4,896,- 
000 feet, shipments 7,544,000 feet, and orders 6,541,000 feet. The 
reported cut represents 27 per cent of the total of the Cali- 
fornia Pine region. As compared with the preceding week, 
there was a decrease in cut of 2,315,000 feet, shipments 2,234- 
000, and new business 3,110,000 feet. 





FRUIT AND VEGETABLE MEETING 


Steps toward the establishing of permanent cooperative 
relations between the fruit and vegetable industry and the 
railroads were taken at a meeting, in Chicago, March 17. Those 
present were the members of the claims committee of the 
American Fruit and Vegetable Shippers’ Association, under 
the chairmanship of J. W. Elliott, and members of the general 
committee of the freight claims division of the American Rail- 
way Association, W. B. Kellet, chairman. 

E. S. Briggs, secretary-manager of the shippers’ associa- 
tion acted as chairman of the meeting. The discussion cen- 
tered around methods to be used in future cooperative move- 
ments rather than around any particular problem. After an 
all-day meeting, a resolution was adopted calling on the fruit 
and vegetable industry to appoint a permanent committee to 
represent the entire industry and on the freight claims sec- 
tion to appoint a special committee, these to meet jointly in the 
future, as often as necessary, in order to discuss objectionable 
practices and formulate cooperative measures. 

After the meeting Mr. Kellet expressed himself as pleased 
at the progress made and predicted results from the move- 
ment comparable to those achieved by similar means by the 
National Industrial Traffic League. 





REGULATION OF MOTOR VEHICLES 


The decisions of the Supreme Court of the United States 
in the Maryland and Washington bus cases (see Traffic 
World, March 7, p. 612) will be considered at a meeting of the 
executive committee of the National Association of Railroad 
and Utilities Commissioners in Washington March 25. 

Commissioner James A. Benn, of the Pennsylvania commis- 
sion, has advised John E. Benton, general solicitor of the 
association, that the situation produced by the decisions is 
especially serious in the eastern states where so large a part 
of bus and motor truck business is interstate in character. 
Mr. Benn suggested that the executive committee consider 
the matter with a view to the taking of steps designed to 
bring about, if possible, a rehearing by the court, or to the 
taking of such other action as might seem best designed to 
meet the situation. 

The association’s committee on cooperation between state 
and federal commissions also will meet in Washington March 
25 to consider matters relating to. cooperation with the Inter- 
state Commerce Commission. 


SHIPMENTS OF.AUTOMOTIVE PRODUCTS 


“The manufacture and use of motor cars creates such an 
immense traffic for the railroads that their recent prosperity 
is in no small degree attributable to the expansion of the 
automobile industry,” said J. S. Marvin, assistant general man- 
ager of the National Automobile Chamber of Commerce, to a 


gathering of automobile dealers in San Francisco recently. He 
continued: : 


Based on the statistics of the Interstate Commerce Commission 
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for the first nine months of 1924, 726,000 craloads of finished auto. 
mobiles and parts were shipped during the year. 

Tire shipments are placed at 50,000 carloads. 

Of the 7,780,625,085 gallons of gasoline consumed in this country 
in 1924, 80 per cent or 6,225,000,000 gallons were for automobile use 
After allowing for local deliveries from refineries the shipping of the 
balance is estimated at 640,000 tank carloads. 

oal, steel and raw materials used in the manufacture of auto- 
mobiles are also a factor though separate figures are not available, 

An instance of collateral business that helps the railroads is the 
movement of road building materials, cement, sand and gravel, 
Total cement shipments in 1923 were 552,613 carloads much of 
which went into roads and bridges. 

If complete segregated data on this whole question were available 
it is estimated that 2,000,000 carload shipments could be credited as 
the annual contribution to the rail carriers through the manufac. 
ture and use of automobiles. 

An appreciaton of these figures is had from comparison with 
other commodities. The extent of the wheat crop has always been 
watched as a barometer of railroad prosperity. The Interstate Com. 
fnerce Commission complete carload statistics of 1923 credit wheat 
with_572,394 carloads and corn 400,723 carloads. 

Bar and sheet iron, structural iron and iron pipe 915,392 car. 
loads, brick and artificial stone 532,613 carloads, are among the lead- 
ing shippers, while refined petroleum and its products, which in- 
por a shipments, heads manufactured articles with 1,306,390 

ads, 


Total carload shipments of manufactured articles in 1923 were 
10,266,677 carloads. 


FRUIT AND VEGETABLE SHIPMENTS 


Combined shipments of 19 leading products of fruits and 
vegetables totaled 12,765 in the week ended March 14, accord- 
ing to the Bureau of Agricultural Economics of the Department 
of Agriculture. Shipments decreased, the Bureau said, on 
account of the lighter movement of old potatoes. The totals 
from the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Tuesday March 17, 1925 

















Total Total 
Shipping districts Mar. Mar. Mar. This Sea- Last Sea- Total 
car approximate 8-14 1-7 9-15 son to son to Last 
shipping seasons 1925 1925 1924 Mar. 14 Mar. 15 Season 
Summary for Ap- 
es: 
Walters States 209 254 626 39,057 59,559 63,014 
Eastern States 575 518 888 56,841 69,182 75,100 
_ | re 784 772° 1,514 95,898* 128,741 138,114 
Asparagus: 
<P rotal aa a anlat 19 14 46 36 66 1,235 
Cauliflower: 
_. arr 107 156 230 3,728* 3,816 4,286 
Cabbage (Old Crop): 
WEEE. evesecdedos 25 203 143 41,276* 36,883 37,014 
Cabbage (New Crop): 
TONED Sicicvnweeeee 648 560 837 3,480 5,225¢ *41,276 
Celery (Old Crop): 
eae 104 130 17,725* 16,919 17,160 
Celery (New Crop): 
ere 442 419 408 3,595 4,184¢ *t17,725 
Grapefruit: 
GUE sdatvaccact 761 723* 605 13,982* 13,390 *20,028 
Lemons: 
eee 217 209 230 4,145* 4,367 12,615 
Lettuce: 
PE cchumcesnas 891 538 14,196* 13,526 *29,477 
Mixed Citrus Fruits: 
er 125 84* bed 2,553* ss *4,829 
Mixed Vegetables 
ee eae 747 696 466 6,625 5,071 *28,725 
Onions: 
(Old Crop): 
| ee 405 415 440 29,483* 27,453 29,480 
Onions: 
(New Crop): 
eee 6 ais eee 7 $3,918 
Oranges: 
EOE veces vowws 1,726 1,823* 2,378 35,966* 41,956 *78,337 
Peppers: 
OE 26 12 16 309 505 2,418 
Spinach: 
ae 397 449* 230 4,749* 4,258 7,618 
Strawberries: 
ee , ‘$2 35 12 532 453 18,780 
String Beans: 
—, 25 10 22 773* 628 #5,003 
Sweet Potatoes: , 
eee 217 218 132 14,243* 14,004 14,533 
Tomatoes: 
ee 247 199 361 1,553 2,785 %26,306 
Potatoes 
(1925 Crop): : 
EEE de cwe de cciek 34 21 16 79 721 $4,380 
Summary Potatoes 
(1924 Crop): 
Leading Sections, 
Late Crop...... i 4,990 5,130 138,152 151,112 193,550 
Other Sections, 
Late Crop ...... 72 39 108 18,110 14,350 15,124 
Barly Crop .... i 3 eae 49,584 33,377 33,391 
i) ee 4,606 5,032* 5,238 205,846* 198,839 242,065 
Grand Total All 
Commodities ..12,766 13,045* 13,992 500,779* 513,660 *%718,022 


*Includes all delayed and corrected reports received to date. 
tNot included in grand total. 
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A Box That’s New— 


Different from anything you ever saw 


As made into boxes, Balsa Wood presents something entirely 
new. Lighter than cork, strong as pine, as resilient as spruce; 
constructed in a thickness which will protect the most fragile 
product; Balsa Boxes are different from anything you ever saw. 




















Fresh meats, serums, fruits, candies—per- ~ 
ishable and semi-perishable goods of all 
kinds are not only protected but saved 
when shipped in Balsa Boxes. 


Write the nearest office 
stating inside dimensions 
of containers you require 
and you will be quoted 
prices in any quantity. 
Or, if you prefer, a repre- 
sentative will call. 


THE FLEISCHMANN TRANSPORTATION COMPANY *"2stox. 


CINCINNATI 
Balsa Box Department oEEKSUANGDON, D. C. 


NEW YORK: 699 Washington Street CHICAGO: 327 So. La Salle Street “““searme 


TTLE 
ST. LOUIS 


THE GIST OF TRAFFIC 


fla) see 
: 


A complete reprint of Professor Huebner’s splendid 
traffic lessons, printed from new plates and attrac- 
tively bound. 
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If you are starting a traffic library, here is a corner- 
stone around which to build it. If you already have 
one, here is a valuable addition. 



























































Three hundred pages, size 614 by 914 inches—over 
150,000 words; 16 plates and maps; numerous charts 
and tables. 
































































































































Price: $3, postpaid (20% discount to subscribers 
for THE TRAFFIC WORLD). 





Only 1,000 copies made. Order at once. 


THE TRAFFIC SERVICE CORPORATION 


Merchandise Department 418 S. Market Street, Chicago, IIl. 
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In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist ‘ 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ‘ , 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Questions and Answers 





> 
% 


State Tax on Private Cars 

Missouri.—Question: In a recent issue your publication 
contained a brief news item about decision of the United States 
Supreme Court in a case where the State of Missouri sought 
to collect a franchise tax from a pipe line doing a purely inter- 
state business through the State of Missouri. 

You are, no doubt, aware of the fact that the various 
states have for years been collecting from owners of private 
equipment a tax based on the mileage earnings paid to the 
owners of such equipment by the carriers using them. This 
tax has been collected on all cars operated with in a given 
state whether a movement was intrastate or interstate. 

Have you given any consideration to the possible effect of 
the Supreme Court Decision in the pipe line case on the practice 
outlined in the preceding paragraph? Opinion has been ex- 
pressed that if the states cannot collect franchise taxes on 
a pipe line doing an interstate business, then they have no right 
to collect such taxes on the mileage earned by tank cars doing 
interstate business. 

Answer: In Union Tank Line Co. vs. Wright, 249 U. S. 275, 
the Supreme Court, while condemning the method of appraise- 
ment provided for in the statute of the state of Georgia, did not 
find that the taxing of private cars by a state was unconstitu- 
tional. In this case the court said: 


This cause requires us to consider the power of a state to lay and 
collect taxes upon instrumentalities of interstate commerce which 
move both within and without its jurisdiction. 

Union Tank Line—plaintiff in error—an equipment company incor- 
porated in New Jersey which has never carried on business nor had 
an office in Georgia, owns twelve thousand tank cars suitable for 
transporting oil over railroads and rents them to shippers at agreed 
rates, based on size and capacity. The roads over which they move 
also pay therefor stipulated compensation. Under definite contract 
certain of these cars were furnished to the Standard Oil Company of 
Kentucky and all of those which came into Georgia were being oper- 
ated by the oil company under such agreement. These were not 
permanently within that state, but passed “in and out.” * * * 

A state may not tax property belonging to a foreign corporation 
which has never come within its borders—to do so under any formula 
would violate the due process clause of the Fourteenth Amendment. 
In so far, however, as movables are regularly and habitually used and 
employed therein, they may be taxed by the state according to their 
fair value along with other property subject to its jurisdiction, 
although devoted to interstate commerce. While the valuation must 
be just it need not be limited to mere worth of the articles considered 
separately but may include as well “‘the intangible value due to what 
we have called the organic relation of the property in the state to 
the whole system.” 

How to appraise them fairly when the tangibles constitute part 
of a going concern operating in many states often presents grave 
difficulties; and absolute accuracy is generally impossible. We have 
accordingly sustained methods of appraisement producing results ap- 
proximately correct—for example, the mileage basis in case of a 
telegraph company (Western Union Telegraph Co. vs. Massachusetts), 
and the average amount of paceeety habitually brought in and carried 
out by a car company (American Refrigerator Transit Co. vs. Hall). 
But if the plan pursued is arbitrary and the consequent valuation 
grossly excessive it must be condemned because of conflict with the 
Commerce Clause or the Fourteenth Amendment or both. Western 
Union Telegraph Co. vs. Massachusetts, 125 U. S. 530; Marye vs. B. & 
O. R. R. Co., 127 U. S. 117; Pullman’s Palace Car Co. vs. Pennsylvania, 
141 U. S. 18, 26; Adams Express Co. vs. Ohio, 165 U. S. 194; S. C., 
166 U. S. 185; American Refrigerator Transit Co. vs. Hall, 174 U. S. 70; 
Union Refrigerator Transit Co. vs. Lynch, 177 U. S. 149; Fargo vs Hart, 
193 U. S. 490; Cudahy Packing Co. vs. Minnesota, 246 U. S. 450, 453... 

We think plaintiff in error’s property was appraised according to 
an arbitrary method which produced results wholly unreasonable and 
that to permit enforcement of the proposed tax would deprive it of 
property without due process of law and also unduly burden interstate 
commerce. * * *# 


In the Ozark Pipe Line Corporation Case, the case referred 
to by you, decided January 12, 1925, it was held that an annual 
franchise tax is a tax upon the privilege or right to do business, 
which cannot constitutionally be imposed, while the tax under 
consideration in Union Tank Line Co. vs. Wright, 249 U. S. 275, 
is a tax upon private cars which are used and employed in 
Interstate Commerce and one which is not unconstitutional. 


Notice to Consignor of Refused or Unclaimed Goods 
Illinois —Question: We note your replies to Michigan, 
page 1622 of Traffic World of December 29th, 1923, and further 
reference thereto on page 380 of the February 9th, 1924, issue 
of the Traffic World wherein you advise that the Commission’s 
report on Docket 13464, Republic Coal Company vs. C. St. P. 
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M. & O., held that such a shipment as described in the Traffic 
World is an unclaimed shipment. Your opinion in thig matter 
was rendered as a result of a question being asked relative to 
the demurrage in the premises but we are now confronted with 
a case of where a car of sugar moved to Chicago, Illinois, where 
it was permitted to remain in the carriers’ possession five days 
and then placed in public storage by the carriers. This was 
an order notify shipment and the party designated to be notified 
was notified by the carriers and the party notified told the 
carriers in several instances that he would accept the sugar at 
a later date. It Wag several days after the arrival of the 
sugar at destination that the shipper was informed of the fact 
that the sugar had been placed in public storage. 

There was a rapid decline in the market and after days of 
dickering the party to be notified or who was appointed as 
consignee refused the sugar. It is our contention that had the 
shipper been notified promptly of the fact that the bills of 
lading had been surrendered on the sugar and that it was un- 
delivered that they would have had an opportunity to dispose 
of same on a higher market. 

We were just wondering’ if you can refer us to a decision 
by either the Interstate Commerce Commission or any court 
holding that such a shipment must be treated as an unclaimed 
shipment, thereby making it compulsory under the tariff that 
the carriers notify the shipper. We will be pleased to have 
you not only refer us to decisions, if any, but give us your 
opinion in the matter. 

Answer: In its opinion in Docket 13464, Republic Coal Co. 
vs. C. St. P. M. & O. Ry. Co., 85 I. C. C. 331, the Commission 
held that a shipment, such as you refer to, was an unclaimed 
shipment, as to which the sending of notice to the consignor 
after the expiration of five days was a condition precedent to 
the assessment of demurrage charges thereon. 

In addition to warehousing the goods, the carrier is ordi- 
narily chargeable with the duty of notifying the consignor of 
the consignee’s failure or refusal to accept the goods, although, 
according to some cases, such notice is necessary only where 
it would be a failure to exercise due care in the protection of 
the goods not to give it, or where the consignor exercises 
the right of stoppage in transitu. Such notice is excused where 
the consignor obtains timely notice from other sources, or where 
at the time the goods were left with the carrier for transporta- 
tion the consignor did not disclose his name and residence. So 
where there has been no absolute refusal on the part of the 
consignee to accept the goods, and he has promised to call for, 
and take them away within a short time, the carrier is not 
chargeable with negligence in failing to give immediate notice 
to the consignor of the delay in the acceptance of the goods. 
(Weed vs. Barney, 45 N. Y. 344, 6 Am. R. 96; Grossman vs. 
Fargo, 6 Hun 310; Levy vs. Weir, 38 Misc. 361, 77 N. Y. S. 917. 
Compare American Merchants’ Union Express Co. vs. Wolf, 79 
Ill. 430, 434, in which it was said: 


While it may be true that it is the duty of the company to hold 
the goods a reasonable time if, when a delivery is offered, the con- 
signee is not ready at the time to receive them, yet this in no manner 
conflicts with the other obligation, which requires notice to be given 
to the consignor, 


The carrier is not required to notify the shipper until it 
has notice, or by the exercise of ordinary diligence could have 
known, of the refusal of the consignee to receive the goods. 
After the carrier has notified the shipper that the consignee 
has refused to receive the goods shipped, it is liable only as 
a bailee, and the consignor is bound to demand delivery of 
the goods to himself and to take charge of them. 

With respect to the liability of carrier for failure to notify 
a shipper, see Nashville, etc., R. Co. vs. Dreyfus, 150 S. W. 321; 
Stoddard Lumber Co. vs. O. W. R. & N. Co., 165 Pac. 360; Fine 
vs. Barrett, 142 N. Y. S. 533; Sterling Button Co. vs. Barrett, 
171 N. Y. S. 326; R. Co. vs. Malsby Co., 96 S. E. 710; Mfg. Co. 
vs. R. Co., 162 N. Y. S. 549; Lumber Co. vs. R., etc., Co., 165 Pac. 
363; R. Co., vs. Products Co., 208 S. W. 989; Comm. Co. vs. 
R. Co., 188 S. W. 920. 

Demurrage—Computing Time. Carrier Is Not Obliged to Keep 

Tracks Filled at All Hours of the Day so That at 7:00 a. m. 

No Empties Will Appear, as Condition Precedent to Charg- 

ing Detention to Cars Outstanding at 7:00 a. m. The 


Usual Daily Switch Is All That Is Necessary 


Michigan.—Question: Have you any definite ruling on the 
following? Demurrage assessments begin uniformly at 7:00 
a. m. on all cars properly placed or constructively placed: 
We will say in this case five cars are properly placed for 
unloading and there is still room on consignee’s track to accom- 
modate five more cars at this particular 7:00 a. m. and twenty- 
five cars outside for the same delivery, upon all of which due 
notification has been rendered. 

The capacity of consignee’s track is understood to be ten 
ears. Allowing an additional one day on five of the outstanding 
twenty-five cars we have a balance of twenty cars under 
constructive placement. 


Later on this same day, carrier finds it convenient to make 
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Great Northern 


Assures Still Better Service For Shippers 


BOSTON, MASS., CINCINNATI, OHIO, DES MOINES, IA., — yoy CITY, N. Y., 
Cane. Ay Walker, oneres Agt. J. H. Brinkman, General Agt., A. J. Cheeseman, T. F.A., 
94 Washington 609 Traction Bldg. 425 Kraft Bldg. 
his Congress a Phone Main 249 Phone Market 942 


The Great Northern Railway has just pur- 
chased four giant locomotives, the largest in 
the world, at a cost of $100,000 each. These 
engines which weigh 900,000 lbs. each were 
built by the Baldwin Locomotive Works. 


This is only one link in a great chain of im- 
provements designed to make the Great North- 
ern Railway the finest railroad property in 
America. 


Encouraging comments from Great Northern 
shippers indicate that the Great Northern Rail- 
way’s speedy, reliable freight service is fast be- 
coming the standard by which dependable 
Service is gauged. 


Great Northern representatives have some in- 
teresting facts to tell you regarding our service 
which it will be to your advantage to hear. 
They are as near as your telephone. 


ee a PA. 


ort 
Phone Whitehall 5660 


: Releart, ——_ Agt., 


BUFFALO, N. Y., CLEVELAND, OHIO, KANSAS CITY, MO., 214 Em Bldg. 

A. Kneubuehl, T. F. A., F. P. Engel. General Agent, W. J. Farrell, G. A. Frt. Dept., Wheee Smithfield 1762-1763 
683 Ellicott Square. 508-9 Hippodrome Bidg. 516 Railway Exch. Bldg. PHILADELPHIA, PA 
Phone Seneca 4166 Phone Cherry 1537 Phone Main 3852 F. mith, General Agt., 

“os Finance Bldg. 

T. J. Shea, Asst. G. F. A., E. B. Clark, General ww E.A. Peastiednanale Gen. Agt., ae ig ee General Agt., 
226 W. Adams St. 619 Free Press B 810 Majestic Bidg. roe Bostesen's Bank Bldg 
Phone State 6300 Phone Main — Phone Grand 1006 Phone Olive 5 


ST. PAUL, MINN., 


HELENA, MONT., G. H. Smitton, Freight Traffic Manager. SEATTLE, WASH., 
L. B. Woods, Assistant General A. J. Dickinson M. J. Costello, 


Freight and Passenger Agent 


Passenger Traffic Manager Western Traffic Manage’ 
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a switch and place seven of the twenty cars which were con- 
structively placed at 7:00 a. m. account; in addition to room for 
five cars two of the original five there at 7:00 a. m. were 
empty when switch is made. There still remains thirteen cars 
outside. 


Suppose then that the following 7:00 a. m. track situation 


shows the remaining three old cars on hand loaded the previous" 


7:00 a. m. along with four of the seven placed after 7:00 a. m. 
the previous day as empty, three of the last seven cars placed 
are still under load. 

The track situation for this second 7:00 a. m. would be 
seven empties on hand and three loads with thirteen cars 
outside. 

What allowance is made on the thirteen cars outside at 
this second 7:00 a. m., even though switch is made later on 
during the day? 

Shall consignee be allowed twenty-four hours’ additional free 
time on seven of the outstanding thirteen cars or, does carrier 
figure that allowance is due only on the three cars on hand 
empty which were on hand under load the previous 7:00 a.m.? 
Also had these seven empties been taken out prior to the second 
7:00 a. m. mentioned and no additional loads replaced, what 
effect would this have on the remaining thirteen cars outside 
this second 7:0 a. m.? 

In other words, shall cars moving in and out of a siding 
between 7:00 a. m., checks or cars being placed after 7:00 a. m. 
check is taken and showing empty the following 7:00 a. m. on 
hand, have any bearing on the track capacity for that day? 

Answer: Let us assume that at 11 a. m., January Ist, the 
carrier placed ten loaded cars on your track, thus filling it to 
capacity, that you immediately commenced unloading, and need- 
ing empties for other loading the engine called at your plant 
at 3 p. m., and took out five of these same cars which you 
had that day made empty. The result would be that at 7:00 
a. m., January 2nd, your track would show five loads and room 
for five more cars. This situation does not cause the carrier 
to lose a day’s detention on five cars standing in the yards nor 
entitle you to an additional day’s allowance on five cars, merely 
because the yard check at 7:00 a. m. showed room for five more 
cars, but does indicate to the carrier that you are entitled to 
another regular switch on January 2nd, taking out the cars 
you have made empty on January 2nd previous to regular 
switch (2 cars), and then refilling the track to capacity. We 
understand the carrier placed the cars in just this order. As 
we figure it, seven cars placed out of a lot of 25 which at 7:00 
a. m. were standing in the train yards, leaves eighteen still 
outstanding instead of thirteen, as you have it. You are theo- 
retically considering that because your track showed room at 
7:00 a. m., January 2nd, for five more loads you are entitled to 
consider these as placed and unloaded, which was not the 
case. Furthermore, this method of computing detention pre- 
supposes a duty on the part of the carrier to keep the track 
full of loads ag fast as you make cars empty, whereas you 
are entitled probably to not more than one track-pull per day, 
depending upon the usual practice in your terminals. Follow- 
ing your plan if you worked a night-crew in unloading, a car 
made empty at 6 a. m. January 1 would call for an additional 
load to be set in by 7:00 a. m. same date, just one hour later, 
otherwise the carrier would not be correct in charging detention 
on the car it failed to have spotted by 7:00 a. m. 


On the following morning, January 3rd, your track shows, 
you state, seven empties and three loads, and you still have 
eighteen cars standing in the yards under constructive place- 
ment. You ask “what allowance is made on the 13 cars outside 
at this second 7:00 a. m., even though switch is made later 
during the day?” We say, “none,” because the eighteen cars 
are being detained by you and not by the carrier. 


We do not at all agree with your method of determining 
track capacity. Assuming that your unloading facilities are 
such that you can unload ten cars per day, you are entitled 
to have the track cleared of empties and refilled with loads 
once each day, and the fact that at 7:00 a. m. some empties 
appear on the track which must be so, unless your switch is 
made during the night, entitles you to no extra allowance, for 


the carrier has not failed in perferming its duty under the 
demurrage rules. 


Weighing—Carriers’ vs. Shippers’ Weights 
Ohio.—Questtion: We had a number of cars shipped from 
our plant, consigned to a private track. Freight charges were 
assessed on the railroad weights which we paid, but it seems 
the cars were also weighed on the scale of the consignee, which 
is under inspection weight. The consignees would only pay 
our invoices based on their weights. 


We have filed claim against the carrier covering the over- 
charge between the weights furnished by them and the weights 
of the consignee. The carrier has declined to pay our claim, 
advising that their weights govern, although we claim Steel 
Company’s weight should apply. 


We trust you will advise us the legal ruling in regard to 
this matter, 
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Answer: While the Commission has said that a carrier 
should not be required to accept weights ascertained by ship- 
pers on their private scales (Providence Fruit & Produce Ex- 
change vs. D. G., 66 I. C. C. 300, and S. C. Schenck vs. N. & W. 
Ry. Co., 29 I. C. C. 125), it has, where a carrier’s weights were 
questioned, given consideration to weights found by a con- 
signee on his scales at point of destination. See 38 I. C. C. 622, 
44 I. C. C. 530, 46 I. C. C. 407, 51 I. C. C. 461. Nevertheless, 
inasmuch as disputes ag to the weights of past shipments 
raise question of fact which are quite difficult of determination, 
evidence of a very positive character as to the incorrectness of 
the scaling by the carrier igs necessary before another weight 
will be substituted therefor. Browne Grain Co. vs. G. C. & 
S. F. Ry. Co., 20 I. C. C. 163. 

Whether in the instant case a refund of charges based 
upon the difference in the weights found by the carrier and 
that found by the consignee can be had will depend upon the 
evidence which can be produced as to the accuracy of the 
weight found at destination by the consignee as compared with 
the weights found by the carrier on its track scales. 

Common Carrier—Definition of 

Ohio.—Question: In a recent discussion the question arose 
as to what constitutes a common carrier. On one hand the 
position was taken that city street railways (hauling passengers 
only), bus lines, taxi cabs and even elevators, although none 
of these were subject to the Interstate Commerce Act, were 
nevertheless common carriers. 

The opposite stand taken was that only those carriers 
transporting the freight or passengers, or both, which would 
be subject to the Interstate Commerce Act in every instance 
where they engaged in interstate business, might be classed 
as common carriers. It was admitted that the carriers men- 
tioned above were carriers, but it was contended that they were 
a sort of exceptional carrier and might not be classed as a 
“common” carrier. 

Will you please give us your opinion on this subject, citing 
any case which might have a bearing on what might be called 
merely a carrier and what might be termed a common Carrier? 

Answer: A carrier is one that undertakes the transporta- 
tion of persons or movable property, and the authorities, both 
elementary and judicial, recognize two kinds or classes of car- 
riers, namely, private carriers and common carriers. <A private 
carrier is one who, without being engaged in such business as 
a public employment, undertakes to deliver goods in a par- 
ticular case for hire or reward. While a common carrier has 
been defined as one that holds itself out to the public to carry 
persons or freight for hire, the term did not, at the common 
law, embrace a carrier of passengers, and is commonly con- 
fined to carriers of goods, as distinguished from common Car- 
riers of passengers. A common carrier differs from a private 
carrier in two important respects: (1) In respect of duty, it 
being obliged by law to undertake the charge of transportation, 
which none but a common carrier, without a special agree- 
ment, is. (2) In respect of risk, the former being regarded 


by the law as an insurer, the latter being liable like ordinary 
bailees. 


The rules of liability applicable to private carriers of 
goods are those which are in general applicable to ordinary 
bailees, and the law as to common carriers of goods is a branch 
of the law relating to the subject of bailments. That is, the 
carrier of goods is a bailee, and, aside from any considerations 
of public policy which affect the liability of a carrier conduct- 
ing a public employment, its duties and liabilities are in gen- 
eral those of an ordinary bailee; but these considerations of 
public policy have led to the recognition by the courts, from 
an early period in the history of the common law, of rules re- 
specting the duty of the common carrier as to serving the 
public, and as to liability for goods intrusted to its care which 
do not apply to private carriers of goods or to other bailees. 

A carrier of passengers is not, as to the person of the pass- 
enger, a bailee, and in this respect the law of carriers of pass- 
engers is not a part of the subject of bailments; but inasmuch 
as those who hold themselves out as prosecuting the business 
of carrying passengers for hire are regarded as undertaking a 
public duty, they are properly classed in this respect with 
public carriers of goods, and it is proper to treat them under 
the general heading of “Carriers.” Moreover, public carriers of 
passengers are deemed common carriers as to the baggage 
accepted by them for transportation as a part of the business 
of transporting passengers. 


Included in the definition of common carriers are all of 
the carriers referred to by you. The fact that they are not 
subject to regulation by the Interstate Commerce Commission 
does no affect their status as common carriers. 


Freight Charges—Liability of Consignee Acting as Agent for 
Owner 


Missouri.—Question: I have been presented with an under 
charge bill covering shipment which moved in August, 1922, 
and on which the company which I represent was merely acting 
as agent for the owner. 
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The shipment was billed to us as consignee, instead of to 
the actual owner as consignee, and was unloaded at our place 
of business, charges paid by us, and in turn collected from 
the real owner. 

I believe there has been a decision of the Commission or 
the courts, holding that the consignee in a case of this kind 
cannot be held liable for any undercharge which may develop 
on a shipment of this kind. 

If you can locate such a decision, please give reference 
thereto. If not, please give me your opinion, as well as refer- 
ence, to any decisions which may refer to this subject. 

Answer: Your liability, as consignee, for the undercharge, 
regardless of your agency capacity, is determined, as we view 
the matter, by the decision in N. Y. C. & H. R. R. R. Co. vs. 
York & Whitney Co., 256 U. S. 406. A better understanding 
of the decision can be had from a consideration of the decision 
in 230 Mass. 206, which is the decision reviewed by the 
Supreme Court in 246 U. S. 406. It will be observed that the 
ground of agency was the basis for the lower court’s finding 
for the plaintiff. 

Sale of Goods for Freight Charges—Notice to Consignor 

Missouri.—Question: A car of hay billed to a destination 
in Mississippi, refused by the consignee, but no record of 
refusal given by carrier’s agent. Broker instructed to handle, 
but for some unknown reason neglected to do so. Car apparently 
held by carriers for approximately 60 days, then sold for 
charges. Carriers furnished the consignor (ourselves) no notice 
of intention of selling for charges. Our first advise hay had 
been sold for charges was in January, 1924, whereas sale was 
made in April, 1923. 

Please advise whether or not we have recourse on Car- 
riers in this case and how measure of damage arrived at. 

Also please advise if such a claim would be barred by 
the six months period of limitation as provided in uniform bill 
of lading in connection with loss and damage claims. 

If barred by the six months’ period could we still recover 
by filing suit in civil court within two years and one day 
after the date of sale? 

Answer: The provisions of Section 4 of the Uniform Bill 
of Lading govern the sale of goods for freight charges. Under 
these provisions the carrier must give the consignor notice 
of the fact that the goods have been refused or are unclaimed 
at destination. 

While we know of no decision which is based upon this 
requirement of the bill of lading, it has been held that a carrier 
is liable for the sale of perishables without notice to the ship- 
per where notice could have been given. M. & M. Transp. Co. 
vs. Branch, 282 Fed. 494; Brockman Com. Co. vs. Mo. Pac. Ry., 
188 S. W. 920. See also Horton vs. Tonopah & Goldfield R. Co., 
225 Fed. 406; Kommel & Son vs. Champlain Transp. Co., 105 
Atl, 253. 

With respect to the question of whether the filing of claim 
within the six months’ period prescribed in the bill of lading 
is a condition precedent to the bringing of suit, see our answer 
to “Tennessee,” on page 516 of the February 21, 1925, Traffic 
World, under the caption “Notice of Claim—Necessity for Fil- 
ing.” 

See, in this connection, Hilbert vs. Penna. R. Co., 120 Atl. 
778, in which it is held that the exception referred to in the 
above answer is not applicable to an action for conversion. 
See also Davis vs. First National Bank of Longview, 245 S. W. 
1009, to the same effect. 


Sales—Limitation of Carrier’s Liability by Seller Without 
Buyer’s Consent 


Ilinois—Question: When a carload shipment moves under 
seal, with a shipper’s load and count endorsement on the face of 
the bill of lading can the common carrier be held liable for 
partial shortage at destination, assuming the shippers submit 
a sworn loading affidavit and the contents are unloaded under 
railroad supervision? Incidentally in such a case, if the terms 
of sale are F. O. B. cars or F. O. B. factory would the shipper 
be legally entitled to payment of invoice or do such terms 
imply the securing of an unrestricted bill of lading with definite 
transfer of liability from shipper to carrier for the specific 
number of cases listed on the bill of lading? 

Answer: Where goods loaded into a car by the shipper 
are tendered to the carrier and the carrier places a shipper’s 
load and count notation on the bill of lading at the time it is 
signed by its agent, the burden is upon the shipper to prove 
the delivery to the carrier of the amount of goods specified 
therein. This is a matter of proof, as to which an affidavit 
would not be proper evidence in court, if objected to by the 
carrier. 

It has been held that where title to the goods during the 
course of transportation is in the consignee, the seller is liable 
to the buyer where he enters into a contract of carriage limit- 
ing the carrier’s liability in case of loss to less than the price 
the buyer is to pay for the goods, unless the seller has the 
buyer’s consent to do so. See Thomas L. Leedom Co. vs. Ros- 
ser Casebeer Furniture Co., 232 Pac. 405. 
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Whether a shipper’s load and count notation constitutes a 
like limitation by the buyer has not, so far as we are aware, 
been the subject of decisions by the courts. 

Freight Charges—Liability of Consignor 

Minnesota—Question: On November 24th, 1923, we billed 
a shipment of bulk corn from Minneapolis to Wellsboro, Pa., 
which was sold to consignee basis delivered Wellsboro, Pa., 
and on our invoice we deducted freight charges based on a 
through rate point of origin to destination, and our draft on 
consignees was paid on this basis. 

It now develops, over a year after shipment had moved, 
that the original waybill erroneously showed the weight to be 
60,000 pounds at 11% c per cwt., whereas it should have been 
3814c, leaving a balance due of $162.00. The carriers have 
endeavored to collect this amount from consignee, but find that 
the firm is now bankrupt and they look to us for payment of 
the undercharge. 

Will you please advise if carriers can enforce collection 
of the charges outstanding even though they made an error in 
not properly way-billing shipment? If shipment had been 
properly way-billed, this undercharge would not have accrued. 

If there are any court decisions or commission rulings cov- 
ering, will you please advise? 

Answer: As the party who entered into the contract of 
shipment with the carrier you are primarily liable for the freight 
charges on the shipment in question, unless you availed your- 
self of the provisions of Section 7 of the Uniform Bill of lad- 
ing relating to delivery to the consignee without recourse on 
the consignor. See the cases cited in L. & N. R. R. Co. vs. 
Central Iron & Coal Co., 265 U. S., among which are N. Y. 
N. H. & H. R. R. Co. vs. Tonella, 79 N. H. 464; Coal & Coke 
Ry. Co. vs. Buckhannon River Coal & Coke Co., 77 W. Va. 309; 
Northern Pacific Ry. Co. vs. Pleasant River Granite Co., 116 
Me. 496, 498; Montpelier & W. R. R. vs. Bianchi & Sons, 113 
Atl. (Vt.) 534. 


Limitation Governing Actions for Amount Erroneously Re- 
funded as Overcharge 


Washington.— Question: An interstate shipment arrives 
destination January 31, 1921, and freight charges paid on that 
date. On December 28, 1922, claim for overcharge of $19.12 
was presented to carrier and at a later date claim was filed 
with the Interstate Commerce Commission informally to toll 
the statute. 

Carrier agreed that shipment was overcharged but in- 
sisted that the correct amount of overcharge was $73.63. We 
did not agree with them and endeavored through correspond- 
ence to convince carrier that $19.12 represented the correct 
amount of overcharge, but were unsuccessful, so finally ac- 
cepted $73.63 in payment of the overcharge in January 1924. 

Under date of February 18, 1925, this same carrier writes 
that payment was made in error and our original claim for 
$19.12 represented the proper overcharge, and ask that we 
now refund to them the difference between amount paid us 
and the proper refund. 

We believe that we can, if we so desire, plead that this 
collection is now outlawed in accordance with paragraph 3, 
Section 16, of the Act to Regulate Commerce, and thereby be 
saved this payment. Please advise if our understanding is 
correct. 

Also please advise if, in the event we should conclude to 
refuse to make this payment, would we be guilty of violation 
of the Interstate Commerce Act because of our belief that 
refund was erroneously made at the time we accepted pay- 
ment from the carrier. 

Answer: With respect to this question see our answer to 
“Georgia,” on page 254 of the January 24, 1925, Traffic World, 
under the above caption. 

While under the act, a shipper must pay the entire amount 
of the published freight charge, there can be no violation of 
the Act under circumstances such as you outline, where there 
is involved the question of what is the legal freight charge, 
particularly if the statute has barred recovery by the carrier. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 1-7 was 279,430 as compared with 285,015 cars in the 
preceding period, while the average daily shortage was 159 
cars, according to the car service division of the American 
Railway Association. 

The surplus was made up ag follows: Box, 90,239; ven- 
tilated box, 132; auto and furniture, 7,944; total box, 98,315; 
flat, 5,560; gondola, 72,360; hopper, 65,685; total coal, 138,045; 
coke, 1,656; S. D. stock, 19,336; D. D. stock, 2,244; refrigerator, 
13,061; tank, 397; miscellaneous, 816; total, 279,430. 

The shortage was made up of 1385 box, 5 auto and furniture, 
5 gondola and 14 refrigerator cars. 

Canadian roads reported a surplus of 24,650 box, 2,200 
flat, 300 gondola, 1,350 S. D. stock, 300 refrigerator and 100 
miscellaneous cars. 


abo got kta LL ne 
aha set pete os 


i sgh 


patois Vein seats ee 


Pare 


GENSg) 7 ERO Se od 











March 21, 1925 THE TRAFFIC WORLD 781 


wey of the nome Electric 











53—Central Electric Railway Lines—)9 


HAVE DEVELOPED A 


erent SERVICE 


For detailed information write 


THROUGH 
FREIGHT 





RAPI 





Central Electric Traffic Association 
L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 








782 THE TRAFFIC WORLD 


COAL TO NEAR NORTHWEST 


The Traffic World Washington Bureau 


Applications for the suspension of the Norfolk & Western, 
Louisville & Nashville, and Chesapeake & Ohio tariffs naming 
joint rates from eastern Kentucky and Tennessee mineg to 
the near northwest, so as to lay a foundation for the fight about 
origin differentials, have been filed by the C. Reiss Coal Com* 
pany, the Milwaukee-Western Coal Company, Dubuque Ship- 
pers’ Association, Burlington Shippers’ Association, Davenport 
Chamber of Commerce, Illinois Coal Traffic Bureau, Indiana 
Bituminous Coal Operators’ Association, Muscatine Shippers’ 
Association, Deere & Co., Old Ben Coal Corporation, the 
Northwestern Coal Dock Operators’ Association and a num- 
ber of coal companies engaged in the lake cargo coal trade 
which joined with that association in making protest. At 
the time this was written telegrams from otherg interested 
were taken as indicating that other protests would be filed. The 
telegrams were treated as notices of an intention to file protests 
because they did not comply with the requirements of the Com- 
mission respecting applications for the suspension of tariffs. 

Broadly speaking, the Indiana and Illinois operators contend 
that the rates proposed from the Kentucky and Tennessee 
mines tend to deprive them of the advantage of their compar- 
ative geographical proximity to the destination territory. One 
of the protests said there was no justification for joint rates, 
and that the natural way to make rates was by combination 
on the Mississippi river. That is also the contention generally 
stated, of the railroads west of the Mississippi. They do not 
like the making of joint rates from the more distant Kentucky 
and Tennessee fields, because, if the coal were to come from 
Illinois or Indiana, their divisions would be larger than on the 
coal from the more distant fields. 

The tariffs against which the complaints have been filed 
appear to be made up on the basis of a scaling back of a rate 
of $5.40 per ton established from the Kentucky and Tennessee 
mines to the Twin Cities in an earlier case. They also scale 
back to the Mississippi river key rates from Kansas City and 
Omaha. 

Scaling the rates from the key points, however, results in 
both increases and reductions. The northwestern dock oper- 
ators, in their protest, said they regarded the proposed rates 
as being in contravention of the views expressed by the Com- 
mission in other cases and cited half a dozen or more which 
they thought were being disregarded by the three carriers. 
The southern Illinois operators, ever since the outcome of a 
complaint by the dock operators was an increase from their 
mines to the affected territory, have been contending that they 
had been deprived of the advantage of their location. The 
Indiana operators, viewing the proposed reductions, assert that 
they also will be deprived of the benefit of their location if the 
proposed rates are not suspended and ultimately condemned, 
unless like reductions be made from the Indiana mines. 

Each of the coal mining protestants is of the opinion that 
the rates proposed would do an injustice to it unless similar 
reductions were made in rates on which it ships into the 
affected territory. 


UNCONTESTED FINANCE CASES 


The Seaboard Air Line has been authorized to assume obli- 
gation and liability in respect of $1,101,033.33 of its deferred 
equipment-trust certificates, to be issued by the Chase National 
Bank fo New York. 

The Western Pacific Railroad Company has been authorized 
to issue .and sell $4,000,000 of first mortgage 5 per cent gold 
bonds at not less than 90 and accrued interest. 

The Toledo Terminal Railroad Company has been author- 
ized to igsue $500,000 of first-mortgage 4% per cent bonds to be 
delivered, together with $34,000 of like bonds now held by the 


company, to proprietary companies in partial settlement of ad- 
vances made to it. 


FINANCE APPLICATIONS 


The Duluth, South Shore & Atlantic Railway Company and 
the Marquette, Houghton & Ontonagon Railroad Company 
have applied to the Commission for authority to execute an 
agreement with the holders of 1,077 bonds of $1,000 each, bear- 
ing 6 per cent interest, of the Marquette, Houghton & Onton- 
agon for a ten-year extension of the time in which to pay 
the bonds, and for authority to issue and deliver to such bond- 
holders interest coupons for the interest accruing in such ex- 
tended period. The applicants said the Duluth, South Shore 
& Atlantic, which assumed the payment of the bonds, was 
not in a position to pay the principal at maturity on Aprii 1. 

The Lehigh Valley Railroad Company and the Reading 
Company, in a joint application, have asked for authority to 
acquire control of the Ironton Railroad Company. The pro- 
posed acquisition of control of the Ironton by the applicants 
is to be effected by lease for the period of the corporate ex- 
istence of the Ironton less one day. The applicant said the 
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proposed acquisition would be in the public interest in that 
it would provide for the continuance of the close relations and 
important traffic interchanges which for many years had ex- 
isted between the Ironton and the Lehigh Valley and the Read- 
ing. It wag set forth in the application that at the present 
time the applicants exercised control over the Ironton through 
the ownership of ail its capital stock, each of the applicants 
having acquired 50 per cent of said stock under the authority 
of the orders entered by the Commission in Finance Docket 
No. 3168, under dates of November 8, 1923, and June 18, 1924. 
The Ironton line extends from Hokendauqua to Siegersville, 
with branches to Coplay and Ironton, all in Pennsylvania, a 
total distance of 12.06 miles, and has in addition thereto 5.26 
miles of sidings, making an aggergate mileage of 17.32 miles. 

The Reading Company has applied for authority to execute 
an equipment trust agreement under which $7,500,000 of equip- 
ment trust certificates will be issued, in connection with the ac- 
quisition of equipment at a cost of approximately $9,100,000. The 
equipment includes 1,000 steel gondola cars, 1,000 steel box cars, 
1,000 steel hopper cars, 30 locomotives, 30 passenger train cars 
and one gasoline electric motor car. The applicant said the cer- 
tificates would be acquired by the Reading Company or some of 
its subsidiary companies at par. 

The Ann Arbor has applied for authority to issue and sell 
$1,000,000 of five year 6 per cent gold notes and to issue and 
pledge $2,000,000 of its improvement and extension mortgage 
bonds as collateral therefor. The applicant said the notes were 
to be sold for cash for the reimbursement of money expended for 
additions and betterments. It proposes to sell the notes at 95 
and accrued interest to Love, Macomber & Co., F. R. Sawyer & 
Co. and C. D. Robbins & Co. 


LOSS AND DAMAGE LESS 


Freight loss and damage decreased in 1924 as compared 
with 1923, $1,277,834, or 2.6 per cent, on 209 railroads in the 
United States and Canada, according to the report of the 
freight claim division of the A. R. A. The roads reporting 
represent in mileage 95 per cent of the carriers in thig coun- 
try and 60 per cent of those in Canada. 

The report is divided as at the principal causes of loss 
and damage and the commodities affected, and shows the great- 
est decreases in 1924 compared with 1922 in the items of “rob- 
bery, “defective equipment” and “loss of entire package.” In 
the commodity column “boots and shoes” show a decrease of 
34.8 per cent, “tobacco and cigarettes,” a decrease of 30.2 per 
cent, “coal and coke,” a decrease of 27.7 per cent, “grain,” a 
decrease of 22.2 per cent, and “meats and packing house prod- 
ucts,’ a decrease of 15.1 per cent. Other commodities that 
show substantial declines under 1923 are cotton, automobiles, 
trugks and accessories, cotton and candy and confections. 

However, substantial increases in loss and damage are 
reported in the columns attributing cause to “rough handling,” 
“unlocated damage,” “concealed damage,” and “delay.” Com- 
modities that show increases in loss and damage in 1924 over 
1923 are fresh fruits and vegetables, with a gain of 19.4 per 
cent; eggs, with a gain of 18.2 per cent, stoves, which increased 
9.7 per cent; household goods, with a gain of 5.9 per cent; 
and furniture with an increase of 2.7 per cent. 


CONSOLIDATED CLASSIFICATION DOCKET 
In the Traffic Bulletin for March 21 is printed the docket 
of the Consolidated Classification Committee for hearings in 
New York, April 14, Chicago, April 21, and Atlanta, April 29. 
on proposed changes in classification. 











SOUTHERN PACIFIC EXTENSION 


The Southern Pacific Company has applied for a certificale 
of public convenience and necessity for the construction of 
an extension to its Sutter Basin branch from Hinsdale, Calif., 
north into reclamation districts 1660 and 70, a distance of ten 
miles in Sutter county, California, and to retain the excess 
earnings, if any, under section 15-a. The applicant said the 
construction was necessary for the reason that there was a 
large and rapidly developing territory in the reclamation dis- 
tricts named and that said territory was not at present served 
by any railroad. 


ABANDONMENT APPLICATION 


The Pittsburgh, Cincinnati, Chicago & St. Louis and the 
Pennsylvania, lessee, have applied for authority to abandon that 
part of the Greene county coal branch between Superior Junc- 
tion and Dugger, Ind., a distance of a trifle less than one mile. 


The line was constructed in 1885 to reach coal lands that have 
been abandoned. 


INTERLOCKING DIRECTORATES, ETC. 


E. A. Sollitt has been authorized to hold the positions of 
general superintendent of the Wabash Railway Company and 
director of the Hannibal Union Depot Company. 
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Mr. Traffic Manager, 


If you are not fully acquainted 
with Central Illinois territory this 
book will give you a valuable fund 
of information on the wealthiest 
section of this rich agricultural 
territory. This book is free. 


Peoria has an enviable location as a dis- 
tribution point, by reason of relative 
inbound freight rates and a favorable 
outbound basis, combined with excellent 
transportation service both in and out. 


The existing freight rate structure per- 
mits these commodities to be brought 
into Peoria for transit and the same 
commodity or product then later re- 
shipped to destination at the through 
rate from point of origin to destination. 


THE TRAFFIC WORLD 


The OPEN DOOR 
to FAST FREIGHT SERVICE 


‘ 
/ 
‘ 


PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 


PEORIA being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service. 


PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 
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You will find our booklet ‘‘Peoria the 
Two Hundred Million Dollar Market’’ 
of vital interest to you. 


Peoria, Illinois 


en 


Modern Fire-proof Building, 7 Spacious Floors Containing 
135,000 Square Feet Floor Space 


HOME OFFICE 


FEDERAL WAREHOUSE CO., peoria, ILuinots 


Branches: CHICAGO, 427 W. Erie St. 


NEW YORK, 100 Broad St. 


SAN FRANCISCO, 625 Third St. 
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MEETING OF RAIL EXECUTIVES 


The Trafic World New York Bureau 


At the meeting of the Association of Railway Executives 
March 20, the tentative plan formulated by the War Depart- 
ment, following conferences with the military committee ef 
the Association of Railway Executives, for the control of rail- 
road transportation in the event of war, was submitted to the 
executive committee and received consideration. The plan 
later goes to member roads for approval. 

The committee appointed to study the question of stabiliz- 
ing railroad employment, which is headed by Daniel Willard, 
president of the Baltimore and Ohio, made a report of prog- 
ress to the executive committee. It was stated by the chair- 
man that statistical information with respect to acual flucua- 
tions in the number of employees in the maintenance of equip- 
ment and the maintenance of way and structures departments 
had been obtained. This information is now in process of 
being tabulated and analyzed. In these figures are the under- 
lying facts which must be based practical recommendations 
for improvements looking toward continuous employment of 
railway employes. 

The executive committee also considered the general trans- 
portation situation with a view to continuing to meet, without 
transportation difficulties, the record freight traffic that has 
been in progress since the first of the year. 

The railroads in the first ten weeks this year handled the 
greatest volume of fretght ever carried by them at this season 
of the year. The amount, measured in the number of cars 
loaded, even exceeded the expectation of the carriers, accord- 
ing to a statement from the board of directors of the American 
Railway Association. i 

On January 6, 1925, the car service division of the Amer- 
ican Railway Association estimated that, in the first three 
months of 1925, 11,844,125 cars would be loaded with revenue 
freight, the greatest number for any similar period in 1924. 

From January 1 to March 7, inclusive—ten weeks—9,000,- 
328 cars have actually been loaded. This exceeded by three 
tenths of one per cent the estimate made by the car service 
division as to what the total would be for those weeks. 

For the ten weeks’ period, total loading of revenue freights 
has exceeded by 144,858 cars, or 1.6 per cent, the correspond- 
ing period last year, when the previous high record for this 
season was established. 

It also has exceeded by 440,796 cars, or 5.1 per cent, the 
corresponding period in 1923. 


It is interesting to note that the bulk of the increase so 
far in 1925, compared with last year, has come principally 
from manufactured products or commodities used by the manu- 
facturing industry. 


Loading of miscellaneous freight, which includes various 
commodities entering into manufactured products, totaled 
3,024,617 cars from January 1 to March 7, inclusive, an increase 
of 115,685 cars, or 4.0 per cent, compared with the same period 
last year. There also has been an increase of 13.6 per cent 
in the number of cars loaded with ore and a 5.3 per cent in- 
crease in the number loaded with coke. Merchandise and less 
than carload lot freight amounted to 2,365,826 cars, an increase 
of 91,128 cars or 4.0 per cent over the first ten weeks in 1924. 

Owing to the fact that the bulk of agricultural products 
moved last fall and early in the winter, there has been a de- 
crease in the number of cars loaded with such commodities in 
the ten weeks’ period compared with one year ago. 

Loading of grain and grain products, for instance, has 
amounted to 457,708 cars, a decrease of 2.0 per cent under the 
same period in 1924, while there has been a decrease of 2.8 
per cent in livestock loadings, the total for which amounted 
to 331,355 cars. Coal loading also has shown a decrease of 
3.2 per cent, the total for the ten weeks being 1,842,231 cars 
compared with 1,903,814 cars for the same period last year. 
Forest products’ loading was virtually the same as in 1924. 

While revenue freight loading has been the heaviest in 
history for this season of the year, there has been a general 
upward tendency in the number of surplus freight cars in 
good repair and immediately available for service. At the 
same time, there has been a marked increase in the number 
of surplus freight cars compared with the corresponding period 
last year, despite the fact that the amount of freight moved 
so far in 1925 has been greater. 

On January 1, 1925, class 1 railroads reported 266,252 
surplus freight cars, while on the same date the previous year 
there were 312,338 cars. The railroads, on March 7, 1925, had 
279,430 surplus freight cars in good repair and immediately 
available for service, an increase of 13,178 compared with 
the number at the beginning of the year and an increase of 
135,004 compared with the number of surplus freight cars on 
March 7, 1924. 

The railroads, March 1, 1925, also had 4,988 serviceable 
locomotives in storage compared with 3,800 on the same date 
the previous year, or an increase of 1,188 locomotives. They 
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also had 139 more serviceable locomotives in storage March 1 
than January 1, this year. On March 1 there were approxi- 
mately 6,000 fewer freight cars in need of repair than on 
January 1, this year. 


—_—_ 


ACQUISITION OF LINE 


The Hartland Railroad Company has applied to the Com- 
mission for authority to acquire a line of railroad from Hart- 
land to Greendale, W. Va., together with a branch from Hart- 
land to Bickmore. The line embraces 4.2 miles of track. 


TELEPHONE CONSOLIDATION 


The Commission has issued a certificate finding that acquisi- 
tion by the Southern Bell Telephone & Telegraph Company of 
the telephone properties of Max L. James and A. J. Evans at Fort 
Valley, Ga., will be of advantage to the persons to whom service 
is to be rendered and in the public interest. 


GUARANTY CERTIFICATE 


The Commission has canceled a certificate to the Secretary 
of the Treasury finding that the Peoria Railway Terminal Com- 
pany owes the government $9,650.04 under section 209 of the 
transportation act and has issued another certificate finding 
that $87,000 is the amount necessary to make good the guar- 
anty to the carrier. That amount was paid to the carrier as 
a partial payment, and final settlement has been effected. 


MODIFIED PROCEDURE DOCKET 


Suggestion has been made that No. 16744, The Montgomery 
Cotton Exchange et al. vs. Louisville & Nashville, be tried upon 
the modified procedure docket. The question as to whether that 
shall be done has been sumbitted to M. M. Caskie and W. A. 
Northcutt, attorneys for the parties in interest. 


SHIPPERS’ CONFERENCE TO MEET 


The Chicago Shippers’ Conference Association will hold a 
joint meeting with the Chicago Railroad Freight Claim Associa- 
tion, similar to a meeting these two organizations held last 
Spring. The meeting this year will be held at the Hotel Sherman 
April 2. Announcements have been sent to shippers with the 


request that they notify the claims committee with regard to 
any subject they desire placed on the docket for consideration 
at the joint meeting. 





Digest of New Complaints 


Ss 


No. 16637. Sub. No. 1. Crissey & Fowler Lumber Co., Pueblo, Colo., 
vs. Santa Fe et al. 

Unreasonable rates on building paper and prepared roofing ma- 
terial from Waukegan, Ill., to Colorado Springs, Colo. Asks cease 
and desist order, reasonable rates and reparation. 

- 16670. Sub. No. 9. Walter A. Perry Co., Sacramento, Calif., vs. 

Northern Pacific et al. 

Rates in violation of Sections 1, 3, 4 and 6 of the act, on pota- 
toes from points in Washington to points in California. Asks 
cease and desist order, just and reasonable rates and reparation. 
- 16751. The Union Metal Manufacturing Co.; Canton, Ohio, vs. 
A. C. & Y. et al. 

Rates in violation of sections 1, 2 and 3 of the act, on steel 
metal columns from Canton, Ohio, to various interstate destina- 
tions because in excess of rates in effect on other articles of 
of sheet metal construction for building work and on hollow 
wooden columns. ~Asks cease and desist order, just and rea- 
sonable rates, and reparation. 

16752. H. D. Taylor Co., Inc., et al, Buffalo, N. Y., vs. Penn- 
Sylvania, et al. 

Unjust and unreasonable rates and charges, in violation of the 
aggregate of intermediate rates clause, on steel sheets, gal- 
vanized sheets, black sheets, angle bars, steel bars, washers. 
band and hoop steel, channel steel, steel plates and wrought 
pipe, from Warren, Girard, Youngstown and Cleveland, Ohio, 
to Black Rock and Buffalo, N. Y. Asks cease and desist order, 
and reparation. 

. 16753. Portland Traffic & Transportation Association et al., Port- 
land, Ore., vs. Northern Pacific et al. 

Unreasonable, discriminatory and preferential charges on fur- 
niture and furniture parts from Portland, Ore., to Spokane, Wasnh., 
and to various destinations in Washington and Idaho east of 
the Columbia River, as compared with charges from Chicago, 
Ill., and Grand Rapids, Mich., to the same destinations, because 
of minimum weights applied to complainants’ carload shipments 
and because of failure of defendants to publish from Portland 
to points in the territory of destination involved special com- 
modity rates on furniture and furniture parts, subject to a mini- 
mum weight of 12,000 pounds. Asks cease and desist order, rea- 
sonable carload minimum weights, and just and reasonable spe- 
cial commodity rates. 

. 16754. Beggs & Cobb, Inc., Boston, Mass., vs. Alabama & Vicks- 
burg et al. 

Unreasonable rates, in violation of the long-and-short-haul! 
provisions of section 4, on green salted hides in carloads, from 
points in Mississippi and Alabama to Winchester, Mass. Asks 
cease and desist order, reasonable rates, and reparation. 

16755. Valley Paving & Construction Co., Merced, Calif., vs. 
Erie et al. 

Unreasonable rate on road wheel crane and parts complete, 
k. d., from Huntington, Ind., to Merced, Calif. Asks reparation. 
No. 16756. I. Gross, Houston, Tex., vs. Santa Fe et al. 


No. 


Unreasonable rates on stock or feeder cattle from Alvin, Tex.. 
to Hamilton, Kans.; also alleges that defendants maintain rates 
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from points in Texas to points in Arkansas and Oklahoma that 
are lower, distance and other conditions considered, than rates 
maintained from points in Texas to points in Kansas, in vidla- 


tion of sectién 3. Asks cease and desist order, reasonable rates, 
and reparation. 


No. 16757. The Jessup & Moore Paper Co., Philadelphia, Pa., vs. Bos- 
ton & Albany et al. 

Unreasonable rates on wood pulp from Wilmington, Del., to 
all points in New England and Central Freight Association‘ ter- 
ritories and points west thereof served by defendants. Asks cease 
and desist order, reasonable rates and reparation. 

No. a. a Bureau-Chamber of Commerce, Lynchburg, Va., vs. 

rie et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on waxed wrapping paper from Garfield, N. J., to Lynchburg, Va. 
Asks cease and desist order, reasonable rates and reparation. 

No. 16759. John F. Graham, Burt, N. Y., vs. New York Central. 

Unreasonable and discriminatory refrigeration charges on ship- 
ments of peaches from Burt, N. Y., and Lockport, N. Y., to vari- 
ous interstate destinations. Asks reasonable refrigeration rate 
for the future and reparation. ‘ 

No. be Hartwell & Lester, Inc., Boston, Mass., vs. Lehigh Valley. 
et al. 

Unreasonable, discriminatory, preferential and prejudicial rates 
and charges on anthracite coal from Black Diamond Washery, Pa., 
to Medina, N. Y. Asks cease and desist order and reparation. 

No. ulna Co., Jacksonville, Fla., vs. Seaboard Air 

ne et al. 

Unreasonable charges, in violation of the aggregate-of-inter- 
mediate-rates provision of section 4 of the act, on canteloupes 
from Rocky Ford, Colo., to Jacksonville, Fla. Asks cease and de- 
sist order, just and reasonable rates and reparation. 

No. 16762. Liberty Cooperage and Lumber Co., Fort Wayne, Ind., 
vs. Michigan Central. 

Rates in violation of sections 1, 2 and 3 of the act, on lumber 
from Nashville, Mich., to Toledo, Ohio. Asks cease and desist 
order, just and reasonable rates and reparation. 

16763. Keokuk Shippers’ Association et al., Keokuk, Ia., vs. 
Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on corrugated fibre packing boxes, k. d., from Keokuk, Ia., to 
St. Paul, Minn., and other points named in E. B. Boyd’s I. C .C. 
A-1347. Asks cease and desist order, just and reasonable rates 
and charges. 

No. 16764. In the matter of through routes, and joint rates, fares, and 
charges and the divisions thereof, pertaining to traffic interchanged 
between the Bonhomie & Hattiesburg Southern Railroad Company 
and its connections. This is an investigation instituted on the 
Commission’s motion. 

No. 16765. W. Carr, Charlotte, Mich., vs. Central Vermont et al. 

Unreasonable and unlawful rate on dressed granite from Water- 
bury, Vt., to Charlotte, Mich. Asks reparation. 

No. 16765. Sub. No. 1. Same vs. Montpelier & Wells River et al. 

Same complaint and prayer with respect to shipments of granite 
from Montpelier, Vt., to Charlotte, Mich. 

No. 16765. Sub. No. 2. John H. Saneholtz, Napoleon, Ohio, vs. Mont- 
pelier & Wells River et al. 

Same complaint and prayer with respect to shipments of granite 
from Montpelier, Vt., to Napoleon, Ohio. 

No. — = No. 3. R. Mellow & Son, Peoria, Ill., vs. Central Ver- 
mont et al, 

Same complaint and prayer with respect to shipment of granite 
from Barre, Vt., to Peoria, Ml. 

No. 16766. Layton Sugar Co., Layton, Utah, vs. C. M. & St. P. et al. 

Unreasonable rate on six carloads of sugar from Layton, Utah, 
to Duluth, Minn. Asks reparation. 

No. 16767. Lee C. Moore & Co., Inc., Pittsburgh, Pa., vs. Abilene & 
Southern et al, 


Unreasonable rates and charges on tubular steel] derricks from 


No. 
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Neville Island,, Pa., to points in Arkansas, Kansas, Louisiana, 
Oklahoma and Texas. Asks cease and desist order, just anj 
reasonable rates and reparation. 

No. 16768. Wm. G. Atwater & Co., Inc., New York, N. Y., vs. Michi. 
gan Central. 

Complains of demurrage charges on soft coal from Springton, 
W. Va., consigned to Tekonsha, Mich., refused at that point ani 
taken by defendant for company use at Jackson, Mich. Ask; 
reparation. 

No. 16769. Keokuk Shippers’ Assoc. et al., Keokuk, Iowa, vs. Beit 
Railway of Chicago et a!. 

Unreasonable and prejudicial rates and charges on newsprint 
paper from points in Wisconsin and Minnesota to Keokuk, Iowa, 
— cease and desist order, just and reasonable rates and repa- 
ration. 


No. = Bashford-Burmister Co., Prescott, Ariz., vs. Santa Fe 
et a 


Unreasonable rates on sugar from points in California to Pres. 


cott, Ariz. Asks cease and desist order, reasonable rates and 
reparation. 


No. 16770. Sub. No. 1. 
vs. Santa Fe et al. 
Same complaint and prayer with respect to shipments of sugar 
from points in California to Kingman, Ariz. 
No. 16770. Sub. No. 2. Wheeler Perry Co., Tucson, Ariz., vs. Santa 
Maria Valley et al. 

Same complaint and prayer with respect to shipments of sugar 

from points in California to Tucson, Ariz. 
No. gity Sub, No. 3. T. F. Miller Co., Jerome, Ariz., vs. Santa Fe 
et al. 

Same complaint and prayer with regard to shipments of sugar 
from points in California to Clarkdale, Ariz. 

No. 16771. Green Hill Mining Co., Inc., Gouverneur, N. Y., vs. New 
York Central. 

Unreasonable, discriminatory, preferential and prejudicial rates 
on crude feldspar from DeKalb Junction, N. Y., to Cleveland, 
aie. Asks cease and desist order, reasonable rates and repa- 
ration. 

No. 16772. The Ohio Farm Bureau Federation et al., Columbus, Ohio, 
vs. New York Central. 

Unreasonable rates, in violation of the long-and-short-haul 
clause, on live stock from Montgomery, Mich., to East Buffalo, 

. Y. Asks cease and desist order and reparation. 

No. 16772. Sub. No. 1. Same et al. vs. Same. 

Same complaint and prayer with respect to shipments of live 

stock from Fremont, Ind., to East Buffalo, N. Y. 
No. 16772. Sub. No. 2. Same et al. vs. Same. 

Same complaint and prayer with respect to shipments of live 
stock from Reading. Mich., to East Buffalo. N. Y. 

No. 16773. American Fruit Growers, Inc., of Illinois, et al., Chicago, 
Iil., vs. Santa Fe et al. 

Icing charges on shipments of fresh or green vegetables, in 
violation of sections 1, 3 and 6 of the act, from points in western 
states to various interstate destinations throughout the United 
States. Asks cease and desist order, just and reasonable, mon- 
preferential and non-prejudicial rates and charges, and reparation. 
16774. Alabama Public Service Commission et al., Montgomery, 
Ala., vs. Gulf, Mobile & Northern et al. 

Asks that Commission determine that Gulf, Mobile & Northern, 
the Bonhomie and Hattiesburg Southern, the Mississippi Central 
and the Louisiama and Arkansas should maintain the so-called 
Natchez through route and that the Commission ascertain upon 
what just and reasonable basis such through route should be 
maintained and order the defendant carriers to maintain said 
route on just and reasonable terms as fixed by the Commission. 
No. 17000. Rate structure Investigation. In the matter of adjust- 

ments in the rate structure of common carriers subject to the 
interstate commerce act and the fixing of rates and charges. 
This is the Commission’s investigation instituted under the Hoch- 
Smith rate revision resolution. 


The Central Commercial Co., Kingman, Ariz, 


No. 


| Docket of the Commission 


Tee nes ne Sia on ot ote 


Note. items In the Docket marked with an asterisk (*) are new 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 23—New Haven, Conn.—Examiner Oliver: 
* 12066—Construction and repair of railway equipment. 
ence to equipment of the N. Y. N. H. & H. R. R.) 
March 23—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 340—In re tentative valuation of the Buffalo & Sus- 
quehanna Railroad Corporation. 
March 23—Portland, Ore.—Commissioner Campbell and Exam. Faul: 
14787—Wool Rates Investigation, 1923. 


7 ae Wool Trade Association vs. Arizona & New Mexico 
y et al. 


(Further hearing). 
March 23—Grand Junction, Colo.—Examiner Flynn. 
15079—Hunter Brothers Mercantile Co. et al. vs. Amer. Ry. Ex- 


(With refer- 


press Co. 
March 23—Indianapolis, Ind.—Examiner Fuller: 
16496—National Car Company vs. Santa Fe et al. 


March 23—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 106—In re tentative valuation of the property of 
Chicago, Milwaukee & Gary Railway Company. 
March 23—Washington, D. C.—Examiner Law: 
Finance No. 3811—Excess income of the Louisiana & Northwest 
Railroad Company. 
March 23—Argument at Washington, D. C.: 
15608—F.. & O. Cedar Works, Ltd., vs. N. C. & St. L. Ry. et al 
15769—Joseph Dixon Crucible Co. et al. vs. P. R. R. et al. 
15837—Colgate & Company vs. P. R. R. et al. 
March 24—Indianapolis, Ind.—Examiner Fuller: 
1 laude C. Winkler vs. A. F. & G. R. R. et al. 
March ee ment at Washington, D. C.: 
r 


15799—The iad Corporation vs. Cc 


entral_ = ’ 
nore 25—Indianapolis, Ind.—Examiner a, ae 


- Saatone: State Chamber of Commerce vs. Ann Arbor R, R. 


March 25—Argument at Washington, D. C.: 
.15159—Galveston Commercial Association et al. vs. 
Southern Ry. et al. 
14498—Ragland Coal Company vs. Virginian Ry. et al. 
14831—Winding Gulf Colliery Company vs. C. & O. Ry. et al. 
15270—A. Spates Brady vs. B. & O. R. R. et al. 
March 26—Chicago, Ill._—Examiner Disque: 


Il. — S. No. 2306—Crushed stone between Indiana and Illinois 
points. 


1. and S. No. 2307—Sand and gravel between Indiana and Illinois 
points. (Further hearing. (Joint with Illinois Commerce Com- 
mission). 

March 26—Washington, D. C.—Examiner Law: 


— No, 3756—Excess income of the Gulf & Sabine River R. R. 
0. 


March 26—Washington, D. C.—Examiner Turner: 

Finance No. 3906—Excess income of the St. Joseph Belt Railway 
Company. 

March 27—Argument at Washington, D. C. 
14392—Public Service Commission of Or 
Ry. Co. et al. 

March 30—Chicago, Ill._—Examiner Disque: 

* 15686—American National Livestock Association vs. Santa Fe et al. 

* 16113—Oklahoma City Livestock Exchange et al. vs. Santa Fe et al. 

* 16131—Healy & Company et al. vs. Santa Fe et al. 

March 30—Argument at Washington, D. C.: 
15759—The Walla Walla County Farm Bureau et al. vs. Northern 

Pacific Ry. et al. 

March 30—Cincinnati, O.—Examiner Fuller: 

16330—Winifrede Coal Company et al vs. C. & O. Ry. et al. 


March 30—Washington, D. C.—Examiner Turner: 


Finance No. 3856—Excess income of the Nevada Northern Railway 
Company. 


Abilene & 


egon vs. Central Pacific 


March 30—Washington, D. C. (Interstate Commerce Commission): , 
15879—Eastern Class Rate Investigation. (Continuation of carriers 


proposals and cross-examination of carrier’s witnesses). 
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THE NEW EXPRESS RATES 


effective March 1st are in the Third Edition of 


Leonard’s Express & Parcel Post 
Rate Book & Shipping Guide 


placed in the hands of our subscribers on the morning of March 2nd. 
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FREIGHT RATES 


from New York and Chicago to all cities of over 
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FREIGHT ROUTING 


from the eighteen largest cities in the country. 


EXPRESS RATES 


from your city to all offices, no matter how small. 


PARCEL POST RATES 


from your city to all offices, no matter how small. 


How to reach by express thousands of places not listed in the 
tariffs of the express companies. And much more information 
needed every day in a busy shipping room. 


AND ALL IN ONE BOOK!! 


| | 

| 

| Our rush is about over, and we can fill your order with reason- 
| able promptness, but send it in today. 


Your shipping room is not complete without it. 


15 East_26th Street, New York 155 North Clark Street, Chicago 
| Telephone Mad. Sq. 8533 Telephone Central 6278 


G. R. LEONARD & CO., Inc. 
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March 31—Washington, D. C.—Examirer Boles: 
* Finance No, 9—Public convenience certificate to the Jackson & 
Eastern Railway Co. (Further hearing.) 
March 31—Washington, D. C.—Examiner Carter: 
16726—Chicago Live Stock Exchange et al. vs. A. B. & A. Ry. 


et al. 
* 16285—White Provision Company _ A. B. & A. Ry. et al. 
April i—Argument at Washington, D. C.: 
1. and S. No. 2247 (and first supplemental order)—Class rateg be- 
tween Missouri and interstate points. 
April 1—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 311—In re tentative valuation st the properties of 


the — York, New Haven & Hartford R. R. Co. et al. (further 
hearing 


16527—-Augusta Cotton Exchange et al. vs. Georgia & Florida Ry. 
et al. 
April 2—Washington, D. C.—Examiner Turner: 
Finance No. 3744—Excess income of the Georgia, Southwestern & 
Gulf Railroad (adjourned hearing). 
April 2—Argument at Washington, D. C. . 
1. and S. No, 2280—Tin cans, C. F. A. points to Michigan, Minne- 
sota and Wisconsin. 


1. and S. No. 2295—Coal and coke from Kentucky and Tennessee 
Mines to Atlanta, Ga. 


Il. and S. No. 2302—Bedding live stock in C. F. A. territory. 

April 3—Argument at Washington, D. C.: 

* Finance No, 3043—In the matter of application of New Mexico 
Central Railway Co. under the Act for a certificate of public 
convenience and necessity for the construction and extension of 
a line of railroad, and for permission to retain the excess earnings 
of said newly constructed line of railroad. 

April 3—Chicago, Ill.—Commissioner Campbell and Exam. Faul: 

14787—Wool Rates Investigation, 1923. 


ee Wool Trade Association vs. Arizona & New Mexico 
y. et al. 


(Further hearing). 
April 6—El Psao, Texs—Examiner Gaddess: 
* |. and S. No. 2326—Alfalfa hay from Southwestern Texas to Louisi- 
ana and Mississippi. 
April 6—Charleston, W. Va.—Examiner Fuller: 
16260—Fenimore Collieries Company vs. C. & O. Ry. et al. 
April 6—Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 336—In re tentative valuation of the property of the 
Long Island Railroad. 
April 6—Washington, D. C.—Examiner Turner: 
Finance No. 3875—Excess income of the Oneida & Western Railroad 
Company. 
April 7—Washington, D. C.—Examiner Flynn: 
i. and S. No. 2336—Classification ratings on radio sets. 
April 8—Phoenix, Ariz.—Examiner Gaddess: 


* 13500, Sub. No. 1—Johnson Pearce Produce Co. vs. 0.-W. R. R. & 
Nav. Co. et al. 


* 16354—Harry E. Macia, ponicreercnigge & Ariz., vs. Santa Fe et al. 
April 8—Argument at Washington, D. ¢.: 
as a oe Lime Cémpany et al. vs. Aberdeen & Rockfish 


. et 
ar "eee Publishers’ Association et al. vs. B. & O. R. R. 


14361 oSub. No. o~ e-y Chamber of Commerce, Virginia, Minn., 
vs. Ann Arbor R. R. et al. 
April 8—Fairmont, W. Va.—Examiner Fuller: 
16232—Diamond Coal Company vs. Monongahela Ry. et al. 
April 8—Roanoke, Va.—Examiner Knowlton: 
* 16220—The Was-Cott Corporation vs. K. G. J. & E. R. R. et al. 
April 9—Argument at Washington, D, C.: 
13472—United Paperboard Company, Inc., vs. G. & J. Ry. et al. 
. “+ on Steel Company vs. Director General, P. & O. V. 
y. eta 


ee ee ey Steel Car Company vs. Director General, B. & O. 
e 3 
April 10—Washington, D. C.—Examiner Law: 
Finance No. 3803—Excess income of the Lehigh & New England 
Railroad Company. 
April 10—Argument at Washington, D. C.: 
1. and S, No. 2140 (and first and “second supplements)—Loading 
and unloading carload freight at points in Trunk Line and C. 
F. A. territories. 
1. and S. No. 2189—Loading and unloading carload freight at points 
in Trunk Line and C. F, A. territories (2). 
Il. and S. No. 2273—Loading -_ unloading carload freight at points 
in Trunk Line and C. F. A, territories (3). 
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* Finance No. 4092—In re application of Quebec Extension Railw 
Company for a certificate of public convenience and necessity, 


April 10—Chattanooga, Tenn.—Examiner Knowlton: gma 
* 16479—Southern Sewer Pipe Works vs. L. & N. R. R. PL 
April 11—Atlanta, Ga.—Examiner Knowlton: 
. 74 eorge Cc. Speir, Inc., vs. A. G. S. R. R. et al. 
* 16749__Williams. -Thompson Company vs. A. & W. P. R. R. et al. 
April 13—Washington, D. C.—Examiner Law: 
eo 3633—Excess income of the Bessemer & Lake Erie 
Finance No. 3966—Excess income of the Union Railroad Company 
(of Pensylvania). 
April 14—Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 363—In re tentative valuation of the properties of 
Chicago Great Western Railroad Company et al. 
April 15—Washington, D, C.—Director Mahaffie: 
* Finance No. 4671—In the matter ¢ of the — application of the New 
York, Chicago & St. Louis R. Co., The Ye ge & Ohio Ry, 
Co., The Hocking Valley Ry. 4 Erie R. . Co., Pere Marquette 
Ry. Co., and the N. Y. C. & St. 1 Ry. Got ” for authority for the 
last named company to acquire control of the systems of the 
other companies named, urder paragraph (2), section 5 of the 
interstate commerce act, and separate application of the N. Y, ¢. 
& St. L. Ry. Co. for authority to issue capital stock under sec- 
tion 20a of the interstate commerce act. 
* Finance No. 4643—In the matter of the application of the New York, 
Chicago & St. Louis Railway Company for a certificate that the , 
present and future public convenience and necessity require the ED! 
construction and operation in interstate commerce fo a new line 
of railroad from Valley Crossing to Gregg, Ohio. CUF 
April 15—Galveston, Texas—Examiner Disque: 
10049—In re Sugar Land Railway Company (further hearing). DEC 
April Litt egy tow D. C.—Examiner Turner: 
Finance No. 3840—Ixcess income of the Missouri & Illinois Bridge 
& Belt Railroad. 
April 15—Argument at Washington, D. C.: 
a wee eee of Waste Material Dealers, Inc., vs, 
11980—Michigan Railroad Company vs. Pere Marquette R. R, et al. 
April 15—Knoxville, Tenn.—Railroad and Public Utilities Commission 
of Tennessee: 
Finance No. 4360—In the matter of the application of the Southern 
Railway Company for a certificate of public convenience and 
necessity authorizing the abandonment of a line of railroad from 
Morristown to Corryton, Tenn. 
April 15—Jacksonville, Fla.—Examiner Knowlton: 
* |. and S. No. 2354—Basing rates on paving brick, Jacksonville, Fla., 
to Florida points. TE 
Apri! 15—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3689—Excess income of the Dayton-Goose Creek Rail- Ww 
way Company. 
April 16—Argument at Washington, Cs 
15618—Jackson Traffic Bureau for | Be Teel Company et al. vs. A. U. 
& V. Ry. et al 
Portions of fourth section application No. 373, filed by Mor } 
gan’s La. & Tex. R. R. & Nav. Co. et al., In re rates on salt M 
ep Louisiana mines to Jackson, Vicksburg and Natchez, Miss., 
etc. ¥ 
15848 (and Sub. Nos. 1 and 2)—Mississippi Railroad Commission and 8 
Rush H. Knox, Attorney General vs. A, V. Ry. et al. 
16447—Meridian Traffic Bureau et al vs. A. & V. Ry. et al. ) L 
April 17—Argument at Washington, D. C.: ' 
15179—Seaboard Rice Milling Company vs. A. G. 8. R. R. et al. 1 


15226—Birmingham Traffic Bureau vs. 
April 18—Argument at Washington, D. C.: 
15817 (and Sub. Nos. 1 to 5, incl. )—Hoopeston Grain & Coal Com- 
pany vs. C. & E. I. Ry. et al. F 
15936—The Glidden Company vs. Illinois Central R. R. 
April 20—Atlanta, Ga.—Commissioner Eastman: 
* 16295—Fertilizers and fertilizer materials between Southern points. 
* 16335—Rates on fertilizers and fertilizer materials within the State of 
South Carolina, 


* 16336—Rates on fertilizers and fertilizer materials within the State 
of Alabama, 


egg on fertilizers and fertilizer materials within the State of ) , 
Georgia. 
* Fourth Section Apps. Nos. 4309 et al, filed by Aberdeen & Asheboro 
R. R. Co. and numerous other carriers. 
April 20—San Francisco, Cal.—Examiner Gaddess: 
* 16646—Nelson Steamship Company vs. B. A. & P. Ry. et al. 
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You can reach Traffic World 


readers each week 
Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 





BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Trans tion Matters 
Interstate Commerce and te Commission 


E. Ww. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery Street 


Cases 


Oakland 
Bank of Italy Bldg. 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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Consolidators of Machinery, Merchandise, 
Household Goods, Automobiles etc., 


for Domestic and Foreign Shipment 


| THE TRAFFIC SERVICE CORPORATION 
WASHINGTON CHICAGO 
MILLS BUILDING 418-490 8. MARKET STREET 
Phone, Main 3840 Telephone, State 8638 





WM. J. HOGAN 
President and Treas. 


HARRY A. GROFF 
Auditor 


W. L. HOLZBAUR 
Consulting Refrigerating 
Engineer 


General Storage 
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NORMAN METZGER 
Vice-Pres. and Secretary 
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A. B. EFROYMSON 
Vice-Pres. in Charge of Operation 
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Gen. Supt. Terminal 
Properties 


F, L. SULLIVAN 
Manager Traffic Department 


DISTRIBUTION and WAREH OUSE SERVICE 


Executive Offices, Indianapolis, 


Cold Storage 
Associated with Distribution Service, Inc. 


= 





240 SOUTH PENNSYLVANIA ST 


Operating the following Terminals 


THE NINTH STREET TERMINAL WAREHOUSE COMPANY 
THE UNION STORAGE,COMPANY OF_ERIE 
THE CINCINNATI TERMINAL WAREHOUSE COMPANY 
INDIANA TERMINAL WAREHOUSE COMPANY . 

INDIANA REFRIGERATING COMPANY . 
MICHIGAN TERMINAL WAREHOUSE COMPANY . Detroit, Mich. 


Cleveland, Ohio 
‘ Erie, Penna. 

Cincinnati, Ohio 
Indianapolis, Ind. 
‘ Indianapolis, Ind. 





Distribution Forwarding 
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United States Government Freight: Services| 
From Atlantic Coast and Gulf Ports 
AMERICAN DISPATCH LINE 




































Philadelphi 
New York to Trinidad, 7 “aera = New ee 6 Z ohmeerdam aceeteens (except New Orleans) 
the Guianas and * Philadel sii dieu lays ma 
t Mobil i phia i 
Virgin Islands (excep re obile) New yy as Be — cliitinain dil teat America 














Baltimore 
Rotterdam 
nar ang Roads to Antwerp 


2 Sailings a month 
BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Fortnightly Sailings Brazil and River Plate Ports 


Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 


A Sailing Every 3 Weeks 















COLOMBIAN STEAMSHIP CO., (inc.) 
17 Battery Place New York City 


MUNSON STEAMSHIP LINE 
°67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


















Managing Operators Managing Operators 


AMERICAN DIXIE LINE/AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 




































































North Atlantic Ports to all Mediterran- Baltimore Havre 
bay ye Ports and Glasgow eanPortsincluding Adriatic,BlackSea | Philadelphia 7 ae Dunkirk Slow Yeok to fndia 
New Orl Prawns, beams # and Manchester and Levant Ports, French Mediterran- Gubtaiuiea 
re Fortnightly Sailings ae apy eng A Italy. ssae saMonth New York to Dunkirk Monthly Sailings 
New Orleans and Texas Ports to London ean or A driatic. Ports as ca rge offers a A Seiting every ies 
onthly Sailings Greek, Black Sea Ports, elphia ordeaux 
H ay bo no _— Constantinople Monthly Sailings Malta, New York — to St. Nazaire ROOSEVELT STEAMSHIP 
Pereemades al contd 8 es a Greeks Sytem Const Forts and Alex- A: Sailing Every 20 Days COMPANY, (Inc.) 
'P andria. 2 Sailings a Mont 
UNITED GULE'S & CO. (Inc.) | THE EXPORT STEAMSHIP CORP. | COSMOPOLITAN SHIPPING CO., (lnc.) | 44 Beaver St. New York 








25 Broadway New York City 
Managing Operators 


42 Broadway New York City 
Managing Operators 





Whitney yo eed wy > - New Guieene, La. 





Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 



















New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
, Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
Baltimore to Hull Monthly Sailings Monthly Sailin _ West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 
Philadelphi London London, Rotterdam and Gulf Ports to Far East Constantinople, Malta, 
phia ’ 
Neamt to Hull Antwerp (China, Japan and Philippines) | North Africa, (East of Bizerta) 
08 Rn Leith Monthly Sailings Monthly Sailings sie Monthly Sailings 
ailings a Month ATLANTIC GULF A 
THE CAROLINA COMPANY UNITED GULF S.S.CO., (Inc.) 
J. H. WINCHESTER & CO., (Inc. ORIENTAL S. S. CO., (in i a 
17 Battery Place New York ee.) Charleston, S. C. 17 Battery Place, New wee ong bed =~ Scena ag 
Managing Operators Managing Operators Managing Operators Managing Operators 





AMERICAN REPUBLICS LINE [AMERICAN SCANTICLINE| AMERICAN AMERICAN 
Noxto* te BEEHIS |New York, Boston, | SOUTH AFRICAN LINE | WEST AFRICAN LINE 
























Monthly Sailings Baltimore New York 
Philadelphia Brazil and to New York (Gulf via New York as offers) 
Jacksonville ad — Plate Scandinavian and ” to 
Savannah Moathiy oie Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 
Philadelphia, River Plate 9 fete ee Monthly Sailings and West Africa 
ee Oe A. H, BULL’& COMPANY, (Inc.) Regge oo 
onthly Sailings - i, » (inc. 
INTERNATIONAL FREIGHTING corp, | MOORE & McCORMACK CO..(Inc.) | 49 West Street New York City | 40 Wiet Strnet’ > New You Cioy 
44 Whitehall Street New York City a wl ‘ 
Managing Operators Managing Operators Managing Operators Managing Operators 
ATLANTIC GULF-WEST {MISSISSIPPI VALLEY|MOBILE OCEANIC LINE ee R Se, a Aen nt LINES 
AUSTRALI AN LINE MEDITERRANEAN LINE EUROPEAN LINE Mobile, Pensacola, Boater nightly ty Safines 
c ‘api men — New Orleans — a : enor Tysating 
New York to Australian} London, Rotterdam, Antwerp t Baltimore Hampton -, lew Yo 
Monthly Sailings ° Liverpool, Manchester, | to ester, Avonmouth, Cosmet 
and New Zealand Ports oll Wate a H A ee H _- Sailings every 10 
Monthly Sailings P penish AU ' ety Fae’ ndon, Havre, Antwerp, | Bostes, Haltimore, Hamptonitd 
ly ortuguese and Spanish Atlantic P: Rotterdam, Hamburg, 
Monthly Sailings 2 Sailings a Month ’ P te tangy Fortnightly Sings 
een eee oe Nisicas Pore (Wea of Basta) | MISSISSIPPI SHIPPING ee "Cork, Dubs, Bellas, Landoader 
0 a. 
AUSTRALASIA S. S. CO. A Sailing every 20 days CO., (Inc.) WATERMAN S.S. CORP.|, Monthly | a ee 
8-10 Bridge St., New York City], TAMPA INTEROCEAN S. 8. CO. sees Giettede, ke. Mobile, Ala. ~ sean? chy Sang 4 | 
Managing Operators 4 pty La - Managing Operators Managing Operators eat ggg: Bee 4 66. 





PAN AMERICA LINE) SOUTHERN STATES LINE|TEY AS STAR LINE|UNITED STATES LINES|} YANKEE LINE 














sterdam. 2 Sailings a Month P 
New York to Rane Getadinn to Bremen peer eten uth Genes New York to Southampton | Baltimore, Hampton Roads, 
Rio de Janeiro§Santos, |Gcnenes to Bremae mad Howe ‘. A a — : Weeks Philadelphia, Boston 
Montevideo and | "ifcuston and Galveston to| Havre and Antwerp Car liciintisnain th 
B ° Bremen and Rotterdam Weekly Sailing ws wate aoe 
uenos Aires 2 Sailings a Month , Bremen 
Houston to Bremen and Ham , 2 Sallings a Month 
Fortnightly Sailings burg. 2 Sailings a Month eee co — Weekly Sailings | 
. LYKES BROS.-RIPLE ° 
MUNSON STEAMSHIP LINE a mdm H T UNITED STATES LINES ROGERS & WEBB | 
67 Wall Street New York Ci 925 es Seats Biles. ouston, exas 45 Broadway New York City 110 State Street Boston, Mass. 
Managing Operators Mane. bate eden Managing Operators Managing Operators Managing Operators 
ging Op 


UNITED STATES SHIPPING | BOARD FL FLEET CORP. | 
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Ship Your Less Car Load Freight at Carload Rates 


by 


Making Your Own Combined Cars 






ELIVERY in New York 


GOODS ELIVERY on order of New York Commission Houses 
INTENDED ; ’ ; 
FOR ELIVERY to nearby points in Connecticut or New Jersey or for 


IRECT Export Shipment. 
CAN BE COMBINED IN ONE CAR AND CONSIGNED TO US. 


We will arrange to receive and distribute your car at New York. 

Consignees will be notified on arrival in the usual way. 

Consignees can call at railroad pier and take delivery of their own goods there, or, 
We will arrange for cartage to their door at New York. 


Freight destined for points beyond New York will be forwarded by rail or motor truck 
if you so instruct. 


Export freight can be lightered to steamer if quantities justify, whether for account of 
Export Commission Houses or for direct export shipment through 


D. C. ANDREWS & CO., Inc. 


or other forwarders. 


No warehouse charges or other unusual charges are involved except our small service 
charge. 





We co-operate by tracing cars to overcome rail delays. 


If located a reasonable distance from New York, the freight saving and faster time made 


in carload movement will justify your holding freight for several days, if necessary, to enable 
-you to make up a carload. 


If you have enough freight intended for export to make up a car, we can arrange by 
combining lets for one destination, where possible, to make the best use of the extra! free 
lighterage allowed, thereby eliminating at least part of the cartage charges. 


If you are interested in saving the difference between the less carload and carload rate 
and the quicker movement of your goods to New York, we invite correspondence in which 
please give details relative to commodity, quantities, etc. 


ANDREWS CARLOAD SERVICE COMPANY 
27 & 29 WATER STREET 
NEW YORK 


POOL CAR DISTRIBUTORS 
(Not Carriers) 
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SYSTEM 


Take the shortest. ™ 
“Your consuming Markets 


WE BRIDGE THE GAP 


M® TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable, 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


; - The 
ae WAREHOUSE 
; ete 4 ) aie, Veching FACILITIES OF THE 
soy cbt eee | . \ NY 
ba Vl | Mn ey 


Duquesne Werchouse Co., Pittsburgh, y Seton Warehousing Co., Chicago, Ill -_ _ T. snal W, cscs = nied 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. ennsylvania Terminal Warehouse Co., St. Louis, Mo. 


Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 
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OUTHERN PACIFIC LINES 
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Where they reach Where to reach them 







OUTHERN PACIFIC LINE 


THE SQUARE DEAL 


Arya taecaow 
ZxAemtscow 


E who would be square with others, 

let him first be honest with himself. 
Self-deception, unresisted, becomes 
chronic. Square dealing, like charity, 





P should begin at home. And he who is P 
A able first to apply the acid test to his A 
C own motives has laid the foundation for C 
I square dealing as a habit. I 
F There is no substitute for the confidence F 
I that flows from a tremendous conviction 7 
Cc of being and doing right. C 

“BE SURE YOU ARE RIGHT, THEN 

GO AHEAD.” —— DAVY CROCKETT. 
L L 
1 I 
N N 
E E 
SOUTHERN rACAP 1 LINES 









